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RAILWAYS. 


RESOLUTIONS   ON   RAILWAY  BILLS. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  4  March  1845. 


1.  That  a  Committee  of  Five  Members  be  appointed,  to  be  called  The  Clas- 
sification Committee  of  Railway  Bills,  and  that  Three  be  the  quorum  of  such 
Committee. 

2.  That  Copies  of  all  Railway  Bills  presented  to  The  House,  and  a  list  of 
all  projected  Railways,  of  which  Plans  and  Sections  have  been  deposited  in  the 
Private  Bill  Office,  be  laid  before  the  said  Committee,  together  with  all  Reports 
and  Minutes  of  the  Board  of  Trade  upon  such  projected  Railways,  which  shall 
have  been  laid,  or  which  shall  from  time  to  time  be  laid,  before  The  House. 

3.  That  the  Committee  of  Classification  shall  form  into  groups  all  Railway 
Bills  or  Projects  which,  in  their  opinion,  it  would  be  expedient  to  submit  to  the 
same  Committee. 

4.  That  Committees  on  Railway  Bills  during  the  present  Session  of  Par- 
liament shall  be  composed  of  a  Chairman  and  Four  Members,  to  be  appointed 
by  the  Committee  of  Selection. 

5.  That  each  Member  of  a  Committee  on  a  Railway  Bill  or  Bills  shall,  before 
he  be  entitled  to  attend  and  vote  on  such  Committee,  sign  a  Declaration  that  his 
Constituents  have  no  local  interest,  and  that  he  himself  has  no  personal  interest 
for  or  against  any  Bill  or  Project  referred  to  him ;  and  no  such  Committee  shall 
proceed  to  business  until  the  whole  of  the  Members  thereof  shall  have  signed 
such  Declaration. 

6.  That  the  Promoters  of  a  Railway  Bill  shall  be  prepared  to  go  into  the 
Committee  on  the  Bill  on  such  day  as  the  Committee  of  Selection  shall,  subject 
to  the  Order  that  there  be  Seven  clear  days  between  the  Second  Reading  of 
every  Private  Bill  and  the  sitting  of  the  Committee  thereupon,  think  proper  to 
appoint,  provided  that  the  Classification  Committee  shall  have  reported  on  such 
Bill. 

7.  That  the  Committee  of  Selection  shall  not  appoint  an  earlier  day  for  the 
first  meeting  of  the  Committee  on  any  group  of  Bills  than  the  Twenty-sixth  day 
after  the  presentation  to  The  House  of  the  Reports  of  the  Board  of  Trade  on  all 
Railway  Projects  included  in  such  group,  unless  all  the  Petitions  for  Bills  re- 
lating to  such  Projects  shall  have  been  sooner  presented. 

87-  a.  That 
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8.  That  the  Committee  of  Selection  shall  give  each  Member  not  less  than 
Fourteen  days'  notice  of  the  week  in  which  it  will  be  necessary  for  him  to  be  in 
attendance,  for  the  purpose  of  serving,  if  required,  on  a  Railway  Bill  Com- 
mittee. 

9.  That  the  Committee  of  Selection  shall  give  each  Member  a  sufficient 
notice  of  his  appointment  as  a  Member  of  a  Committee  on  a  Railway  Bill,  and 
shall  transmit  to  him  a  copy  of  the  Fifth  Resolution,  and  a!  blank  form  of  the 
Declaration  therein  required,  with  a  request  that  he  will  forthwith  return  it  to 
them  properly  filled  up  and  signed. 

10.  That  if  the  Committee  of  Selection  shall  not  within  due  time  receive 
from  each  such  Member  the  aforesaid  Declaration,  or  an  excuse  which  they 
shall  deem  sufficient,  they  shall  report  to  The  House  the  name  of  such  defaulting 
Member. 

1 1 .  That  the  Committee  of  Selection  shall  have  the  power  of  substituting, 
at  any  time  before  the  first  meeting  of  a  Committee,  another  Member  for  a 
Member  whom  they  shall  deem  it  proper  to  excuse  from  serving  on  that  Com- 
mittee. 

12.  That  power  be  given  to  the  Committee  of  Selection  to  send  for  Persons, 
Papers,  and  Records,  hi  the  execution  of  the  duties  imposed  on  them  by  the 
foregoing  Resolutions. 

13.  That  no  Member  of  a  Committee  shall  absent  himself  from  his  duties 
on  such  Committee,  unless  in  the  case  of  sickness,  or  by  leave  of  The  House. 

14.  That,  if  the  Chairman  shall  be  absent  from  the  Committee,  the  Member 
next  in  rotation  on  the  List  (who  shall  be  present)  shall  act  as  Chairman. 

15.  That  Committees  shall  be  allowed  to  proceed  so  long  as  Three  Members 
shall  be  present,  but  not  with  a  less  number,  unless  by  special  leave  of  The 
House. 

16.  That  if  on  any  day  within  One  hour  after  the  time  appointed  for  the 
meeting  of  a  Committee  Three  Members  shall  not  be  present,  the  Committee 
shall  be  adjourned  to  the  same  hour  on  the  next  day  on  which  The  House  shall 
sit,  which  had  been  fixed  for  that  day. 

17.  That  in  the  case  of  a  Member  not  being  present  within  One  hour  after 
the  time  appointed  for  the  meeting  of  the  Committee,  or  of  any  Member 
absenting  himself  from  his  duties  on  such  Committee,  such  Member  shall  be 
reported  to  The  House  at  its  next  sitting. 

18.  That  each  Committee  shall  be  appointed  to  meet  on  each  day  of  its 
sitting,  not  later  than  Twelve  o'clock,  unless  by  the  regular  vote  of  the 
Committee. 

19.  That  parties  promoting  Railway  Projects,  which  have  been  grouped 
together  by  the  Classification  Committee,  shall  be  permitted  to  appear  before 
the  Committee  on  a  Railway  Bill  belonging  to  such  group,  and  to  offer  Evidence 
either  against  the  Bill  immediately  under  the  consideration  of  the  Committee, 
or  in  support  of  their  own  Projects. 

20.  That 
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20.  That  in  Committees  on  a  Bill  or  Bills,  when  such  Evidence  has  been  given, 
it  shall  be  within  the  competency  of  a  Committee  to  adjourn  their  proceedings 
until  the  Bill  or  Bills  for  such  other  Projects  shall  be  before  them,  care  being 
taken  by  the  Committee  of  Selection  that  in  all  such  cases  the  Bills  for  the  so 
opposing  Projects  shall  be  referred  to  the  Committee  by  which  the  first  Bill  or 
Bills  had  been  considered. 

21.  That,  as  soon  as  the  Committee  of  Classification  shall  have  determined 
what  Railway  Bills  or  Projects  are  to  be  grouped  together,  they  shall  report  the 
same  to  The  House,  and  all  Petitions  against  any  of  the  said  Bills  or  Projects 
shall  be  presented  to  The  House  Three  clear  days  before  the  meeting  of  the 
Committee  thereon. 

22.  That  the  Committee  on  a  group  of  Railway  Bills  or  Projects  shall  hear, 
so  far  as  may  be  necessary,  parties  appearing  in  support  of  such  Petitions,  so 
as  to  receive  without  interruption  the  whole  of  the  Evidence  on  the  general 
merits  of  all  the  Bills  or  Projects  before  them,  and  also  on  the  details  of  the 
Bill  or  Project,  or  Bills  or  Projects,  which  they  shall  be  of  opinion  ought  to  be 
adopted,  in  order  that  if  the  Committee  should  consider  that  a  Bill  or  Bills  not 
yet  read  a  second  time  at  the  time  of  the  inquiry  ought  to  be  preferred,  they 
may  be  enabled,  when  that  Bill  or  Bills  shall  be  formally  committed,  to  dis- 
pense with  receiving  any  further  Evidence,  and  to  confine  their  proceedings  to 
making  such  Amendments  in  the  Clauses  as  their  previous  investigation  may 
have  shown  to  be  necessary. 


Digitized  by 


Google 


oo 


1 


I1 

ao  8 


3 
fr 


8 


Pi 
> 

r 
> 


f 

c 

CD 


CD 

GD 
O 

r 

H 
O 
CD 


SB 

> 


Digitized  by 


Google 


RAILWAY    BILLS. 


RESOLUTIONS  OF  THE  CO  MM1TTER 


That  Committees  on  Railway  Bills  have  leave  to  sit  in  the  present 
Session,  notwithstanding  any  Adjournment  of  The  House,  if  the  Committees 
shall  so  think  fit. 

That  such  of  the  Standing  Orders  as  relate  to  the  composition  of  the 
Committees  on  Private  Bills,  and  the  Orders  consequent  thereon,  be 
suspended  so  far  as  regards  Railway  Bills  pending  in  the  course  of  the 
present  Session. 
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RAILWAYS. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  4  August  1845;— ^r, 

A  RETURN  "of  the  Railway  Bills  and  Projects,  Classified  in  their  Groups,  which  have  been  considered  by 
the  Committees  to  whom  they  were  referred;  and  whether  such  Railway  Bills  and  Projects  were  Recommended 
or  Rejected  by  the  said  Committees;  the  Names  of  the  Members  selected;  and  the  Number  of  Days  that  the 
Committee  on  each  Group  has  sat." 


Group  A. 

Committee : 

Hon.  W.  S.  Lascelles,  Chair- 
man. 
Mr.  M«Geachy. 
Mr.  Marshall. 
Sir  R.  Philipps. 
Mr.  Roche. 

Sat  36  days. 


Group  B. 

Committee : 

Mr.  P.  M.  Stewart,  Chair- 
man. 
Mr.  Redington. 
Mr.  Rice. 
Mr,  Trotter. 

Sat  23  days. 

Mr.  Stanton  discharged. 


Group  C. 

Committee : 
Mr.  Barneby,  Chairman. 
Sir  W.  Clay- 
Lord  Dalmeny. 
Mr.  Somes. 
Sir  H.  W.  Barron. 

Sat  5  days. 

Group  D. 

Committee : 
Mr.  Berna],  Chairman. 
Mr.  G.  Bankes. 
Mr.  Dugdale. 
Mr.  Neville. 
Dr.  Boyd. 

Sat  5  days. 

620. 


to 


1.  Central  Kent        - 

2.  London,  Chatham,  and  North  Kent 

3.  London,  Chatham,  and  Chilham    - 

4.  (South  Eastern)  North  Kent 

5.  London  and  Ash  ford      ... 
(South  Eastern)  Hungerford  Bridge 

Tunbridge. 
(South  Eastern)  Tonbridge  to  Tonbridge 

Rye  and  Tenterden       - 

(South  Eastern)  Ash  ford  to  Hastings 

Brighton,  Lewes,  and  Hastings  (Keymer 

Branch.) 
Brighton,  Lewes,  and  Hastings  (Ashford 

Branch.) 
(South  Eastern)  Maidstone  to  Rochester 
(South   Eastern)    Minster  to  Deal,  and 

Walmer  and   Margate  Deviation  and 

Extension. 
Kentish  Coast      - 
Gravesend  and  Rochester  (Thames  and 

Medway.) 
London,  Chatham,  and  Gravesend 
London  and  Croydon  (Orpington  Branch) 
London  and  Croydon  (Enlargement  and 

Branches.) 
London  and  Maidstone  ... 

20.  (South  Eastern)  Head  corn  and  Rye 

21.  London  and  Greenwich  Widening  - 

22.  (South  Eastern)  London  and  Greenwich 

Railway  Extension. 

23.  London  and  Greenwich         ... 


6. 


8. 

9. 
10. 

11. 

12. 
13. 


14. 
15. 

16. 
18. 
*9- 


unsupported. 


dropped, 
dropped, 
project  considered. 


withdrawn. 


10. 


Leeds  and  West  Riding  Junction  - 
West  Yorkshire    -        -        -        -        - 
Huddersfield    and    Manchester  Railway 

and  Canal. 
Manchester  and  Leeds  (Burnley  Branch) 
Manchester  and  Leeds  (Heywood  Brancti 

Extension.) 
Manchester,  Bury,  and  Rosendale 
Leeds  and  Thirsk  ... 

Harrogate  and  Ripon  Junction 
York    and    North   Midland    (Harrogate 

Branch.) 
Leeds,  Dewsbury,  and  Manchester 


postponed  by 


recommended, 


dropped. 


recommended. 

recommended, 

Committee, 
recommended. 


rejected, 
rejected. 


rejected. 


recommended 


unsupported, 
unsupported. 


1 .  Barnsley  Junction         ... 

2.  Huddersfield  and  Sheffield  Junction 


1.  Leeds  and  Bradford  Extension  (Shipley 

to  Colne.) 

2.  Blackburn,     Burnley,    Accrington,   and 

Colne. 


3*  Blackburn,  Darwen,  and  Bolton 

A 


recommended 


recommended, 
recommended 

recommended, 
recommended. 


recommended, 

recommended, 
recommended. 

recommended 
recommended 
recommended 
recommended 

recommended, 


rejected, 
rejected. 


rejected. 


recommended, 


rejected. 


recommei 


recommei 


recommei 
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RAILWAY   BILLS   AND    PROJECTS   WHICH    HAVE   BEEN    CONSIDERED 


Group  E. 

Committee : 
Lord  Worsley,  Chairman. 
Mr.  T.  D.  Acland. 
Hon,  W.  F.  Cowper. 
Mr.  Sent.  Stock. 
Mr.  T.  Baring. 

Sat  18  days. 
Group  F. 

Committee : 
Rt.  Hon.  F.  Shaw,  Chairman, 
Mr.  Bramston. 
Mr.  Home  Drummond. 
Mr.  W.  Villiere  Stuart. 
Mr.  Lockhart. 

Sat  25  days. 


Group  G. 

Committee : 
Hon.  H.  T.  Liddell,  Chair- 
man. 
Mr.  Christopher. 
Sir  E.  Hayes. 
Mr.  Entwistle. 
Mr.  H.  R.Yorke. 
Sat  9  days. 


Group  H. 

No  Committee  appointed, 
in  consequence  of  all  the 
Projects  being  withdrawn. 


Group  I. 

Committee : 
Visct.  Palmerston,  Chairman. 
Mr.  R.  Palmer. 
Mr.  Wyse. 
Mr.  Leslie. 
Hon.  H.  F.  Berkeley. 

Sat  4  days. 

Group  K. 

Committee : 
Viscount  Sandon,  Chairman. 
Sir  B.  Hall. 
Mr.  Cobden. 
Mr.  Wykeham  Martin. 
Mr.  Ricardo. 

Sat  25  days. 


1.  Northumberland     - 

2.  Newcastle  and  Berwick  - 

3.  Newcastle  and  Darlington  (Brandling  Junc- 

tion). 

4.  Newcastle-upon-Tyne  and  North  Shields 

(Tynemouth  Extension). 


1.  Oxford,  Worcester,  and  Wolverhampton  - 

2.  Oxford  and  Rugby         - 

3.  Oxford  and  Didcot        - 

4.  London  and  Worcester  and  Rugby  and 

Oxford    Railway  (Dudley   to   Wolver- 
hampton). 

5.  Birmingham     and     Gloucester    Railway 
(Worcester  Branch  and  Deviation). 

Ditto    -    -  (Wolverhampton  Extension) 
Bristol  and  Gloucester  and  Birmingham 

and  Gloucester. 
London  and  Worcester  and  Rugby  and 
Oxford  Railway  (Dudley  and  Sedgeley). 
London,  Worcester,  and  South  Stafford- 
shire. 
Grand  Junction  (Dudley  Branch)   - 
Ditto    -     -    (Shrewsbury  and  Stafford) 
Ditto    -    -    (Shrewsbury  and   Wolver- 
hampton Branch}. 
Shrewsbury  and  Birmingham    ' 


10. 
11. 
12. 


13 


1.  Bristol  and  Exeter  Branches    - 

2.  London  and  Southwestern  Railway  (Yeovil 

Extension). 

3.  Ditto    -    -    (Hook  Pitt  Branch)    - 

4.  Ditto    -    -    (Basingstoke,    Didcot,    and 

Swindon). 

5.  Wilts,  Somerset,  and  Weymouth 

6.  Southampton  and  Dorchester  - 

7.  Berks  and  Hants  Railway        - 

8.  Salisbury  and  Dorsetshire  (Poole  Branch)  - 


1.  Harwich         ------ 

2.  Harwich  (Hosking's  Line)        - 

3.  Harwich  Railway  and  Pier  (Eastern  Union) 

4.  Harwich  and  Eastern  Counties  Junction  -J 

5.  Colchester  Port  and  Junction  - 


1.  Lynn  and  Ely 

2.  Ely  and  Bedford 


1 .  Eastern  Union  and  Norwich  -< 

2.  Diss  and  Colchester  (with  Branches) 

3.  Norwich  and  Brandon  Deviation  and  Diss 

and  Dereham  Branches. 

4.  Lynn  and  Dereham        - 

5.  London  and  Norwich  Direct  -        -        - 

6.  Eastern  Counties  (Colchester  and   Bury 

St.  Edmund's  Extension). 

7.  Lowestoft,     ------ 

8.  Diss,  Beccles,  and  Yarmouth 

9.  Eastern  Union  and  Bury  St.  Edmund's  -< 

10.  East  Dereham  and  Norwich  - 

11.  Eastern  Counties  (Cambridge  and  Bury 

St.  Edmund's  Extension). 

12.  Wells  and  Thetford        - 

13.  Yarmouth  and  Norwich         - 


unsupported. 


withdrawn, 
withdrawn. 


withdrawn, 
withdrawn, 
withdrawn. 

withdrawn. 


unsupported. 


unsupported, 
unsupported. 


unsupported. 


withdrawn. 

withdrawn. 

withdrawn. 

No.  1,  withdrawn. 

No.  2,  withdrawn. 

withdrawn. 


recommended, 
recommended. 


recommended. 


recommended, 
recommended. 


recommended 


recommended, 
recommended, 
recommended. 


recommended, 
recommended 


rejected. 


rejected. 


rejected. 


rejected, 
rejected. 


No.  1,  withdrawn. 
No.  2,  withdrawn, 
thrown  out  on  Standing  Orders. 
recommended.  • 


recommended. 


withdrawn. 


recommended, 
withdrawn. 
No.  1,  withdrawn. 
No.  2,  withdrawn, 
thrown  out  on  Standing  Orders. 

rejected. 


rejected. 


withdrawn. 


recommended. 
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BY  THE  COMMITTEES  TO  WHOM  THEY  WERE  REFERRED. 


Group  L. 

Committee : 
Air.  E.   B.  Denison,  Chair- 
man. 
Yiscount  Clive. 
Mr.  R.  Monckton  Milnes. 
Mr.  J.  H.  Vivian. 
Mr.  Alexander  Oswald. 

Sat  34  days. 

Group  M. 

Committee : 
Mr.  C.  Wood,  Chairman. 
Lord  Hotham. 
Sir  John  Hanmer. 
Mr.  A.  Stafford  O'Brien. 
Earl  Jermyn. 

Sat  1  day. 

Group  N. 

Committee : 
Right  Hon.  T.  B.  Macaulay, 

Chairman. 
Mr.  J.  Evelyn  Denison. 
Mr.  G.  Cornwall  Legh. 
Colonel  Rolleston. 
Captain  Gladstone. 
Sat  19  days. 

Group  O. 

Committee : 
Mr.  Hawes,  Chairman* 
Yiscount  Emlyn. 
Mr.  Smollett. 
Hon.  F.  Charteris. 
Mr.  F.  French. 

Sat  8  days. 
Group  P. 

Committee : 
Mr.  W.  Beckett,  Chairman. 
Mr.  E.  Buller. 
Mr.  Childers. 
Mr.  G.  R.  Philips. 
General  Johnson. 

Sat  18  days. 

Group  ft. 

Committee : 
Mr.  Sotheron,  Chairman. 
Mr.  Bickham  Escott. 
Sir  T.  E.   Colehrooke. 
Viscount  Duncan. 
Mr*  Pusey. 

Sat  7  days. 

Group  R. 

Committee : 
Mr.  W.  Gibson  Craig,  Chrn. 
Mr.  W.  H.  Ludlow  Bruges. 
Mr.  Packe. 
Mr.  J.  Talbot  Clifton. 
Mr.  Repton. 

Sat  15  days. 

Group  S. 

Committee : 
Hon.  J.  S.  Wortley,  Chair0. 
Mr.  Ewart. 
Mr.  Wrighston. 
Mr.  W.  Bulkeley  Hughes. 
Mr.  Ainsworth. 

Sat  9  days. 
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London  and  Portsmouth  - 

Guildford,  Chichester,  and  Portsmouth     - 
Brighton     and    Chichester    (Portsmouth 

Extension). 
Epsom  and  Dorking        .... 
London  and  Brighton  (Redhill  and  Dorking 

Branch.) 
South  Eastern  (Reigate  to  Dorking) 
Horsham  Railway  -        -        -        -        - 
Guildford  Junction  -• 

Direct  London  and  Portsmouth 


1.  North  Devon 

2.  Exeter  and  Crediton 


unsupported. 


recommended, 
recommended 


withdrawn, 
thrown  out  on  Standing  Orders. 


withdrawn. 


unsupported. 


t .  South  Devon,  Tavistock,  and  other  Branches 

2.  Launceston  and  South  Devon 

3.  Cornwall  and  Devon  Central   - 

4.  Cornwall  • 

5.  West  Cornwall       - 

6.  St.  Ive's  Junction  - 


recommended 
recommended 
recommended 


recommended 


1.  Trent  Valley 

a.  Churnet  Valley 

3.  Grand  Junction  (Potteries  Branch)  - 

4.  Tamworth  and  Rugby     .... 

5.  Manchester  and  Birmingham  (Macclesfield 

Branch  Extension). 


South  Wales  Railway 

Monmouth  and  Hereford 
Monmouthshire  Railway 

Gloucester  and  Dean  Forest 
Newport  and  Pontypool  - 

TaffVale  Railway  - 
Aberdare  Railway  - 


Committee  recommended  its  postponement. 

Committee  recommended  its  postponement. 

unsupported. 

-  recommended. 

Committee  recommended  its  postponement. 

withdrawn. 


-  recommended, 

thrown  out  on  Standing  Orders* 
recommended. 


unsupported, 
unsupported. 


1.  Shrewsbury,  Oswestry,  and  Chester  Junc- 

tion. 

2.  Cheshire  and  Shropshire  Junction     - 


recommended. 

recommended, 
unsupported. 

thrown  out  on  Standing  Orders. 
-  (recommended.  I  - 

thrown  out  on  Standing  Orders. 


recommended 


recommended, 


unsupported. 


1.  Dublin  and  Drogheda     - 

2.  Dublin  and  Belfast  Junction  (Branch  to 

Kells). 

3.  Dundalk  and  Enniskillen         ... 

4.  Great  North  Western  (Ireland) 

5.  Ulster  Extension 

6.  Northern  (Armagh  and  Dublin) 

7.  Newry  and  Enniskillen  .... 


1.  Belfast  and  Ballymena 


2.  Londonderry  and  Enniskillen 

3.  Londonderry  and  Coleraine 


recommended 
recommended. 


recommended, 
project  considered, 


recommended, 
project  considered. 

recommended. 


recommended, 
recommended, 
recommended. 
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RAILWAY   BILLS   AND    PROJECTS   WHICH    HAVE    BEEN    CONSIDERED 


Group  T. 

Committee : 
Right  Hon.  Sir  George  Grey, 

Chairman. 
Mr,  Cripps. 
Sir  R.  A.  Ferguson. 
Mr.  Hindley. 
Colonel  Verner. 

Sat  6  days. 

Group  U. 

Committee : 
Mr.  Hayter,  Chairman. 
Mr.  Langston. 
Mr.  Vernon  Harcourt. 
Mr.  Sturt. 
Mr.  Plumptre. 

Sat  3  days. 

Group  V. 

Committee : 
TheO'Conor   Don,  Chair- 

man. 
Mr.  Hope  Johnstone. 
Mr.  D.  A.  Saunders  Davits. 
Sir  D.  Jephson ,  Norreys. 
Sir  John  Rae  Heid. 

Sat  25  days. 

Group  W. 

Committee : 
Mr.  Pakington,  Chairman. 
Lord  Seymour. 
Hon.  E.  P.  Bouverie. 
Mr.  Whitmore. 
Hon.  James  Pierce  Maxwell. 

Sat  17  days. 

Group  X. 

Committee : 

Lord  Courtenay,  Chairman. 
Mr.  Darby. 

Mr.  G.  Poulett  Scrope. 
Mr.  C.  Baring  Wall. 

Sat  84  days. 

Mr.  M'Geachy,  discharged. 


Group  Y. 

Committee : 
Lord  J.  Russell,  Chairman. 
Mr.  Pendarves. 
Mr.  Lefroy. 
Mr.  Ross. 
Mr.  Phillpotts. 

Sat  1  day. 

Group  Z. 

Committee : 
Hon.  R.  H.  Clive,  Chairman. 
Mr.  Ward. 
Mr.  Forster. 
Sir  James  Duke. 
Mr.  H.  R.  Yorke. 

Sat  12  days. 


1.  Bedford,  London,  and  Birmingham 


2.  Midland  Railway   Extension  (Syston  and 

Peterborough;. 

3.  Dunstable  and  London  and  Birmingham   - 


1.  Hull  and  Gainsborough   - 

2.  Great  Grimsby  and  Sheffield  Junction 


1.  Midland  Railway  Extension  (Nottingham 
and  Lincoln). 


2.  Newark  and  Sheffield 


3.  Manchester,  Sheffield,  and  Midland  Junc- 
tion Railway. 


1 .  Goole  and  Snaith  Railway        - 

2.  Goole,  Doncaster,  and  Sheffield  and  Man 

Chester  Junction  Railway. 

3.  Wakefield,  Pontefract,  and  Goole 

4.  York  and  North  Midland  Railway  (Goole 

Branch). 

5.  Manchester,  Barnsley,  and  Goole  Railway 


1 .  I  ondon  and  York  - 

2.  Lincoln,  York,  and  Leeds  Direct    - 

3.  Cambridge  and  Lincoln  - 

4.  Direct  Northern    - 

5.  Eastern  Counties  (Cambridge  and  Hun- 

tingdon). 

6.  Ditto    -    -    (Ely  and  Whittlesea) 

7.  Ditto     -    -     (Finsbu  y  Extension) 

8.  Ditto    -    -    (Ely  and  Lincoln  Extension) 

9.  Rotherham,   Bawtry,  and  Gainsborough 

Junction. 

10.  Tottenham  and  Farringdon-street  Junction 

1 1 .  Eastern  Counties  ( 1  lertford  &  Biggleswade) 

1 2.  Midland  Railways  Extension  (Swinton  and 

Lincoln). 

13.  Ditto    -    -    (Lincoln  and  Ely) 

14.  Sheffield  and  Lincolnshire  Junction 

15.  York  and  North  Midland  and  Doncaster 

Extension. 

1.  Midland  (Branches)         - 

2.  Sheffield  and  Rotherham  ... 


1.  Great  Western  (Dublin  to  Mullingar  and 
Athlone). 


2.  Irish  Great  Western  (Dublin  to  Gal  way) 

3.  Portarlington  and  Tullamore    - 


recommended, 
recommended. 

recommended, 


thrown  out  on  Standing  Orders. 
-  rec6mmended. 


recommended 


rejected, 
rejected. 


unsupported. 

Committee  recommended  its  postponement. 


unsupported. 


withdrawn. 


recommended. 


recommended. 


rejected. 


rejected, 
thrown  out  on  Standing  Orders, 
recommended.  - 


withdrawn, 
withdrawn, 
withdrawn. 


recommended. 


rejected. 


consideration  postponed,  owing  to  the  late 
period  of  the  Session. 


thrown  out  on  Standing  Orders, 
recommended.  • 


unsupported. 


recommended, 


recommended. 


Digitized  by 


Google 


BY   THE    COMMITTEES   TO   WHOM   THEY   WERE   REFERRED, 


Group  AA. 

Committee : 

Mr.  Henley,  Chairman. 
Mr.  Burroughes. 
Mr.  John  Ueatbcoat. 
Sir  Stephen  Richard  Glynne, 
Marquis  of  Gran  by. 

Sat  4  days. 

Group  BB. 

Committee : 

Mr.  Colquhoun,  Chairman. 
Mr.  E.  Ellice. 
Mr.  Spoon  er. 
Mr.  J.  E.  Vivian. 
Hon.  James  K.  Howard. 

Sat  6  days. 

Group  CC  and  XX. 

Committee : 

Right  Hon.  R.  Vernon  Smith, 

Chairman. 
Rear-Admiral  Dun  das. 
Mr.  Adderley. 
Mr.  T.  Milner  Gibson. 
Mr.  W.  L.  Wiggett  Chute. 

Sat  2  days. 

Group  DD. 

Committee : 

Mr.  J.  Parker,  Chairman. 
Viscount  Ebriugton. 
Mr.  J.  Buller  East. 
Sir  Philip  Egerton. 
Mr.  Montague  Guie. 

Sat  22  days. 

Group  EE. 

Committee : 

Right  Hon.  F.  T.  Baring, 

Chairman. 
Mr.  Protheroe. 
Mr.  Gill. 

Mr.  Alderman  Copeland. 
Mr.  James. 

Sat  1 1  days. 

Group  FF. 

Committee : 

Lord  Ashley,  Chairman. 
Mr.  Collins. 
Mr.  Blackstone. 
Captain  Osborne. 
Mr.  Curteis. 

Sat  16  days. 

Group  GG. 

Committee : 

Mr.  Evans,  Chairman. 
Mr.  PhiJip  W.  S.  Miles. 
Mr.  Newdegale. 
Viscount  Grimston. 
Mr.  Muntz. 


Sat  18  days. 


1.  Great  Southern  and  Western  Railway  (Ire- 

land). 

2.  Great    Southern    and   Western    Railway 

(Direct  Cork  and  Limerick). 


3.  Waterford  and  Limerick 

1.  Waterford  and  Kilkenny 

2.  Wexford,  Carlow,  and  Dublin 

3.  Kilkenny  Junction  - 


4.  Kingstown  and  Waterford  Railway  (Carlow 
and  Wexford). 


Cork  and  Bandon  Railway 
Taw  Vale  Railway  and  Dock 


unsupported. 


recommended 


unsupported. 


recommended. 


recommended. 


recommended, 
recommended, 


1.  Caledonian  Railway 

2.  Glasgow,  Dumfries,  and  Carlisle 

3.  Clydesdale  Junction 

4.  Edinburgh  and  Glasgow 

5.  Scottish  Central     - 


rejected. 


rejected. 


recommended, 

recommended, 
recommended, 
recommended 


rejected. 


1.  Dundee  and  Perth  (South  Line) 

2.  -    -     Ditto  -    -   (North  Line) 

3.  Scottish  Midland  Junction 

4.  Aberdeen  Railway  - 


1 .  Edinburgh  and  Northern 

2.  Edinburgh  and  Hawick  - 


3.  North  British  (Edinburgh  and  Dalkeith) 


unsupported 


recommended, 
recommended, 
recommended. 


fNo. 


No.  1  withdrawn    -    -.   -  |  -     «* 
No.  2  recommended, 
recommended.  - 


Glasgow  Junction  - 
Glasgow,  Barrhead,  and  Neilston     - 
Greenock  Branch    - 

Ayrshire  Branches  (Glasgow,  Paisley,  Kil- 
marnock, and  Ayr). 
Glasgow  Harbour  Union  - 

Glasgow,  Dumbarton,  and  Lochlomond    - 
Glasgow,  Garnkirk,  and  Coatbridge 
Monkland  and  Kirkintilloch     ... 


620. 


unsupported. 


recommended.  - 


recommended, 
recommended. 

recommended. 


thrown  out  on  Standing  Oruers. 
unsupported. 

-  (recommended. 
...  recommended. 
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RAILWAY   BILLS   AND    PROJECTS    WHICH    HAVE   BEEN    CONSIDERED 


Group  HH. 

Committee : 
Sir  C.  Douglas,  Chairman. 
Mr.  Buck. 
Mr.  Baskerville. 
Colonel  Ferguson. 
Mr.  J.  Hans  Hamilton. 

Sat  3  days. 

Group  II. 

Committee : 
Viscount  Barrington,  Chair- 
man. 
Mr.  Bannerman. 
Mr.  Christie. 
Mr.  Botfield. 
Mr.  Leader. 

Sat  4  days. 

Group  KK. 

Committee : 
Sir  C.  Lemon,  Chairman. 
Hon.  C.  Hope. 
Mr.  Horsman. 
Sir  E.  Filmer. 
Mr.  F.  Winn  Knight. 

Sat  15  days. 


Group  LL.  . 

Committee : 
Mr.  W.  Miles,  Chairman. 
Lord  J.  Manners. 
Sir  T.  Esmonde. 
Sir  J.  Trollope. 
Mr.  Fellowes. 

Sat  11  days. 

Group  MM. 

Committee : 
Mr.  Granville  H.  Vernon, 

Chairman. 
Sir  T.  D.  Acland. 
Lord  Marcus  Hill. 
Mr.  Stansfield. 
Mr.  J.  Ireland  Blackburne. 

Sat  3  days. 
Group  NN. 

Committee : 

Visct-Castlereagh,  Chairman, 
Hon.  Capt.  Berkeley. 
Mr.  Dennistouo. 
Viscount  Acheson. 
Mr.  Hornby. 

Sat  6  days. 

Group  00. 

Committee : 

Right  Hon.  H.  Labouchere, 

Chairman. 
Mr.  Divett. 
Viscount  Ingestre. 
Mr.  G.  H.  Walker  Heneage. 
Mr.  A.  Hussey. 

Sat  3  days. 


1.  Blackburn  and  Preston 


2.  North    Union    and     Ribble    Navigation 
Branch. 


3.  Preston  and  Wyre  (Lytham  Branch) 

4.  -    -     Ditto    -    (Blackpool  Branch) 

l.  Lancaster  and  Carlile  (Carlile  Extension)  • 
a.  -    -  Ditto    -    (Lancaster  Deviation) 

3.  -     -  Ditto    -    (Birklands  Deviation) 

4.  Cockermouth  and  Workington 

5.  Whitehaven  and  Furness 
€.  Kendal  and  Windermere 


8.  - 


9- 


Liverpool,  Omsk  irk  and  Preston 
Liverpool  and  Bury         .... 
Liverpool     and     Manchester     Extension 
(North  Tunnel). 

-  -     Ditto  -    -  (Extensions) 

-  -     Ditto  -    -  (Parkside  Branch) 

-  -     Ditto  -    -  (St.  Helen's  and  Rufford) 

-  -    Ditto  -    -  (Paticroft     and    Clifton 
Branch). 

-    Ditto  -    -  (Rainford  and  Liverpool 
Branches.) 

Southport  and  Euxton 


1 .  London  and  South  Western  Metropolitan 

2.  Ditto    -    -    ditto     -    -    -    (No.  2)      - 

3.  Richmond  (Surrey)  Railway    ... 

4.  Staines  and  Richmond    - 

5.  London      and      Brighton     (Wandsworth 

Branch). 

6.  London     and     South    Western    (Epsom 

Branch). 


1.  Grosvenor  Railway  - 

2.  Great  Western  (Uxbridge  and  Staines) 

3.  South  London  and  Windsor     - 

4.  West  London  (Thames  Extension)  - 

5.  Ditto    •    -    (Knightsbridge  Extension) 


recommended, 
recommended. 

recommended, 
recommended. 

recommended, 
recommended, 
recommended, 
recommended 
recommended, 
recommended. 


thrown  out  on  Standing  Orders, 
recommended, 
recommended. 


1.  Epping  Railway 


2.  North  Woolwich 


1.  Hull  and  Selby  (Bridlington  Branch) 

2.  York  and  Scarborough  (Deviation)  - 


3.  York  and   North    Midland    (Bridlington 
Branch). 


4.  Whitby  and  Pickering 


recommended, 
recommended, 
recommended, 
recommended 

recommended. 


recommended, 
recommended, 
recommended, 
thrown  out  on  Standing  Orders. 

rejected. 


rejected. 


withdrawn. 


unsupported, 
unsupported, 
unsupported. 


unsupported. 


c 


recommended, 


No.  1  thrown  out  on  Standing  Orders. 
-     -    No.  2  recommended. 


recommended. 


recommended 
recommended, 
recommended 

recommended. 
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BY  THE  COMMITTEES  TO  WHOM  THEY  WERE  REFERRED. 


Group  PP. 

Committee : 
Hod.  Eliot  T.  Yorke,  Chmn. 
Earl  of  Shelburne. 
Mr.  Disraeli. 
Hon.  Colonel  Pennant. 
Mr.  Mitchell. 

Sat  3  days. 

Group  QQ. 

Committee : 
Mr.  C.  G.  Round,  Chairman. 
Captain  Jones. 
Mr.  Dickinson. 
Colonel  Fox. 
Colonel  Thomas  Wood. 

Sat  1  day. 

Group  RR. 

Committee : 
Right  Hon.  £.  Ellice,  Chair- 
man. 
Mr.  Warburton. 
Lord  Norreys. 
Mr.  Kemble. 
Mr.  Rice  R.  Clayton. 

Sat  4  days. 

Group  SS. 

Committee : 
Lord  Harry  Vane,  Chairman. 
Mr.  Hutt. 
Earl  of  Listowel. 
Earl  of  March. 
Mr.  Briscoe. 

Sat  15  days. 


l"-3 

.9  SO 

1*8  * 

SQfi 


Group  TT. 
Group  W. 


GroupWW 


Group  YY. 


Group  UU. 

No  Committee  appointed. 

Group  XX. 
Group  ZZ. 

Committee : 
Mr.  T.  S.  Duncombe,  Chair- 
man. 
Lord  Leveson. 
Mr.  Pole  Carew. 
Mr.  Savile  Ogle, 
lion.  C.  Forester. 

Sat  1  day. 

Mr.  T.  Mackenzie!     ,. 
Viscount  Howick  I  kdIS"  • 
Sir  John  Walsh     (<***<*• 


620. 


1.  Great  North    of  England  (Clarence  and 

Hartlepool  Junction). 

2.  Sunderland,  Durham,  and  Auckland  Union 

3.  Wear  Valley 

4.  Middlesboro'  and  Redcar         ... 


Manchester  and  Leeds  (Oldham  Branch)  - 

Manchester  and  Birmingham  (Ashton 
Branch). 

Manchester  and  Buxton  .... 

Ashton,  Stalybridge,  and  Liverpool  Junc- 
tion (Newport  and  Ardwick  Junction). 

Ashton,  Stalybridge,  and  Liverpool  Junc- 
tion (Guide  Bridge  Junction). 


Birkenhead,    Manchester,    and  Cheshire 

Junction. 
Chester,  Manchester,  and  Liverpool  Junc- 
tion. 
Preston  Brook  and  Runcorn    - 
Grand  Junction  (Huyton  Branch)    - 
Chester  and  Birkenhead  Extension  - 
Manchester,  South  Junction,  and  Altrin- 
cham. 


unsupported, 


1.  Coventry,  Bedworth,  and  Nuneaton 

2.  Erewash  Valley  Railway 


Greenwich  Colliery         - 

1.  St.  Helen's  Railway  and  Sankey  Canal 

2.  St.  Helen's  Canal  and  Railway 


1.  Manchester  and  Leeds    - 

2.  Sheffield,  Ashton-under-Line,  and  Man- 

chester. 

3.  Manchester,  Bury,  and  Rossendale  - 

4.  Manchester,  Leeds,  and  Hull  Associated 

Railways. 

Bristol  and  Gloucester,  No.  2  - 


Kingstown  and  Bray 


Vide  Group  CC. 

1.  Bolton  and  Leigh,  Kenyon  and  Leigh  Junc- 

tion, North  Union,  Liverpool  and  Man- 
chester, and  Grand  Junction  Railway 
Companies'  Amalgamation. 

2.  Manchester  and  Leeds,  No.  2. 


withdrawn. 


withdrawn. 


withdrawn, 
withdrawn. 


recommended 


recommended, 
recommended 


recommended, 
recommended. 


recommended, 
recommended, 

recommended. 

recommended. 

recommended, 
recommended, 
recommended, 
recommended, 


recommended, 


recommended, 
recommended, 

recommended. 


rejected. 


thrown  out  on  Standing  Orders. 


recommended. 


recommended. 


M 
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RETURNS    RELATIVE   TO   RAILWAY  BILLS   AND   PROJECTS. 


The  Committees  appointed  to  serve  on  Railway  Groups  have  sat  the  following  Number  of  Days : 

The  following  have  sat  more  than  80  Days : 
Group  X    -    -    -    83. 

The  following  have  sat  more  than  30  Days : 
Group  A    -    -    -    36. 
L     -    -    -    34. 

The  following  have  sat  more  than  so  Days : 
Group  B    -    -    -    33. 
F     -    -    -    25. 

K 25. 

V     -    .    -    35. 
DD     -     -     -     22. 

The  following  have  sat  more  than  15  Days : 


Group  £ 

- 

- 

- 

18. 

N 

- 

- 

- 

19. 

P 

- 

- 

- 

18. 

R 

- 

- 

- 

15- 

W 

- 

. 

- 

*7- 

FF 

- 

- 

- 

16. 

GG 

- 

- 

- 

18. 

KK 

- 

- 

- 

15- 

ss 

- 

- 

- 

15. 

The  following  have  sat  more  than  10  Days : 
Group  Z    -    -    -    12. 
EE    -    -    -    11. 
LL    -    -    -    11. 


The  following  have  sat 

more  than  5  Days 

Group  G 

- 

- 

- 

9- 

0 

- 

- 

- 

8. 

Q 

- 

- 

- 

7- 

S 

- 

- 

- 

9- 

T 

- 

- 

- 

6. 

BB 

- 

- 

- 

6. 

NN 

- 

- 

- 

6. 

'I  he  following  have  sat , 

5  Day* 

1  and  under 

Group  C 

- 

- 

- 

5. 

D 

- 

- 

- 

5. 

I 

- 

- 

- 

4- 

M 

- 

- 

- 

1. 

U 

- 

- 

- 

3. 

Y 

- 

- 

- 

l. 

AA 

- 

- 

- 

4- 

CC 

- 

- 

- 

2. 

HH 

- 

- 

- 

3. 

II 

- 

- 

- 

4- 

MM 

- 

- 

- 

3- 

00 

- 

- 

- 

3- 

PP 

- 

- 

- 

3- 

QQ 

- 

- 

- 

1. 

RR 

fc 

- 

- 

4- 

Referred  f  JJ] 

to  one    I  ww  ) 
Committee  1   yyl 

- 

- 

l. 

XX 

- 

. 

. 

2. 

zz 

- 

- 

- 

1. 

•O 
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S1 
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tU  g 

eg   S 
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SB 
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2  td 
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s. 


p-    CD 

§  i. 

er  -• 

80 


g  S 

3  §. 
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o  n 

CO    SJ 

Is, 


ft: 
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i  S? 

51 

CD     g 
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ft* 

*    2 
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RAILWAY   BILLS. RAILWAYS. 


RETURN  to  Two  Orders  of  the  Honourable  The  House  of  Commons, 
dated  17  July  and  4  August  1845  ;—for, 

A  RETURN  "  of  all  Bills  for  the  Construction  of  Railways  in  England  and  Wales,  Scotland  and  Ireland,  respec- 
tively, which  may  pass  during  the  present  Session  of  Parliament ;  stating  the  Amount  of  the  Estimate,  of  the  Capital 
Stock,  and  of  the  Sum  authorized  to  be  borrowed  for  each  Railway,  and  the  Total  Amount  of  the  Estimates, 
Capital  Stock,  and  Sums  authorized  to  be  borrowed  for  all  such  Railways." 

A  RETURN  u  of  the  Number  of  Railways  for  which  Acts  have  passed  in  the  present  Session ;  the  Length  of  each 
line  j  the  Number  of  Shares  and  the  Amount  of  Capital  subscribed  for  each  ;  the  Number  of  New  Shares  that  each 
Line  is  empowered  to  create  ;  and  the  Sum  of  Money  each  Line  is  empowered  to  borrow/9 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  8  August  1845. 


A  RETURN  of  all  Bills  for  the  Construction  of  Railways  in  England  and  Wales,  Scotland  and  Ireland,  which  have  passed 
during  the  Session  of  Parliament  1845 ;  stating  the  Amount  of  the  Estimate,  of  the  Capital  Stock,  and  of  the  Sum  authorized 
to  be  borrowed  for  each  Railway,  and  the  Total  Amount  of  the  Estimates,  Capital  Stock,  and  Sums  authorized  to  be  borrowed 
for  all  such  Railways. 


Estimate 

Capital 
Stock. 

Money 

Estimate 

Capital 
Stock. 

Money 

NAME. 

of 
Expense. 

authorised 

to  be 
Borrowed. 

NAME. 

of 
Expense. 

authorised 

to  be 
Borrowed. 

• 

£. 

£. 

£. 

£. 

£. 

£. 

sYberdarc     -                 •                 • 

50,000 

50,000 

16,600 

Great  North  of  England  (Clarence 

2,773 

21,000 

7,000 

Aberdeen    •         -         •        - 

830,000 

830,000 

276,666 

and  Hartlepool  Junction). 

Aahton,  Staleybridge,  and  Liverpool 

60,000 

60,000 

20,000 

Great  North  of  England  and  Rich- 

112,383 

150,000 

50,000 

Jonetkm    (An) wick    and    Guide 

mond  Railway. 

Bridge  Branches). 

Great  Southern  and  Western  (Ire- 

1,200,000 

1,200,000 

400,000 

Bedford  and  London  and  Birming- 

126,000 

125,000 

41,650 

land). 

ham. 

Great   Western  (Ireland);  (Dublin 

986,651 

1,000,000 

333,000 

Bdfitst  and  BaBymena  - 

385,000 

885,000 

128,333 

to  Mullingar  and  Athlone). 

Berk*  and  Haute  .... 

400,000 

400,000 

133,330 

Guildford,   Chichester,  and  Ports- 

350,000 

500,000 

166,000 

Blackburn  and  Preston  - 

66,989 

30,000 

10,000 

mouth. 

Blackburn,  Burnley,  Accrington,  and 

530,000 

530,000 

176,000 

Huddersfield  and  Manchester  Rail- 

630,000 

630,000 

210,000 

Come  Extension. 

way  and  CanaL 

Blackburn,  Darwen,  and  Bolton 

300,000 

300,000 

100,000 

Huddersfield  and  Sheffield  Junction 

531,258 

632,000 

177,333 

Brighton    and  Chichester    (Ports- 

320,000 

820,000 

106,666 

Hull  and  Selby  (Bridlington  Branch) 

216,000 

216,000 

72,000 

month  Extension). 

Kendal  and  Windermere 

125,000 

126,000 

40,000 

Brighton,  Lewes,  and  Hastings  (Key- 

140,000 

140,000 

46,666 

Lancaster  and  Carlisle  - 

90,000 

— 

— 

mer  Branch). 

Leeds     and      Bradford     Extension 

500,000 

600,000 

166,666 

Brighton,  Lewes,  and  Hastings  (Hast- 

600,000 

500,000 

166,000 

(Shepley  to  Colne). 

ings,  Rye  and  Ashford  Extension). 

Leeds  and  Think          - 

890,000 

890,000 

296,000 

Bristol  and  Exeter  Branches  - 

375,000 

600,000 

166,600 

Leeds,   Dewsbury,  and  Manchester 

626,000 

650,000 

166,000 

Birmingham  and  Gloucester  (Glou- 

27,422 

— • 

— . 

Junction* 

cester  Extensions,  Stoke  Branch, 

Liverpool  and  Bury       - 

912,000 

912,000 

304,000 

and  Midland  Junction). 

London  and  Croydon  Enlargement  - 

180,000 

180,000 

60,000 

Caledonian-        .... 

2,100,000 

2,100,000 

700,000 

London  and  South- Western  (Metro- 

800,000 

800,000 

233,000 

Chester  and  Birkenhead  Extension  - 

250,000 

300,000 

100,000 

politan  Extension,  No.  1 ). 

Chester  and  Holyhead   ... 

500,000 

— 

— 

Lowestoft  Railway  and  Harbour 

120,000 

120,000 

40,000 

Clydesdale  Junction       ... 

290,000 

330,000 

110,000 

Lynn  and  Dereham       ... 

270,000 

270,000 

90,000 

CoekennoQth  and  Workington 

80,000 

80,000 

26,666 

Lynn  and  Ely                • 

300,000 

300,000 

100,000 

Cork  and  Bandon          ... 

240,000 

240,000 

80,000 

Londonderry  and  Coleraine     - 

500,000 

500,000 

166,666 

Direct  London  and  Portsmouth 
Dublin  and  Belfast  Junction  (Branch 

to  KeDs). 
Dublin  and  Drogheda    ... 

1,450,000 
950,722 

1,500,000 
950,000 

500,000 
316,666 

Londonderry  and  Enniskillen- 
London  and  Brighton  (Horsham)    - 
Liverpool  and  Manchester  Railway  - 

462,123 
100,000 
804,000 

500,000 
100,000 
805,000 

166,666 

33,333 

268,333 

40,000 

150,000 

50,000 

Manchester  and  Birmingham  (Ash- 
ton  Branch). 

Manchester    and    Leeds    (Burnley 
Branch,  and  Oldham    and  Hey- 
wood  Branches  Extension). 

93,000 

— 

— 

Dundaft  and  FjiniJtillwn        .         • 
Dundee  and  Perth                  - 

450,000 
200,000 

750,000 
200,000 

250,000 
66,600 

360,000 

360,000 

120,000 

Dunstable  and  London  and  Birming- 

50,000 

50,000 

16,600 

ham* 
Eastern   Counties  (Cambridge  and 

150,000 

150,000 

50,000 

Manchester     South     Junction    and 
Altrineham. 

400,000 

400,000 

133,333 

Huntingdon  line). 

Eastern  Counties  (Ely  and  Whittle- 
sea  Deviation). 

Eastern  Union  and   Bury  St  £d- 
snundV 

Edinburgh  and  Glasgow 

Edinburgh  and  Hawick 

320,000 

— 

— 

Middlesbro*  and  Redcar 

Midland  (Nottingham  to  Lincoln)   • 

36,000 
408,000 

36,000 
408,000 

12,000 
136,000 

400,000 

400,000 

133,333 

Midland  (Syston  to  Peterborough)  - 
Monmouth  and  Hereford 

750,000 
550,000 

750,000 
550,000 

250,000 
183,333 

52,000 
400,000 

100,000 
400,000 

33,000 
133,333 

Newcastle  and  Berwick  ... 
Newcastle  and  Darlington,  Brandling 

fn  net  inn 

1,400,000 
90,000 

1,400,000 
650,000 

466,666 
216,000 

Edinburgh  and  Northern 

By  and  Hontingdon     ... 

Erewaah  Valley    - 

Exeter  and  Crediton      ... 

Epping 

650,000 
190,046 
187,000 
70,000 
200/)00 

650,000 
194,400 
190,000 
70,000 
200,000 

216,666 
64,800 
63,000 
23,333 
66,600 

m  uilvUUUi 

Newcastle-upon-Tyne,    and     North 

Shields  (Tynemouth  Extension,&c  ) 
Newport  and  Pontypool 
Newry  and  Eaniskillen  ... 
North  British       .... 

49,091 

120,000 

833,847 

47,000 

50,000 

119,100 
900,000 
160,000 

16,666 

78,163 

300,000 

53,333 

Glasgow,    Barrhead,    and    Neilston 

142,500 

150,000 

50,000 

North  Union  and  Ribble  Navigation 

16,000 

20,000 

6,666 

Direct* 

Branch. 

Glasgow  Junction          ... 

150,000 

150,000 

50,000 

North  Wales         .... 

300,000 

300,000 

100,000 

350,000 

204,000 

68,000 

North  Woolwich  - 

30,000 

30,000 

10,000 

Ayr  (Cumnock  Branch). 

Norwich  and  Brandon  Deviation  (and 

100,000 

220,000 

73,300 

Graveaend  and  Rochester 

170,000 

85,000 

56,666 

Diss  and  Dereham)  Branches. 

Great  Grimsby  and  Sheffield  Junc- 

590,750 

600,000 

200,000 

North  Wales  Mineral     ... 

45,586 

150,000 

50,000 

tion. 

Oxford  and  Rugby        ... 

600,000 

600,000 

200,000 

637 
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LIST   OF    RAILWAY    BILLS    PASSED    DURING   THE    SESSION    OF    PARLIAMENT    1845. 


NAME. 

Estimate 

of 
Expense. 

Capital 
Stock. 

Money 
authorized 

to  be 
Borrowed. 

NAME. 

Estimate 

of 
Expense. 

Capital 
Stock. 

Money 
authorized 

to  be 
Borrowed. 

RAILWAYS— continued. 

£. 

£. 

£. 

RAILWAYS— continued. 

£. 

£. 

£. 

Oxford,    Worcester,    and     Wolver- 

1,500,000 

1,500,000 

500,000 

South  Wales         - 

2,500,000 

2,800,000 

933,333 

hampton. 

Trent  Valley         - 

900,000 

1,250,000 

416,666 

Preston  and  Wyre  Branches  - 

50,000 

100,000 

33,000 

Ulster  Extension  - 

133,035 

— 

— 

Richmond  (Surrey)      ... 

200,000 

260,000 

86,000 

Wakefield,  Pontefract,  and  Goole     - 

365,000 

365,000 

121,666 

Scottish  Central   - 

850,000 

850,000 

283,333 

Waterford  and  Kilkenny 

250,000 

250,000 

83,000 

Scottish  Midland  Junction 

300,000 

300,000 

100,000 

Waterford  and  Limerick 

750,000 

760,000 

250,000 

Sheffield  and  Rotherham 

45,000 

45,000 

— 

Wear  Valley        - 

82,000 

82,000 

27,300 

Shrewsbury,  Oswestry,  and  Chester 

371,000 

410,000 

136,000 

Whitby  and  Pickering  - 

135,400 

135,000 

45,000 

Junction. 

Wilts,  Somerset,  and  Weymouth 

1,500,000 

1,500,000 

500,000 

Southampton  and  Dorchester 

500,000 

500,000 

166,666 

Whitehaven  and  Furness 

350,000 

350,000 

116,600 

South  Eastern  ( Branch  to  Deal,  and 

187,000 

187,000 

62,300 

West  London       - 

60,000 

60,000 

20,000 

Extension  of  the  South  Eastern, 

Yarmouth  and  Norwich 

40,000 

40.000 

13,000 

Canterbury,       Ramsgate,       and 

York  and  North  Midland  (Bridling- 

87,000 

87,000 

29,000 

Margate). 

ton  Branch). 

South  Eastern  (Tonbridge  to  Ton- 

180,000 

180,000 

60,000 

York  and  North  Midland  (Harrogate 

230,000 

230,000 

76,666 

bridge  Wells). 

Branch). 

South  Eastern  (Widening  and  Ex- 

66,500 

142,700 

47,566 

York  and  Scarborough  (  Deviation)  - 

38,250 

— 

_ 

wich). 

Total    -    -    £. 

43,339,325 

44,741,200 

14,872,326 

A  RETURN  of  the  Number  of  Railways  for  which  Acts  have  passed  in  the  present  Session ;  the  Length  of  each  Line ; 
the  Number  of  Shares  and  the  Amount  of  Capital  subscribed  for  each;  the  Numher  of  New  Shares  that  each  Line  is 
empowered  to  create ;  and  the  Sum  of  Money  each  Line  is  empowered  to  borrow. 


NAME    OF   RAILWAY. 


Aberdare        -....-..--- 
Aberdeen        --...--.--- 

Ashton,  Staleybridge,  and  Liverpool  Junction  (Ardwick  and  Guide  Bridge 

Branches.) 
Bedford  and  London  and  Birmingham         ...... 

Belfast  and  Ballymena      ......... 

Berks  and  Hants     ---.------ 

Blackburn  and  Preston     ......... 

Blackburn,  Burnley,  Accrington,  and  Colne  ..... 

Blackburn,  Darwen,  and  Bolton  .--.--. 

Brighton  and  Chichester  (Portsmouth  Extension)  .... 

Brighton,  Lewes,  and  Hastings  (  Keymer  Branch)  .... 

Brighton,  Lewes,  and  Hastings  (Hastings,  Rye,  and  Ashford  Extension)   - 
Bristol  and  Exeter  Branches      ........ 

Birmingham  and  Gloucester  (Gloucester  Extension,  Stoke  Branch,  and 

Midland  Junction). 
Caledonian      --------.-- 

Chester  and  Birkenhead  Extension      .----.. 

Chester  and  Holyhead       ......... 

Clydesdale  Junction  ......... 

Cockermouth  and  Workington  -------- 

Cork  and  Bandon    -------.-- 

Dublin  and  Belfast  Junction  (Branch  to  Kells)    ..... 

Dublin  and  Drogheda       -...----. 

Dundalk  and  Enniskillen  --------- 

Dundee  and  Perth   -.-.------ 

Dunstable,  and  London  and  Birmingham     ...... 

Eastern  Counties  (Cambridge  and  Huntingdon  Line)      -         -         -         - 

f  Eastern  Counties  (Ely  and  Whittlesea  Deviation)         - 

Eastern  Union  and  Bury  St.  Edmund's       --•--. 

Edinburgh  and  Glasgow  ......... 

Edinburgh  and  Hawick    ------.-. 

Edinburgh  and  Northern  --------- 

Ely  and  Huntingdon         -..----.. 

Erewash  Valley        -.-.----.. 

Exeter  and  Crediton  --.----.. 

Epping 

Glasgow,  Barrhead  and  Neilston  Direct        ...... 

Glasgow  Junction     -.------.. 

Glasgow,  Paisley,  Kilmarnock  and  Ayr  (Cumnock  Branch)    - 
Gravesend  and  Rochester  --------- 

Great  Grimsby  and  Sheffield  Junction  ...... 

Great  North  of  England  (Clarence  and  Hartlepool  Junction)  ... 
Great  North  of  England  and  Richmond        ...... 

Great  Southern  and  Western  (Ireland)        -  .... 

Great  Western  (Ireland);  (Dublin  to  Mullingar  and  Athlone) 
Huddersfield  and  Manchester  Railway  and  Canal    -         -         -         -         - 

Huddersfield  and  Sheffield  Junction    ------- 

Hull  and  Selby  (Bridlington  Bnnch) 


Length 

Number  of 

Amount  of 

Number  of 
Shares 

Sum 
of  Money 

of 

Shares 

Capital 

empowered 

empowered 

Line. 

subscribed  for. 

subscribed. 

to  be 
created. 

to  be 
borrowed. 

M.    F. 

c. 

£. 

£. 

8    5 

2 

1,000 

50,000 

1,000 

16,600 

53     0 

0 

12,925 

646,250 

16,600 

276,666 

1     6 

6 

• 

68,000 

• 

20,000 

15    7 

4 

2,187 

109,350 

2,500 

41,650 

37     7 

0 

7,700 

385,000 

7,700 

128,333 

39    0 

0 

6,000 

300,000 

8,000 

133,333 

3     4 

3 

• 

10,000 

24    0 

7 

19,013 

475,325 

21,200 

176,666 

14    0 

0 

12,000 

300,000 

12,000 

100,000 

22    0 

0 

4,800 

240,000 

6,400 

106,666 

9     I 

2 

2,100 

105,000 

2,800 

46,666 

29    0 

7 

7,500 

375,000 

10,000 

166,000 

29    0 

0 

2,850 

285,000 

5,000 

166,600 

1     6 

1 

none 

none     • 

-     none     - 

-     none. 

137    2 

5 

34*460 

1,723,000 

42,000 

700,000 

0    7 

0 

• 

225,000 

... 

100,000 

4    4 

6 

• 

— 

— 

— 

15     2 

5 

4,393 

219,650 

6,666 

110,000 

8     6 

n 

3,113 

62,260 

4,000 

26,666 

20    0 

0 

4,000 

200,000 

4,800 

80,000 

73    4 

8 

18,146 

907,300 

19,000 

316,666 

3     5 

H 

... 

30,000 

- 

50,000 

40    6 

0 

13,560 

678,000 

15,000 

250,000 

20    5 

1 

7,899 

197,475 

8,000 

.  66,600 

7     0 

0 

119 

2,392 

2,500 

16,600 

17     3 

5 

. 

113,000 

... 

50,000 

23     6 

0 

— 

— 

— 

— 

26     6 

3 

12,680 

317,000 

16,000 

133,333 

6    0 

2 

. 

216,000 

- 

33,000 

45     2 

8 

32,000 

400,000 

32,000 

133,333 

41     6 

0 

19,830 

495,750 

26,000 

216,666 

22     0 

6 

8.729 

157,125 

10,800 

64,800 

13    6 

0 

2,920 

146,000 

3,800 

63,000 

5     6 

0 

2,800 

70,000 

2,800 

23,333 

1     6 

0 

760 

18,750 

8,000 

66,600 

8    7 

8 

5,142 

128,550 

6,000 

50,000 

2     2 

0 

• 

224,000 

... 

50,000 

18     3 

6 

• 

68,000 

6     7 

1 

... 

127,500 

. 

56,666 

59     4 

5 

12,000 

• 

600,000 

12,000 

200,000 
7,000 

9     8 

3 

• 

242,340 

-         -         - 

50,000 

98     0 

0 

• 

1,184,400 

- 

400,000 

77-   2 

4 

18,060 

903,000 

20,000 

333,000 

22     7 

1 

700 

506,130 

21,000 

210,000 

15     4 

6 

9,220 

461,000 

10,600 

177,333 

31     0 

0 

6,612 

165,300 

8,640 

72,000 

•  In  these  cases  the  number  of  shares  subscribed  for  is  not  stated  in  the  Act. 

t  The  object  of  the  Bill  is  to  effect  certain  deviation!  in  the  Line  of  Railway  as  at  present  authorised,  and  the  Compiny  do  not  take  power  to  raiae  any 
money  by  shares,  loan  or  mortgage. 
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NUMBER    OF    RAILWAYS    FOR   WHICH    ACTS    HAVE    PASSED    IN    SESS.    1845. 


NAME     OF     RAILWAY. 


Kendal  and  Windermere  -------- 

Lancaster  and  Carlisle       -------- 

Leeds  and  Bradford  Extension  (Shipley  to  Colne)  -         -         -         - 

Leeds  and  Thirsk     -         -         -         - 

Leeds,  Dewsbury  and  Manchester  Junction  -         -         -         -         - 

Liverpool  and  Bury  --------- 

London  and  Croydon  Enlargement       ------ 

London  and  South- Western  (Metropolitan  Extension,  No.  1)  - 

Lowestoft  Railway  and  Harbour  -        - 

Lynn  and  Dereham  --------- 

Lynn  and  Ely  --------- 

Londonderry  and  Coleraine         ------- 

Londonderry  and  EnniskiHen     ------- 

London  and  Brighton  (Horsham)        ------ 

Liverpool  and  Manchester  ------ 

Manchester  and  Birmingham  (Ashton  Branch)     - 

Manchester  and  Leeds  (Burnley  Branch,  and  Oldham  and  Heywood  Branches 

Extension). 
Ef»p«»HjNrt<»r  South  Junction  and  Altrincham  ------ 

Middlesboro'andRedcar 

Midland  (Nottingham  to  Lincoln)      ------- 

MMlatwl  (Syston  to  Peterborough)      ------- 

Monmouth  and  Hereford  --------- 

Newcastle  and  Berwick      --------- 

Newcastle  and  Darlington  (Brandling  Junction)   -         -         -         -         - 

Newcastle  upon-Tyne  and  North  Shields  (Tynemouth  Extension,  &c)      - 
Newport  and  Pontypool    --------- 

Newry  and  Enniskillen     --------- 

North  British  -  -         -         - 

North  Wales 

North  Woolwich ---. 

Norwich  and  Brandon  Deviation  (and  Diss,  and  Dereham  Branches) 
North  Wales  Mineral       --------- 

Oxford  and  Rugby  --------- 

Oxford;  Worcester  and  Wolverhampton 

Pies  toil  and  Wyre  Branches      ...----- 
Richmond  (Surrey)  --------- 

Scottish  Central       --- - 

Scottish  Midland  Junction         .•------ 

Sheffield  and  Rotheram     --------- 

Shrewsbury,  Oswestry  and  Chester  Junction  - 

Southampton  and  Dorchester     -------- 

South  Eastern  (Branch  to  Deal,  and  Extension  of  the  South  Eastern,  Can- 
terbury, Ramsgate  and  Margate) 
South  Eastern  (Tonbridge  to  Tonbridge  Wells)    -         -         -         -         - 

South  Eastern  (Widening  and  Extension  of  the  London  and  Greenwich)  • 

South  Wales 

Trent  Valley  - 

Ulster  Extension     ---------- 

Wakefield,  Pontefract,  and  Goole       ------- 

Wateribrd  and  Kilkenny  --------- 

Waterford  and  Limerick  --------- 

Wear  Valley 

Wilts,  Somerset  and  Weymouth         - 

Whitehaven  and  Furness  ------<*-- 

West  London  -        - .-- 

Yarmouth  and  Norwich    --------- 

York  and  North  Midland  f  Bridlington  Branch)    -         -        -         -         - 

York  and  North  Midland  (Harrogate  Branch) 


Length 

of 

Line. 


10 
4 
30 
46 
20 
34 
12 
2 
11 
26 
37 


38     8 

56     1 

8     3 


6     0     0 
13     7     8 


9  3 

7  5 

33  5 

15  7 


36 

95 

5 

1 

13 

71 

1 

28 


5 

7  - 

4  5 
2     6  6 

17     -  - 

12     1  9 

50     4  6 

101     4  2 

8     2  6 

6     -  - 

47     3  3 

33     2  2 

-     3  2 

5  - 


23 

62     -    - 
9     2- 


5     1     3 


183  -  4 

49  3  4 

11  -  - 

28  6  - 

37  3  - 

77  7  - 

11  6  - 

33  2  6 
34-8 

1  5  1 

-  2  5 

19  6  3 

18  2  4 


2,746     6     8 


Number  of 

Shares 

subscribed  for. 


152 


17,362 

9,727 

13,978 

• 

5,196 
10,510 
11,629 

• 

7,600 


569 


8,250 
39,725 
• 

1,000 
900 
284 
• 

10,620 
900 

• 

11,415 

9,000 

22,500 

9,401 

8,715 

26,311 

10,740 

• 

17,371 
7,625 


42,000 
57,442 

• 

7,300 
10,000 
11,806 

1,300 
23,046 
14,237 

• 


723,619 


Amount  of 

Capita] 
subscribed 


3,821 

382,500 
868,100 
486,850 
698,900 
140,000 
739,180 
103,920 
262,750 
290,720 
380,000 
380,000 
75,000 


340,000 

400,000 
28,450 


109,350 

412,500 

993,125 

130,000 

60,000 

90,000 

14,210 


265,500 

22,500 

176,210 

114,150 

450,000 

1,125,000 

37,606 

174,300 

657,775 

268,100 


347,420 
381,260 
140,250 

135,000 


2,100.000 
1,148,840 

365,000 
200,000 
590,300 
65,000 
1,152,300 
284,740 


70,000 
180,000 


31,890,474 


Number  of 
Shares 

empowered 

to  be 

created. 


5,000 


17,800 
13,000 
18,240 


6,000 
10,800 
12,000 

10,000 


720 


11,000 
56,000 

1,000 

1,191 

18,000 


12,000 
1,200 

• 

15,000 
12,000 
30,000 
12,000 
13,000 
34,000 
12,000 
• 

20,500 
10,000 


56,000 
62,500 

7,300 
12,500 
15,000 

1,640 
30,000 
17,500 


927,697 


Sum 
of  Money 
empowered 

to  be 
borrowed. 


£ 
40,000 

166,666 
296,000 
166,000 
304,000 

60,000 
233,000 

40,000 

90,000 
100,000 
166,666 
166,666 

33,333 


120,000 

133,333 

12,000 

136,000 

41,650 

183,333 

466,666 

216,000 

16,666 

78,163 

300,000 

63,333 

100,000 

10,000 

73,300 

60,000 

200,000 

500,000 

33,000 

86,000 

283,330 

100,000 

136,000 

166,666 

62,300 

60,000 

47,660 

933,333 

416,666 

121,666 
83,000 

250,000 
27,300 

600,000 

116,000 
20,000 
13,000 
29,000 
76,666 


13,678,038 


*  In  these  cases  the  number  of  Shares  subscribed  for  is  not  stated  in  the  Act. 
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R  A  I  LWAYS. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  8  July  1845 ;— for, 


A  RETURN  "  of  the  Names  of  all  Railway  Bills  or  Projects  on  whick 
Committees  have  made  Reports  (for  or  against  such  Bills  or  Projects)  at 
variance  with  the  Reports  made  upon  the  same  by  the  Railway  Depart- 
ment of  the  Board  of  Trade ;  with  Copies  of  all  Special  Reports  made  by 
such  Committees  in  reference  to  Statements  contained  in  the  Reports  of 
the  Board  of  Trade." 


LIST. 

Page. 

1.  Belfast  and  Bally mena  Railway  Bill         .-----.--       1 

2.  Brighton  and  Chichester  (Portsmouth  Extension)     .----"-•      2- 
d.  Direct  London  and  Portsmouth       •••.•••..•3 

4.  Dublin  and  Belfast  Junction  Railway  (with  Branch  to  Kells)   .....      4 

5.  Ely  and  Huntingdon  Railway  Bill  .••••....4 

6.  Exeter  and  Crediton  Railway  Bill   -----*-        -        -        -      4 

7.  Grand  Junction  Railway  (Potteries  Branch)  Bill      .•-----4 

8.  Great  North  of  England  (Clarence  and  Hartlepool  Junction)  ...      4 

9.  Great  Western  Railway  (Ireland)  (Dublin  to  Muflingar  and  Athlone)  5 

10.  Guildford,  Chichester,  and  Portsmouth      •  -        -        -        •        -        -        -5 

11.  Leeds,  Dewsbury,  and  Manchester  .••.-..-•-6 

12.  Leeds  and  Tbirsk    ------ 6 

13.  Leeds  and  West  Riding  Junction --•-•6 

14.  Liverpool  and  Manchester       .....--.        ...7 

15.  Londonderry  and  Coleraine      ------•-•--.7 

16.  Londonderry  and  Enniskillen   -..*---•---      7 

17.  Monmouth  and  Hereford         ..--------.      g 

18.  Newry  and  Enniskillen  *----------•      $ 

19.  North  Woolwich  Railway -        -        .        •      g 

20.  Oxford  and  Rugby  Railway    -----------      9 

21.  Oxford,  Worcester,  and  Wolverhampton  -        -        -        -        --        -        .        -9 

22.  Runcorn  and  Preston  Brook            ..-•.--...10 
28.  South  Wales  Railway      .--- 11 


1.  BELFAST  AND  BALLYMENA  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade  has  been  referred  to  the  Committee, 
and  the  Committee  have  adopted  the  recommendations  of  that  Report  by 
sanctioning  the  present  Bill. 

That  the  Committee  are  satisfied  with  the  fitness  in  an  engineering  point  of 
view  of  the  proposed  line  of  Railway  ;  and  the  special  circumstances  of  which, 
in  the  opinion  of  the  Committee,  it  is  desirable  The  House  should  be  informed, 
are  as  follows : — 

That  the  Committee  having  found  it  stated  in  the  Report  of  the  Board  of 
Trade  that  the  works  are  heavy  and  will  be  costly,  and  that  a  single  line  of 
Railway  only  is  intended  to  be  laid  down,  heve  made  inquiry  upon  these  points, 
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2    RAILWAY  BILLS  ON  WHICH  REPORTS  HAVE  BEEN  MADE 

from  whence  it  appears  that  the  said  works  are  not  such  as  can  be  called  heavy 
or  costly,  and  that  there  never  was  any  intention  of  laying  down  a  single  line  of 
rails  only,  excepting  for  the  short  branch  which  it  is  proposed  to  construct 
from  the  Main  Line  to  Randalstown. 


2.  BRIGHTON  AND  CHICHESTER  (PORTSMOUTH   EXTENSION)  RAILWAY 

BILL. 

That  the  Report  of  the  Board  of  Trade  was  laid  before  the  Committee,  and 
they  regret  that  they  could  not  adopt  the  recommendations  therein  contained. 

The  Committee  have  availed  themselves  of  the  opportunity  to  secure  the 
public  a  complete  coast  communication  with  Brighton,  Portsmouth,  and 
Southampton,  to  the  attainment  of  which  the  Board  of  Trade  have  attached 
great  importance ;  and  also  to  secure  to  Her  Majesty's  Navy,  the  population  of 
Portsmouth,  and  of  the  Isle  of  Wight,  the  most  direct  communication  with 
London,  in  the  hands  of  an  independent  Company,  in  addition  to  the  Eastern 
and  Western  Lines  by  Brighton  and  Fareham  ;  and  have  thus  secured  whatever 
advantages  of  competition  (an  be  procured  in  a  system  of  Railway  communi- 
cation. 

They  have  placed  the  coast  line  from  Chichester  to  Cosham  and  Portsmouth 
in  the  hands  of  the  Brighton  and  Chichester  Railway  Company,  to  avoid  the 
inconvenience  of  placing  the  communication  between  Brighton  and  Portsmouth 
in  the  hands  of  two  Companies. 

The  Committee  have  sanctioned  the  Direct  London  and  Portsmouth  line 
from  Godalming  by  Petersfield  to  Portsmouth,  in  preference  to  the  Guildford, 
Chichester,  and  Portsmouth  line  from  Godalming,  by  Chichester,  to  Ports- 
mouth. They  have  thus  avoided  between  Godalming  and  Portsmouth  the  cir- 
cuitous route  by  Chichester  proposed  by  the  Guildford,  Chichester,  and  Ports- 
mouth Company ;  whilst,  by  the  junction  of  the  two  Railways  at  Godalming, 
they  have  enabled  passengers  between  Godalming  and  London  likewise  to  avoid 
the  circuitous  route  by  Epsom,  and  have  thus  reduced  the  total  distance  from 
London  to  Portsmouth  from  78  f  miles  to  78  miles. 

The  distance  from  London  by  Fareham  to  Portsmouth  will  be  95  miles. 

By  Brighton  and  Chichester  to  Portsmouth  it  will  also  be  95  miles. 

By  the  Direct  London  and  Portsmouth,  by  Epsom  and  Dorking,  the  distance 
will  be  78  §  miles. 

By  the  London  and  South  Western  Railway  to  Guildford  and  Godalming, 
and  thence  by  the  Direct  London  and  Portsmouth  line,  the  distance  will  be  73 
miles. 

Thus  the  junction  of  two  Railways  at  Godalming  will  afford  a  direct  line 
from  London  Bridge,  Deptford,  and  Greenwich,  to  Portsmouth ;  and,  also,  a 
direct  line  from  the  west  end  of  London,  by  Woking,  Guildford,  and  Godal- 
ming. They  have  given  to  the  London  and  South  Western  Railway  Company 
the  advantage  of  an  independent  access  to  Portsmouth,  and  have  made  such 
arrangements  at  Cosham  between  the  three  Companies  as  will  secure  the  coast 
traffic  between  Southampton  and  Brighton,  as  well  as  that  from  London  to 
Portsmouth,  from  delay  and  inconvenience. 

Mr.  Cubitt,  the  engineer  to  the  Direct  London  and  Portsmouth  line,  stated 
that,  although  he  intended  to  give  the  Atmospheric  system  the  fullest  and  fairest 
trial,  he  had  laid  out  the  proposed  line  from  Epsom,  by  Dorking,  Godalming,  and 
Petersfield,  to  Portsmouth,  with  such  gradients  that  it  would  be  available  as  a 
Locomotive  line  in  case  the  Atmospheric  system  should  eventually  fail. 

Clauses  have  been  inserted  to  compel  the  promoters  of  the  Direct  London  and 
Portsmouth  Railway  to  lay  down  a  second  Atmospheric  tube,  in  case  they  should 
be  required  to  do  so  by  the  Board  of  Trade ;  and  in  case  the  line  or  any  part 
of  it  is  used  as  a  Locomotive  line,  to  lay  down  a  second  line  of  rails. 

The  promoters  of  the  Direct  London  and  Portsmouth  line  propose  to  fix  their 
passenger  fares  at  2//.,  1  k  d.t  and  1  d.,  and  to  attach  third-class  carriages  to 
two-thirds  of  the  number  of  trains  which  may  run  in  each  day. 
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AT  VARIANCE  WITH  REPORTS  FROM  BOARD  OF  TRADE,     3 


3.  DIRECT  LONDON  AND  PORTSMOUTH  RAILWAY  BILL. 

That  two  Bills  were  referred  to  the  Committee  in  addition  to  the  one  forming 
the  subject  of  this  Report;  the  one  for  establishing  a  Railway  called  the  Direct 
London  and  Portsmouth  Railway  from  Epsom,  via  Godalming  and  Petersfield,  to 
Portsmouth  ;  the  other  for  establishing  a  Railway  from  Guildford,  vid  Godalming 
and  Chichester,  to  Portsmouth  and  Fareham  ;  the  line  of  which  last- mentioned 
Railway  between  Chichester,  Portsmouth,  and  Fareham  formed  a  competing  line 
with  the  Railway  and  Branch  proposed  by  the  Brighton  and  Chichester  Railway 
Company,  A  Report  from  the  Board  of  Trade  in  regard  to  such  Bills,  and  to 
the  Bill  forming  the  subject  of  this  Report,  was  laid  before  the  Committee,  by 
which  Report  the  line  from  Guildford,  by  Chichester,  to  Portsmouth  and  Fareham, 
was  recommended  for  adoption ;  but  the  Committee  regret  that  t)Mv  could  not 
adopt  such  recommendation. 

The  Committee  have  availed  themselves  of  the  opportunity  to  secure  to  the 
public  a  complete  coast  communication  with  Brighton,  Portsmouth,  and  South- 
ampton, to  the  attainment  of  which  the  Board  of  Trade  have  attached  great 
importance  j  and  also  to  secure  to  Her  Majesty's  Navy,  the  population  of  Ports- 
mouth, and  of  the  Isle  of  Wight,  the  most  direct  communication  with  London, 
in  the  hands  of  an  independent  Company,  in  addition  to  the  Eastern  and  Western 
Lines  by  Brighton  and  Fareham ;  and  have  thus  secured  whatever  advantages  of 
competition  can  be  procured  in  a  system  of  Railway  communication. 

They  have  placed  the  coast  line  from  Chichester  to  Cosham  and  Portsmouth  in 
the  bands  of  the  Brighton  and  Chichester  Railway  Company,  to  avoid  the  incon- 
venience of  placing  the  communication  between  Brighton  and  Portsmouth  in  the 
hands  of  two  Companies. 

The  Committee  have  sanctioned  the  Direct  London  and  Portsmouth  line  from 
Godakoang,  by  Petersfield,  to  Portsmouth,  in  preference  to  the  Guildford  and 
Chichester  and  Portsmouth  line  from  Godalming,  by  Chichester,  to  Portsmouth. 

They  have  thus  avoided  between  Godalming  and  Portsmouth  the  circuitous 
route  by  Chichester  proposed  by  the  Guildford,  Chichester,  and  Portsmouth 
Company ;  whilst,  by  the  junction  of  the  two  Railways  at  Godalming,  they  have 
enabled  passengers  between  Godalming  and  London  likewise  to  avoid  the  circui- 
tous route  by  Epsom,  and  have  thus  reduced  the  whole  distance  from  London 
to  Portsmouth  from  78  |  miles  to  73  miles. 

The  distance  from  London,  by  Fareham,  to  Portsmouth  will  be  95  miles. 

By  Brighton  and  Chichester  to  Portsmouth  it  will  also  be  95  mites. 

By  the  Direct  London  and  Portsmouth,  by  Epsom  and  Dorking,  the  distance 
will  be  78  i  miles. 

By  the  London  and  South  Western  Railway  to  Guildford  and  Godalming, 
and  thence  by  the  Direct  London  and  Portsmouth  line,  the  distance  will  be  73 
miles. 

Thus  the  junction  of  the  two  Railways  at  Godalming  will  affbrd  a  direct  line 
from  London  Bridge,  Deptford,  and  Greenwich,  to  Portsmouth;  and  also  a 
direct  line  from  the  west  end  of  London,  by  Woking,  Guildford,  and  Godalming : 
and  the  Committee  have  giv^n  to  the  London  and  South  Western  Railway- 
Company  the  advantage  of  an  independent  access  to  Portsmouth,  and  have 
made  such  arrangements  at  Cosham  between  the  Companies  as  will  secure  the 
coast  traffic  between  Southampton  and  Brighton,  as  well  as  that  from  London  to 
Portsmouth,  from  delay  and  inconvenience. 

Mr.  Cubitt,  the  engineer  to  the  Direct  London  and  Portsmouth  line,  stated 
that,  although  he  intended  to  give  the  Atmospheric  system  the  fullest  and  fairest 
trial,  he  had  laid  out  the  proposed  line  from  Epsom,  by  Dorking,  Godalming, 
and  Petersfield,  to  Portsmouth,  with  such  gradients  that  it  would  be  available  as 
a  Locomotive  line  in  case  the  Atmospheric  system  should  eventually  fail. 

Clauses  have  been  inserted  to  compel  the  promoters  of  the  Direct  London 
and  Portsmouth  Railway  to  lay  down  a  second  Atmospheric  tube,  in  case  they 
should  be  required  to  do  so  by  the  Board  of  Trade;  and  in  case  the  line  or 
any  part  of  it  is  used  as  a  Locomotive  line,  to  lay  down  a  second  line  of  rails. 

The  promoters  of  the  Direct  London  and  Portsmouth  line  propose  to  fix  their 
passenger  fares  at  2  </.,  1  J  d.f  and  1  d.,  and  toattach  third-class  arriages  to 
two-thirds  of  the  number  of  trains  which  may  run  in  each  day. 
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4.  DUBLIN  AND  BELFAST  JUNCTION  RAILWAY  (WITH  BRANCH  TO  KELLS) 

BILL. 

That  a  Report  from  the  Board  of  Trade  has  been  referred  to  the  Committee, 
and  that  the  recommendations  contained  in  such  Report  have  been  adopted  by 
the  Committee,  with  the  exception  of  the  part  of  the  Branch  Line  from  Navan 
to  Kells,  which  has  been  rejected ;  and  the  Bill  and  deposited  plans  have  been 
altered  accordingly. 

5.  ELY  AND  HUNTINGDON  RAILWAY  BILL. 

That  the  Report  from  the  Board  of  Trade  on  a  line  of  Railway  from  Ely  to 
Bedford  haflbeen  referred  to  the  Committee ;  and  if  the  present  application  had 
been  for  a  Bill  to  form  such  line,  instead  of  only  a  portion  of  it,  your  Committee 
might  have  thought  it  desirable  that  the  measure  should  have  been  postponed 
until  the  additional  lines  of  Railway  from  the  north  to  the  south  of  England 
now  in  contemplation  had  been  decided  on ;  but  as  the  application  is  confined 
to  that  portion  of  the  line  which  will  in  no  way  interfere  with  such  main  lines 
of  Railway,  your  Committee  feel  it  is  desirable  that  power  should  be  granted  to 
make  this  line  at  the  earliest  period. 


6.  EXETER  AND  CREDITON  RAILWAY  BILL. 

The  Committee  have  had  before  them  the  Report  of  the  Board  of  Trade  on 
the  Railways  in  the  Cornwall  and  Devonshire  districts,  in  which  the  postpone- 
ment both  of  the  Crediton  and  Barnstaple  and  of  the  Exeter  and  Crediton  lines 
is  recommended.  The  former  of  these  lines  has  not  been  brought  before  the 
Committee,  and  they  have  not  seen  reason  for  postponing  the  short  line  between 
Exeter  and  Crediton. 

7.  GRAN  D  JUNCTION  RAILWAY  (POTTERIES  BRANCH)  BILL. 

That  a  Report  from  the  Board  of  Trade,  recommending  the  postponement  of 
the  measure  to  a  future  Session  was  fully  considered  by  the  Committee,  and  to 
that  point  the  case  of  the  opponents  of  the  measure  was  mainly  if  not  exclusively 
addressed.  Those  opponents  were  nominally  a  few  of  the  landowners,  but  none 
of  their  cases  were  brought  before  the  Committee.  The  real  opponents  of  the 
Bill  were  the  parties  who  are  now  projecting  another  Railway,  the  advertisement 
of  which  first  appeared  whilst  the  Committee  were  sitting ;  the  capital  of  which 
is  not  yet  subscribed,  nor  any  line  definitively  fixed  upon  by  them. 

Your  Committee,  however,  by  passing  the  Grand  Junction  Potteries  Branch 
have  apparently  so  far  deviated  from  the  suggestion  contained  in  the  Report  of 
the  Board  of  Trade  on  the  Trent  Valley  and  Churnet  Valley  Railway  schemes, 
in  which  they  recommend  "  that  the  Grand  Junction  Potteries  Branch  Bill  should 
be  postponed  until  another  year,  in  order  to  afford  time  for  considering  and 
maturing  some  more  complete  scheme  for  the  accommodation  of  that  important 
district :"  but  it  appears  to  your  Committee  that  the  present  Bill  will  afford 
immediate  accommodation  to  the  Potteries,  and  may  hereafter  form  a  portion 
of  a  more  complete  and  important  scheme  for  the  public  interest  for  connecting 
that  district  with  the  Trent  Valley  Railway,  as  well  as  Congleton,  and  Maccles- 
field, and  Manchester.  In  accordance  with  this  view,  your  Committee  have 
caused  a  clause  to  be  inserted  in  the  Grand  Junction  Potteries  Branch  Bill 
which  will  afford  facilities,  at  any  future  time,  for  the  formation  of  a  line  from 
Stoke  to  Macclesfield. 


8.  GREAT  NORTH  OF  ENGLAND  (CLARENCE  AND  HARTLEPOOL 
JUNCTION)  RAILWAY  BILL 

That  a  Report  from  the  Board  of  Trade  has  been  referred  to  the  Committee, 
objecting  lo  the  proposed  Branch ;  but,  as  the  Newcastle  and  Darlington  Junc- 
tion Railway  Company  have  agreed  to  lay  down  an  additional  line  of  rails  upon 
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their  Railway  for  the  purpose  of  facilitating  the  junction  of  the  proposed 
Branch  with  their  Railway,  the  Committee  are  of  opinion  that  the  reasons 
assigned  by  the  Board  for  objecting  to  the  Branch  are  removed,  and  that  the 
line  may  be  worked  without  danger  to  the  public.  This  opinion  is  confirmed 
by  a  letter  addressed  by  the  Board  to  the  Agents  for  the  Bill,  which  was  laid 
before  the  Committee,  in  which  the  Board  state  their  readiness  to  make  a  more 
formal  report,  if  thought  desirable,  of  their  objections  being  removed.  The 
Committee  have  caused  this  letter  to  be  entered  upon  their  minutes. 


9.  THE  GREAT  WESTERN  RAILWAY  (IRELAND)  (DUBLIN  TO  MULLINQAR 

AND  ATHLONE)  BILL. 

That  a  Report  from  the  Board  of  Trade  upon  this  line  was  referred  to  the 
Committee,  but  under  circumstances  which  prevented  the  Committee  from 
adopting  its  recommendations,  the  Dublin,  Mullingar,  and  Longford,  and  Dub- 
lin and  Gal  way  lines  having  ceased  to  be  competing  lines,  as  was  the  case  when 
the  Board  of  Trade  was  called  upon  to  pronounce  between  them.  The  question, 
therefore,  before  the  Committee  was  not,  which  of  the  two  schemes  was  the 
best,  but  whether  the  Dublin,  Mullingar,  and  Longford  line  was  entitled  to 
Parliamentary  sanction  upon  its  own  merits.  The  Board  of  Trade  admits  the 
engineering  facilities  of  the  line,  for  it  states,  "  that  the  gradients  are  unexcep- 
tionable, and  the  work  light,  except  at  one  point,  where  there  is  a  viaduct  250 
yards  long,  269  feet  in  extreme  height "  (p.  3) ;  and  the  Committee  considered 
that  the  evidence  of  Sir  John  MacNeill  and  the  terms  agreed  to  under  the 
sanction  of  the  Irish  Government  for  keeping  the  Royal  Canal  open  to  the 
public,  completely  set  at  rest  the  objections  founded  upon  the  purchase  of  the 
Canal,  and  the  probability  of  increased  cost  in  the  works  from  the  necessity  of 
altering  the  bridges  and  constructing  a  new  towing-path,  adduced  in  two  sub- 
sequent paragraphs  (p.  5).  They  do  not,  therefore,  conceive  that  there  is  any- 
thing in  the  Report  of  the  Board  of  Trade  materially  at  variance  with  their  own 
conclusions. 

10.  GUILDFORD,  CHICHESTER,  AND  PORTSMOUTH  RAILWAY  BILL. 

That  the  Report  of  the  Board  of  Trade  was  laid  before  the  Committee,  and 
they  regret  that  they  could  not  adopt  the  recommendations  therein  contained. 

The  Committee  have  availed  themselves  of  the  opportunity  to  secure  for  the 
public  a  complete  coast  communication  between  Brighton,  Portsmouth,  and 
Southampton ;  to  the  attainment  of  which  the  Board  of  Trade  attached  great 
importance;  and  also  to  secure  to  Her  Majesty's  Navy,  the  population  of  Ports- 
mouth, and  to  the  Isle  of  Wight,  the  most  direct  communication  with  London, 
in  the  hands  of  an  independent  Company,  in  addition  to  the  Eastern  and  Wes- 
tern Lines  by  Brighton  and  Fareham ;  and  they  have  thus  secured  whatever 
advantages  of  competition  can  be  procured  in  a  system  of  railway  commu- 
nication. 

They  have  placed  the  coast  line  from  Chichester  to  Cosham  and  Portsmouth 
in  the  hands  of  the  Brighton  and  Chichester  Railway  Company,  to  avoid  the 
inconvenience  of  placing  the  communication  between  Brighton  and  Ports- 
mouth in  the  hands  of  two  Companies. 

The  Committee  have  sanctioned  the  direct  London  and  Portsmouth  line  from 
•Godalming  by  Petersfield  to  Portsmouth,  in  preference  to  the  Guildford, 
Chichester,  and  Portsmouth  line,  from  Godalming,  by  Chichester,  to  Ports- 
mouth. 

They  have  thus  avoided  between  Godalming  and  Portsmouth  the  circuitous 
route  by  Chichester,  proposed  by  the  Guildford,  Chichester,  and  Portsmouth 
Company ;  whilst  by  the  junction  of  the  two  Railways  at  Godalming  they  have 
enabled  passengers  between  Godalming  and  London  likewise  to  avoid  the  cir- 
cuitous route  by  Epsom,  and  have  thus  reduced  the  total  distance  from  London 
to  Portsmouth  from  78  $  miles  to  73  miles. 

The  distance  from  London,  by  Fareham,  to  Portsmouth  will  be  95  miles. 

By  Brighton  and  Chichester  to  Portsmouth  it  will  also  be  95  miles. 
.  By  the  Direct  London  and  Portsmouth,  by  Epsom  and  Dorking,  the  distance 
will  be  78  2  miles. 
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By  the  London  and  South  Western  Railway  to  Guildford  and  Godalming, 
and  thence  by  the  Direct  London  and  Portsmouth  line,  the  distance  will  be  73 
miles. 

Thus  the  junction  of  the  two  Railways  at  Godalming  will  afford  a  direct  line 
from  London  Bridge,  Deptford,  and  Greenwich,  to  Portsmouth ;  and  also  a 
direct  line  from  the  west  end  of  London  by  Woking,  Guildford,  and 
Godalming. 

They  have  given  to  the  London  and  South  Western  Railway  Company  the 
advantage  of  an  independent  access  to  Portsmouth,  and  have  made  such 
arrangements  at  Cosham  between  the  three  Companies  as  will  secure  the  coast 
traffic  between  Southampton  and  Brighton,  as  well  as  that  from  London  to 
Portsmouth,  from  delay  and  inconvenience. 

Mr.  Cubitt,  the  engineer  to  the  Direct  London  and  Portsmouth  Railway, 
stated  that,  although  he  intended  to  give  the  Atmospheric  system  the  fullest 
and  fairest  trial,  he  had  laid  out  the  proposed  line  from  Epsom,  by  Dorking, 
Godalming,  and  Petersfield  to  Portsmouth,  with  such  gradients  that  it.  would 
be  available  as  a  Locomotive  line  in  case  the  Atmospheric  system  should  even- 
tually fail. 

Clauses  have  been  inserted  to  compel  the  promoters  of  the  Direct  London 
and  Portsmouth  Railway  to  lay  down  a  second  Atmospheric  tube,  in  case  they 
should  be  required  to  do  so  by  the  Board  of  Trade  ;  and  in  case  the  line  or  any 
part  of  it  is  used  as  a  Locomotive  line,  to  lay  down  a  second  line  of  rails. 

The  promoters  of  the  Direct  London  and  Portsmouth  line  propose  to  fix  their 
passenger  fares  at  2d.9  1  \d.,  and  Id.,  and  to  attach  third-class  carriages  to 
two-thirds  of  the  number  of  trains  which  may  run  in  each  day. 


11.  LEEDS,  DEWSBURY,  AND  MANCHESTER  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade  in  regard  to  the  Bill  had  been  re- 
ferred to  the  Committee,  which  recommended  the  adoption  of  the  competing 
line  promoted  by  the  Leeds  and  West  Riding  Railway  Company ;  but  an 
agreement  having  been  entered  into  between  the  two  Companies,  whereby  all 
opposition  was  withdrawn  on  the  part  of  the  Leeds  and  West  Riding  Company, 
the  Committee  had  considered  that  the  interests  of  the  public  would  be  greatly 
promoted  by  the  adoption  of  the  present  measure. 


12.  LEEDS  AND  THIRSK  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade,  in  regard  to  the  Bill,  has  been  re* 
ferred  to  the  Committee,  recommending  that  this  line,  together  with  the  Leeds 
and  Thirsk,  and  the  Harrogate  and  Ripon  Railways,  which  are  stated  to  be 
partially  competing  therewith,  should  be  postponed :  but  the  Harrogate  and 
Ripon  Railway  having  been  withdrawn  by  its  promoters,  the  Committee  have 
not  considered  that  the  present  line  competes  with  the  Leeds  and  Thirsk  line, 
which  they  have  sanctioned  to  such  a  degree  as  would  afford  any  ground 
against  its  adoption. 

13.  LEEDS  AND  WEST  RIDING  JUNCTION  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade  iu  regard  to  the  Bill  has  been 
referred  to  the  Committee,  and  that  the  decision  of  the  Committee  appears  to- 
be  in  accordance  with  the  recommendations  contained  in  such  Report,  except 
so  far  as  relates  to  the  lines,  out  of  the  Manchester  and  Leeds  Railway  to 
Huddersfield,  and  to  Leeds  by  Dewsbury ;  in  which  cases  the  Committee  have, 
as  already  reported  to  The  House,  adopted  the  Railways  promoted  by  the 
Huddersfield  and  Manchester  Railway,  and  by  the  Leeds  and  Dewsbury  Rail, 
way,  Companies.  That  the  remainder  of  the  lines  comprised  in  the  Bill,  and  to 
which  the  Committee  have  given  their  sanction,  are  stated  in  the  Report  from 
the  Board  of  Trade  to  be  competing  lines  with  the  West  Yorkshire  Railway  ; 
and  among  the  reasons  which  have  induced  the  Committee  to  recommend  the 
adoption  of  such  lines  are  the  comparative  costs  of  execution,  which  is  in  favour 
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of  the  lines  adopted  by  the  Committee,  and  the  greater  accommodation  they 
appeared  to  afford  to  the  very  populous  district  through  which  they  pass* 

The  Committee  think  it  proper  to  state,  for  the  information  of  The  House, 
that  some  of  the  statements  contained  in  the  Report  from  the  Board  of  Trade, 
and  from  which  they  argued  in  support  of  this  line,  have  been  disproved  in  the 
evidence  given  before  the  Committee,  viz. : 

First.  The  stationary  engine  at  the  Victoria  Station  of  the  Manchester  and 
Leeds  Railway,  having  "  been  in  a  great  measure  discontinued,"  as  stated  in 
page  8  of  the  Report,  which  is  not  borne  out  by  the  evidence. 

Second.  The  existence  of  two  curves  on  the  Manchester  and  Leeds  line  of 
10  chains  radius  away  from  any  station,  and  in  a  gradient  of  1  in  82,  over 
which  their  trains  have  been  worked  for  upwards  of  four  years  without  the 
slightest  accident  or  practical  inconvenience. — page  9.  The  engineer  states, 
that  the  gradient  referred  to  is  1  in  182,  and  the  curves  he  had  not  measured. 
This  mistake  he  supposed  to  have  arisen  from  the  inaccuracy  of  his  clerk  in 
furnishing  the  statement  to  the  Board  of  Trade. 

14.  LIVERPOOL  AND  MANCHESTER  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade  in  reference  to  the  Bill  has  been 
referred  to  the  Committee,  and  the  decision  of  the  Committee  appears  to  be  in 
accordance  with  the  recommendations  contained  in  such  Report,  except  with 
reference  to  the  St.  Helen's  and  Rufford  Branch,  which  is  stated  in  the  Report 
not  to  be  necessary ;  but  of  which  the  Committee  have  sanctioned  so  much  only 
as  extends  from  St.  Helen's  to  Rainford,  there  being  no  opposition  to  that 
portion  of  the  line,  and  there  appearing  to  be  no  public  reasons  against  its 
adoption. 

That  the  Liverpool  and  Rainford  Branch  is  stated  to  be  a  competing  line  with 
the  Liverpool  and  Bury  Railway,  and  the  Committee  have,  in  accordance  with 
their  views  stated  in  their  Report  on  the  last-mentioned  Bill,  struck  out  the 
Liverpool  and  Rainford  Branch  from  the  Bill. 


15.  LONDONDERRY  AND  COLERAINE  RAILWAY  BILL. 

That  the  Report  of  the  Board  of  Trade  on  Railways  projected  in  the  North 
and  North-west  of  Ireland,  in  which  this  scheme  was  included,  has  been  referred 
by  The  House  to  the  Committee ;  but  there  were  no  recommendations  con- 
tained therein  for  the  consideration  of  the  Committee ;  but  the  Committee, 
having  found  it  stated  in  the  Report  of  the  Board  of  Trade  "  that  the  existence 
of  the  Railway  must  depend  on  the  powers  which  may  be  granted  by  the  Legis- 
lature for  the  reclamation  of  the  land,"  and  that  it  is  doubtful  "  whether  even 
an  Act  for  the  purpose  will  be  passed,"  have  inquired  into  these  points,  and 
have  found  that  an  Act  for  these  purposes  passed  in  1838,  and  an  amended  Act 
in  1843  ;  both  of  which  are  still  in  force. 

They  have  also  observed  it  stated  in  the  same  Report,  that  no  national  advan- 
tage of  any  moment  appears  to  be  offered  by  this  line :  but  upon  inquiry  it 
appears  to  the  Committee  that  a  national  advantage  is  involved  in  the  commu- 
nication between  Londonderry  and  Belfast,  of  which  this  Railway  is  intended 
to  form  a  material  part,  and  the  evidence  given  before  this  Committee  has 
tended  to  show  that  there  would  be  serious  practical  difficulties  in  the  way  of 
any  more  direct  line  connecting  those  two  towns. 

16.  LONDONDERRY  AND  ENNISKILLEN  RAILWAY  BILL. 

That  the  Report  of  the  Board  of  Trade  on  Railways  projected  in  the  North 
and  North-west  of  Ireland,  in  which  this  scheme  was  included,  has  been  re- 
ferred to  the  Committee,  and  their  attention  directed  particularly  to  the  cost  of 
construction  and  the  traffic  likely  to  come  on  the  line ;  that  upon  both  these 
points  the  evidence  laid  before  them  has  been  of  a  satisfactory  character. 

That  the  Committee  are  satisfied  of  the  fitness,  in  an  engineering  point  of  view, 
of  the  proposed  line  of  Railway ;  and  the  special  circumstance  of  which,  in  the 
opinion  of  the  Committee,  it  is  desirable  The  House  should  be  informed  is,  that 
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the  statement  contained  in  the  Report  of  the  Railway  Department  of  the  Board 
of  Trade  to  the  effect  that  the  works  on  the  proposed  line  will  be  heavy,  has  not 
been  supported  by  the  evidence. 

17.  MONMOUTH  AND  HEREFORD  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade  in  favour  of  the  Bill,  as  submitted 
to  the  Committee,  was  referred  to  the  Committee. 

That  the  Report  contained  a  suggestion  that  some  security  should  be  given 
by  the  Great  Western  Company  for  the  completion  and  efficient  working  of  the 
line ;  and  the  clauses  inserted  in  the  Bill  enabling  that  Company  to  subscribe  to 
and  become  the  purchasers  or  lessees  of  the  Railway,  coupled  with  the  fact  that 
they  are  the  principal  promoters  of  the  Bill,  appeared  to  the  Committee  to 
afford  such  security. 

That  such  Report  did  not  contain  any  further  special  recommendation  as 
regards  this  Bill  for  the  consideration  of  the  Committee. 

18.  NEWRY  AND  ENNISKILLEN  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade  has  been  referred  to  the  Committee, 
and  that  the  recommendations  contained  in  such  Report  have  been  adopted, 
except  as  regards  that  portion  of  the  line  situate  between  the  towns  of  Armagh 
and  Newry,  which  the  Board  considered  would  not  only  be  difficult  of  construc- 
tion and  very  costly,  but  would  prove  a  competing  line  with  so  much  of  the 
Dublin  and  Belfast  Junction  line  as  would  be  made  between  Newry  and  Port- 
ado  wn.  They  also  supposed  the  traffic  to  be  doubtful,  and  that,  if  constructed, 
it  uould  only  produce  the  effect  of  dividing  between  both  lines  the  traffic  which 
was  not  likely  to  be  more  than  would  afford  remuneration  to  one. 

The  Board,  however,  stated  in  their  Report,  'u  That  due  regard  must  be  had 
to  the  convenience  of  the  town  of  Newry,  which  should  not  be  omitted  in 
arrangements  materially  affecting  its  commercial  prosperity ;"  and  also  that  they 
had  reason  to  believe  that  the  parties  to  the  different  Railway  projects  which 
have  since  been  referred  to  this  Committee  would  arrange  terms  between  them- 
selves conducive  to  their  respective  interests,  and  which  would  not  militate 
against  the  public  convenience/' 

The  Committee  having  taken  into  consideration  these  circumstances,  and 
certain  arrangements  proposed  between  the  several  parties,  and  having  heard 
the  evidence  produced  before  them,  came  to  the  conclusion  that  a  Railway 
direct  between  Newry  and  Armagh  was  necessary  for  the  public  convenience, 
and  for  affording  to  those  towns  and  the  adjacent  country  proper  accommoda- 
tion for  the  extensive  traffic  in  goods  and  passengers  existing  between  them. 

The  Committee  have  further  to  state,  that  the  portion  of  the  line  between 
Newry  and  Armagh  will  not  be  a  competing  line  with  the  Dublin  and  Belfast 
Junction  line ;  and  that  the  cost  of  its  construction  would  not  be  greater  than 
the  traffic  and  the  public  accommodation  would  fully  justify  and  remunerate. 

.  19.  NORTH  WOOLWICH  RAILWAY  BILL. 

A  Report  from  the  Board  of  Trade  was  referred  to  the  Committee  stating 
that  in  the  opinion  of  that  Board  there  were  not  public  grounds  sufficient  to 
authorize  the  construction  of  the  Railway  ;  but  inasmuch  as  there  was  no  oppo- 
sition whatever  to  the  Bill,  as  none  of  the  landowners  on  the  line  object  to  its 
construction,  and  as  the  promoters  are  willing  to  carry  it  into  effect  at  their  own 
risk,  and  anticipate  from  it  considerable  advantages  which  can  only  be  attained 
consistently  with  the  public  convenience,  the  Committee  saw  no  reason  for 
rejecting  the  Bill,  the  more  especially  as  it  appeared  to  them  from  the  evidence 
that  the  formation  of  the  Railway  may  very  probably  have  the  effect  of  render- 
ing a  considerable  extent  of  the  shore  of  the  river  Thames  on  the  Essex  side 
available  for  wharfage  purposes,  and  will  at  the  same  time  afford  easy  access  to 
the  Thames  to  a  considerable  population  who  do  not  at  present  enjoy  that  facility, 
and  will  moreover  open  a  direct  communication  to  the  eastern  parts  of  London 
to  the  inhabitants  of  Woolwich,  and  other  places  on  the  Kentish  shores  of  the 
river. 
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to.  OXFORD  AND  RUGBY  RAILWAY  BILL. 

That  a  Bill  for  making  a  competing  line  of  Railway  promoted  by  the  London 
and  Birmingham  Railway  Company  was  referred  to  the  Committee,  together 
with  a  Report  from  the  Board  of  Trade,  in  which  the  adoption  of  that  line  was 
recommended  in  preference  to  the  line  sanctioned  by  the  Committee.  The 
reasons  assigned  in  such  Report  for  the  preference  thereby  given  to  the  line 
promoted  by  the  London  and  Birmingham  Railway  Company  had  principally 
reference  to  difficulties  anticipated  from  the  extension  of  a  line  constructed  on 
the  principle  of  the  Great  Western  Railway,  to  join  the  London  and  Birming- 
ham Railway,  which  is  constructed  according  to  a  different  gauge;  but  the 
evidence  adduced  before  the  .Committee,  and  of  which  the  Board  of  Trade  had 
not  the  advantage,  satisfied  the  Committee  that  these  difficulties  were  overrated. 

The  Committee  considered  the  line  recommended  by  them  to  be  a  minor  por- 
tion of  the  "  Great  Western  or  Oxford  scheme/'  referred  to  in  the  Board  of 
Trade  Report,  and  the  competing  line  proposed  by  the  London  and  Birmingham 
Company  as  a  minor  portion  of  the  4<  London,  Birmingham,  or  Tring  scheme ;" 
and  that  the  adoption  or  rejection  of  the  principal  scheme  of  either  almost  neces- 
sarily involved  wljat  were  to  be  regarded  as  parts  of  it.  Further,  that  the  line 
proposed  by  the  Oxford  and  Rugby  Bill  is  more  direct  and  complete  in  itself 
between  these  two  termini  than  any  portion  of  the  "  London  and  Birmingham 
or  Tring  scheme  "  could  have  been  made. 

That  the  interruption  or  break  of  gauge  must  occur  either  at  Oxford  or 
Rugby,  and  that,  the  balance  of  convenience  or  inconvenience  as  between  the 
two  is  not  considerable  on  either  side ;  while  the  district  between  Rugby  and 
Oxford,  including  the  town  of  Banbury,  will,  by  the  line  recommended  by  the 
Committee,  have  a  direct  communication  by  an  unbroken  gauge  to  London, 
and  the  whole  district  now  occupied  by  the  Great.  Western  Company  on  the 
system  of  the  broad  gauge ;  and  the  Committee  has  required  the  promoters  to 
add  a  clause  to  the  Bill  binding  them,  after  a  period  of  five  years,  to  lay  down  a 
second  line  of  raijs  on  the  narrow  gauge  between  Oxford  and  Rugby,  if  the 
Board  of  Trade  shall  consider  it  expedient  on  public  grounds  that  such  additional 
rails  should  be  laid  down  ;  the  Committee  were  also  of  opinion  that  it  would  be 
more  for  the  interest  of  the  Great  Western  Company  to  work  the  line  the  Com- 
mittee have  adopted  efficiently  than  it  could  have  been  of  the  London  and  Bir- 
mingham Company  in  regard  to  the  competing  scheme. 

21.  OXFORD,  WORCESTER,  AND  WOLVERHAMPTON  RAILWAY  BILL. 

That  three  Bills  promoted  by  the  London  and  Birmingham  Railway  Com- 
pany for  making  a  competing  line  of  Railway  from  near  Marsworth  to  Worces- 
ter and  Dudley,  and  from  Dudley  to  Wolverhampton,  and  from  Dudley  to 
Sedgeley;  and  also  Bills  promoted  by  the  Birmingham  and  Gloucester  Railway 
Company  for  extending  that  Railway  to  Wolverhampton,  and  for  altering  the 
line  thereof,  and  making  certain  branches  in  connexion  therewith,  were  referred 
to  the  Committee ;  and  a  Report  from  the  Board  of  Trade  was  also  referred  to 
the  Committee,  in  which,  for  various  reasons,  having  principally  reference  to 
anticipated  difficulties  to  arise  from  a  junction  between  a  Railwuy  constructed 
on  the  broad  gauge  of  seven  feet  with  other  lines  of  Railway  constructed  on  the 
principle  of  the  narrow  gauge  of  four  feet  eight  and  a  half  inches,  that  Board 
recommended  the  adoption  of  the  lines  promoted  by  the  London  and  Bir- 
mingham Railway  Company  in  preference  to  that  adopted  by  the  Committee. 
It  appeared,  however,  to  the  Committee,  after  full  hearing  of  the  evidence  on 
both  sides,  that  the  difficulties  so  anticipated  were  not  likely  to  be  experienced 
to  the  extent  supposed  by  the  Board  of  Trade :  First,  because  the  question  of  the 
comparative  inconvenience  of  the  interruption  or  break  of  gauge  would  scarcely 
arise  as  between  Birmingham  and  Bristol,  in  consequence  of  there  being  now  in- 
troduced into  the  Bill  a  double  line  with  both  gauges  between  Abbot's  Wood 
and  Wolverhampton,  communicating  ou  the  one  hand  with  the  Birmingham 
and.  Gloucester  Railway  on  the  narrow  'gauge,  and  on  the  other  with  the  pro- 
posed Worcester  and  Oxford  Railway  on  the  broad  gauge ;  there  being  more- 
over a  great  probability  of  the  narrow  gauge  being  continued  from  Gloucester 
to  Bristol,  and  so  completing  the  entire  line  from  Birmingham  to  Bristol  on  the 
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narrow  gauge.— Secondly.  Because  wherever  the  inconvenience  of  the  break 
of  gauge  does  occur  it  may  bd  mitigated  by  mechanical  or  other  contrivances 
for  shifting  the  bodies  of  waggons,  or  transferring  them  entire  to  low  trucks,  or 
laying  down  additional  rails  by  means  which  do  not  appear  to  have  been 
brought  fully  under  the  consideration  of  the  Board  of  Trade. 

That  fcne  general  superiority  of  the  line  adopted  by  the  Committee  as  a  means 
of  direct  communication  between  London,  Oxford,  Worcester,  and  South  Staf- 
fordshire, and  also  between  the  latter  districts  and  the  various  towns  and  places 
on  the  line  of  the  Great  Western  Railway  and  its  intended  Branches  as  well  as 
on  the  south  coast  of  England,  appeared  to  the  Committee  decidedly  favourable 
to  that  line;  and  the  facility  which  the  line  will  afford  for  bringing  the  Staf- 
fordshire coal  to  Oxford  and  the  intermediate  and  surrounding  districts  by  the 
shortest  possible  route,  and  through  a  country  in  which  there  is  at  present 
no  water  conveyance,  as  well  as  for  the  carriage  of  salt  from  Droitwich  for 
agricultural  purposes,  appeared  also  to  the  Committee  to  be  an  object  of 
importance. 

That  the  permanent  extension  of  an  uninterrupted  narrow  gauge  line  by  the 
Birmingham  and  Gloucester  and  Gloucester  and  Bristol  Railways  in  hands 
altogether  independent  of  the  Great  Western  Company,  and  the  proposed  intro- 
duction of  both  gauges  between  Abbotswood  and  Wolverhampton,  do  not  ap- 
pear to  have  been  contemplated  in  the  Report  of  the  Board  of  Trade ;  whilst 
between  London,  Oxford,  and  Worcester  there  will  be  a  continuous  and  unin- 
terrupted line  on  the  broad  gauge  of  120  miles  in  length,  laid  down  in  the  shortest 
possible  direction,  and  with  a  saving  in  length  of  15  miles  between  Oxford 
and  Worcester,  two  of  the  principal  towns  on  the  contemplated  lines,  and  a 
saving  of  19  miles  between  the  South  Staffordshire  coal  district  and  the  Oxford- 
shire district,  as  compared  with  the  competing  line. 

The  Committee  was  also  of  opinion  that  it  would  be  a  public  advantage  to 
have  a  second  Railway  from  Wolverhampton  to  London,  by  which  there  would 
be  a  new  communication  Opened  from  Liverpool  to  London  independently  of 
the  London  and  Birmingham  Railway;  the  more  so  as  it  appeared  in  evidence 
before  them  that  the  London  and  Birmingham  Company  were  likely  soon  to 
command  a  communication  striking  off  from  their  line  at  Rugby  and  leading  by 
no  very  circuitous  route  to  Liverpool,  independently  of  the  Grand  Junction 
Railway. 

Also  that  the  line  recommended  by  the  Committee,  with  the  introduction  of 
both  gauges  between  Abbotswood  and  Wolverhampton,  would  afford  to  all  the 
intermediate  district,  including  Worcester,  Droitwich,  and  the  principal  mineral 
and  coal  fields  of  South  Staffordshire,  two  really  independent  lines  to  London, 
one  by  the  narrow  gauge  through  Birmingham,  the  other  by  the  broad  gauge 
through  Oxford. 

The  Committee  further  considered  that,  as  between  the  two  schemes  designated 
by  the  Board  of  Trade  as  "the  London  and  Birmingham  or  Tring  scheme,'* 
and  "  the  Great  Western  or  Oxford  scheme,"  the  latter  was  the  first  projected, 
and  the  former  more  in  the  nature  of  a  defensive  scheme  ;  and  that,  with  a  view 
to  the  several  interests  of  the  two  great  Companies,  it  would  be  more  for  the 
advantage  of  the  leading  trunk  line  of  the  Great  Western  than  that  of  the  London 
and  Birmingham  Company,  that  the  Railways  proposed  by  their  respective 
schemes  should  be  efficiently  worked.  With  regard  to  the  guarantees  stated  in 
the  Report  of  the  Board  of  Trade  to  have  been  offered  by  the  London  and  Bir- 
mingham Company,  and  to  have  appeared  to  the  Board  of  Trade  to  hold  out  a 
prospect  of  permanent  and  certain  advantage  \o  the  public,  the  Committee  have 
required  the  same  terms  sqbstantially  from  the  Great  Western  Company,  and 
they  will  be  found  embodied  in  clauses  added  to  the  Bill  by  desire  of  the  Com- 
mittee. 

sa.  RUNCORN  AND  PRESTON  BROOK  RAILWAY  BILL. 

That  a  Report  of  the  Board  qf  Trade  has  been  referred  to  the  Committee,* 
containing  the  following  opinion  : — 

€*  The  Preston  Brook  and  Runcorn  Junction  is  a  scheme  also  put  forth  by  the 
Grand  Junction  Railway  Company,  its  length  being  5  miles  and  77  chains,  and 
having  for  its  ultimate  objqct  extension  into  Liverpool,  whereby  the  angle  formed 
at  the  junction  of  that  Railway  with  th$4  Liverpool  and  Manchester  Railway 

*  may 


Digitized  by 


Google 


AT  VARIANCE  WITH  REPORTS  FROM  BOARD  OF  TRADE,     n 

may  be  avoided.  If  the  whole  project  were  now  brought  under  the  notice  of 
Parliament,  a  correct  judgment  might  be  formed  with  regard  to  its  general 
merits ;  but  it  appears  objectionable  that  a  scheme  should  be  thus  brought  for- 
ward piecemeal  as  it  were  (and  it  is  not  in  the  Promoters9  power  to  do  other- 
wise in  this  Session),  inasmuch*  as,  if  the  portion  between  Preston  Brook  and 
the  Mersey  were  sanctioned,  it  would  almost  amount  to  a  pledge  that  the  entire 
scheme  should  be  permitted  to  proceed  at  a  future  period.  Between  Preston 
Brook  and  the  river  there  is  nothing  to  justify  the  making  of  a  Railway,  which 
would  be,  confined  to  that  small  district.  How  the  river  is  to  be  crossed  with 
reference  to  the  navigation,  is  a  matter  for  much  consideration ;  and  between 
the  river  and  Liverpool  it  yet  remains  to  be  seen  which  line,  if  any,  should  be 
made. 

"  In  these  circumstances,  we  are  of  opinion  that  the  Preston  Brook  and  Run- 
corn scheme  ought  to  be  postponed  until  an  entire  project,  having  the  same  end 
in  view,  is  brought  forward." 

The  Committee  have,  however,  decided  in  favour  of  the  Preamble  of  this 
Bill,  in  opposition  to  the  opinion  of  the  Board  of  Trade,  as  above  expressed, 
satisfactory  evidence  having  been  produced  before  them  of  the  existing  and  in- 
creasing importance  of  the  Town,  Port,  and  Docks  of  Runcorn,  and  of  the  ad- 
vantages likely  to  result  to  them  and  to  the  public  from  a  direct  communication 
between  Runcorn  and  the  Potteries  and  Salt  Works  respectively,  by  the  for- 
mation of  this  Railroad  of  4|  miles  in  length.  Runcorn  will  be  thus  connected 
with  the  Grand  Junction  Railroad,  which  passes  through  the  counties  of  Chester, 
Stafford,  and  Warwick. 

This  Railway  is  merely  a  Branch  connecting  a  considerable  port  and  town 
by  a  short  line  with  an  existing  Railway,  and  your  Committee  do  not  see  on  what 
grounds  the  benefit  of  such  a  communication  could  be  denied  to  that  town 
and  port,  or  made  tQ  depend  upon  the  accomplishment  of  any  more  general 
plan  such  as  the  one  referred  to  in  the  Report  of  the  Board  of  Trade.  It  has 
been  proved  to  the  Committee  that  two  thousand  three  hundred  and  fifty-four 
vessels,  containing  two  hundred  and  forty-two  thousand  one  hundred  and  sixty- 
four  tons,  the  principal  part  of  which  were  sea-going  vessels,  and  chiefly  laden 
with  merchandize  and  materials  for  the  Potteries  and  for  the  use  of  the  adjoining 
counties,  entered  the  Port  of  Runcorn  in  the  year  one  thousand  eight  hundred 
and  forty-four ;  and  that  six  hundred  and  fifty-six  vessels,  containing  sixty-one 
thousand  five  hundred  and  thirty-three  tons  of  merchandize,  were  entered 
outwards  at  the  same  port. 

The  Committee  understand  that  Parliament  is  in  no  respect  pledged  by  the 
granting  of  this  Bill  to  any  application  for  the  continuation  of  this  line  of  Kail- 
road  across  the  Mersey  and  to  Liverpool,  or  to  any  other  scheme,  except  the 
Branch  Railroad,  the  especial  object  of  this  Bill,  between  Runcorn  and  the 
Grand  Junction  Railway ;  but  at  the  same  time  the  Committee  has  felt  it  right 
to  make  provision  on  the  subject  of  Tolls,  in  the  event  of  the  line  being  so 
continued. 

28.  SOUTH  WALES  RAILWAY  BILL. 

That  a  Report  from  the  Board  of  Trade  was  referred  to  the  Committee, 
containing  the  following  passages  in  favour  of  the  project  as  submitted  to  the 
Committee,  viz. : — 

"  With  regard  to  the  general  object  of  extending  Railway  communication 
throughout  South  Wales,  the  public  and  local  advantages  are  too  evident  to 
require  much  comment.  There  are  perhaps  few  instances  where  greater  advan- 
tages may  be  reasonably  anticipated  from  the  extension  of  a  communication 
which  will  place  so  many  considerable  places  and  important  mineral  and  agri- 
cultural districts,  which  have  hitherto  suffered  from  the  comparative  isolation  of 
their  position,  within  a  few  hours'  journey  of  the  Metropolis  and  the  rest  of 
England.  The  towns  of  Monmouth,  Newport,  Cardiff,  Neath,  Swansea, 
Llanelly,  Carmarthen,  Pembroke,  and  Milford  Haven,  the  whole  of  the  great 
mineral  districts  of  South  Wales,  and  the  counties  of  Hereford,  Monmouth, 
Glamorgan,  Carmarthen,  and  Pembroke,  will  all  participate  directly  in  the 
advantages  afforded  by  this  improved  communication. 

"  The  South  of  Ireland  also,  to  the  whole  of  which  the  South  Wales  line  will 
afford  the  shortest  communication  to  London,  Bristol,  and  the  South  of  England, 
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will  also  participate  in  the  benefits  of  the  undertaking ;  and  the  advantage,  in  a 
national  point  of  view,  of  a  line  which  covers  such  a  great  extent  of  coast,  and 
affords  a  ready  communication  with  the  dockyard  at  Pembroke,  and  with  the 
station  at  Milford  Haven,  is  also  considerable. 

"  We  can  have  no  hesitation  therefore  in  arriving,  upon  general  grounds,  at  a 
favourable  opinion  of  an  undertaking  which  affords  such  important  public 
advantages ;  nor  when  we  come  to  consider  the  details  of  the  scheme  do  we  see 
any  reason  to  doubt  that  it  has  been  laid  out  judiciously,  with  a  view  to  the 
accommodation  of  the  district,  and  to  the  attainment  of  the  principal  objects." 

That  this  Report  further  contained  a  suggestion  that  some  security  should 
be  given  by  the  Great  Western  Company  for  the  completion  and  efficient 
working  of  the  Railway,  which,  in  the  opinion  of  the  Board,  would  constitute 
an  additional  reason  in  its  favour. 

The  Committee  took  this  suggestion  into  their  consideration,  but  found  it 
difficult  to  make  any  provision  in  the  Bill  for  carrying  it  into  effect  which 
would  have  greater  force  than  the  obvious  interest  of  the  Great  Western 
Railway  Company  to  promote  so  far  as  they  are  able  the  completion  and 
efficient  working  of  a  Railway  which  is  calculated  to  bring  to  them  so  great  an 
accession  of  traffic,  and  to  which  they  are  such  large  subscribers,  as  the  under- 
taking in  question. 

That  the  Report  did  not  contain  any  further  special  recommendation  as 
regards  the  Bill  for  the  consideration  of  the  Committee,  but  states  that  there  is 
no  Railway  either  in  existence  or  contemplation  competing  with  the  proposed 
line,  with  the  exception  of  a  short  line  of  12  J  miles  in  length  (viz.  the 
Dean  Forest  Railway),  which  may  be  considered  as  a  competing  line  to  a 
certain  extent. 

It  appeared  however,  that  the  Bill  for  the  Dean  Forest  Railway  was  not 
allowed  to  be  brought  in,  on  the  ground  of  non-compliance  with  the  Standing 
Orders,  and  the  promoters  of  it  did  not  appear  before  the  Committee. 
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RAILWAY  CARRIAGES    FOR  CONVEYING     THIRD   CLASS 
PASSENGERS  AT  OR  UNDER  ONE  PENNY  PER  MILE. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  26  February  1845  ;—for, 


1 A  Lithographed  Plan  or  Plans  of  the  Carriage  or  Carriages  either  already 
sanctioned,  recommended,  or  most  approved  of  by  the  Railway  Depart- 
ment of  the  Board  of  Trade,  for  the  Conveyance  of  Third  Class  Passengers 
under  the  Penny  a  Mile  Clause  of  the  Railway  Act ; — Also,  a  Statement, 
in  detail,  showing  the  Number  of  Passengers  the  above  Carriage  or 
Carriages  are  constructed  to  hold,  with  the  Length,  Breadth,  and  Height 
of  the  same,  and  the  Sizes  and  Situations  of  the  Spaces  provided  for 
admitting  Air  and  Light,  and  whether  Glass  is  used  in  any  and  in  which 
of  the  said  Spaces ; — Also,  a  Copy  of  the  Rules  or  Regulations,  if  any, 
which  the  Railway  Department  of  the  Board  of  Trade  have  issued  or  recom- 
mended for  carrying  out  the  Law  applicable  to  the  Carriages  on  those 
Railways  which  come  under  the  Penny  a  Mile  Clause ;  and  stating  whether 
the  Locking  of  any  of  the  Doors  of  these  Carriages  is  in  Practice ;  and  also 
the  Times  of  these  Carriages  starting,  the  Time  of  their  Arrival  at  their 
various  Destinations,  the  entire  Time  on  the  Road,  and  the  Distance 
travelled  in  each  case  respectively*" 


(Mr.  Wallace.) 


Ordered,  by  The  House  of  Commons,  to  be  Printed, 
27  June  1845. 


[Price  5*.] 


419- 

Under  8  ox. 
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A  Lithographed  Plan  or  Plans  of  the  Carriage  or  Carriages  either  already  sanctioned,  recommended,  or  most 
Penny  a  Mile  Clause  of  the  Railway  Act;— Also,  a  Statement,  in  detail,  showing  the  Number  of  Passengers  the 
Situations  of  the  Spaces  provided  for  admitting  Air  and  Light,  and  whether  Glass  is  used  in  any,  and  in  which  of  the  said 
have  issued  or  recommended  for  carrying  out  the  Law  applicable  to  the  Carriages  on  those  Railways  which  come  under  the 
Times  of  these  Carriages  starting,  the  Time  of  their  Arrival  at  their  various  Destinations,  the  entire  time  on  the  Road,  and  the 


NAME 

of 

RAILWAY  COMPANY. 


Number 

of 

Passengers. 


Length. 


Breadth. 


Height. 


Size  of 

Spaces  for  admitting 

Air  and  Light. 


Situations 

of  Spaces  for  admitting 

Air  and  Light. 


Bristol  and  Gloucester 


-  -  54,  al- 
lowing 6 
to  a  seat. 


ft- 
20 


in. 

4 


ft.     in 
7      " 


Eastern  Counties  to  Col- 
chester. 


Ditto,  to  Cambridge  - 


Grand  Junction 


Great  Western 


Branch  to  Oxford 


Bristol  and  Exeter 


Cheltenham  and  Great 
Western  Union. 


32 


ditto 


40 


59 


ditto 


ditto 


ditto 


20 


ditto 


ditto 


ft.     in. 
16     11 


ft.     in. 
17       4 


20 


ditto 


ditto 


ditto 


ft.     in. 

8       6 
to  top  of 
tilt. 


ditto 


-  -  2  feet  x  2 
inches. 


Ditto 


feet  3 


Inside  measure: 


ft 
6 


ft. 

7 


in. 
8 


ft. 
5 


in. 
3i 


For  light,  18x18  J  in. 


Outside  measure : 


in. 

2 


ditto 


ditto 


ditto 


ft. 
5 


10. 
8 


ditto 


ditto 


ditto 


For  air,  25x18  J  in. 


-  -  4  ventilators,  25} 
X  13;  4  ditto,  15  J 
X  13:  4  spaces  per 
shutter,  30  x  15;  4 
ditto,  34X15- 


ditto 


ditto 


ditto 


-  -  A  window  in  each  end 
to  admit  air  and  light; 
canvas  curtain  on  each  bide 
over  the  door. 


-  -  At  the  sides  above  the 
doors,  and  at  the  end. 


Ditto     - 


-  -  For  air,  3  apertures  on 
each  side  of  the  body  be- 
tween the  doors,  each  aper- 
ture 25  x  18 J  inches. 

For  light,  4  spaces  on 
each  side  of  the  body,  1 
in  each  door,  each  space 
18  x  18 J  inches. 


Both  sides 


ditto 


ditto 


ditto 
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approved  of  by  the  Railway  Department  of  the  Board  of  Trade,  for  the  Conveyance  of  Third  Class  Passengers,  under  the 
above  Carriage  or  Carriages  are  constructed  to  hold,  with  the  Length,  Breadth,  and  Height  of  the  same,  and  the  Sizes  and 
Spaces ; — Also,  A  Copt  of  the  Rules  or  Regulations,  if  any,  which  the  Railway  Department  of  the  Board  of  Trade 
Penny  a  Mile  Clause ;  and  stating  whether  the  locking  of  any  of  the  Doors  of  these  Carriages  is  in  Practice ;  and  also  the 
Distance  travelled  in  each  case' respectively. 


Whether 
Glass  is  used  in 

Hoars  of  Departing 

Hoars  of  Arrival 

Time 
on 

Entire  Distance 

Whether  the 

an  j,  and  in 
which  Spaces. 

(each  way). 

(each  way). 

the  Road. 

Travelled. 

Doors  are  locked. 

•  -Glass  win- 
dows  in  the 
ends   of  the 
carriage. 

From  Bristol: 

4h.  30m.  p.m. 

At  Gloucester : 

7h.  30m.  p.m. 

h.     m. 
3      0 

Miles. 

37J 

-  -  The  doors  are  so 
constructed  as  not  to 

From  Gloucester : 

At  Bristol: 

require  locking. 

9I1.  15m.  A.M. 

l2h.  15m.  PM. 

Colchester  Line : 

None  used 

From  London,  7I1. 45m.  a.m. 

Down  from  London,  1  lh.  40m.  a.m. 

3    55 

51 

Not  locked. 

From  Colchester,  5I1.  om.  p.m. 

Dp  from  Colchester,  8h.  50m  p.m. 

3    50 

¥ 

Cambridge  Line : 

Ditto 

From  London,  9b.  om.  a.m. 

Down  from  London,  1  lh.  22m.  a.m. 

2     22 

3* 

• 

From  Stortford,  5I1.  40m.  p.m. 

Up  from  Stortford,  8h.om.  p.m. 

2     20 

From  London,  9b.  om.  a.m. 

Down  from  London,  1  oh. 42m.  a.m. 

1     42 

26 

From  Hertford,  6h.  om.  p.m. 

Up  from  Hertford,  8h.  om.  p.m. 

2       0 

None 

From  Liverpool : 

At  Birmingham  : 

6h.  30m.  a.m. 

ah.  om.  p.m. 

7* 

971 

-  -  Locked  on   one 

side  only. 

From  Birmingham: 

At  Liverpool: 

3h.  30m.  p.m. 

loh.  30m.  P.M. 

7 

1 

None 

From  Paddington : 

At  Bristol : 

6h.  30m.  p.m. 

3b.  40m.  p.m. 

9  10 

118J     . 

•  -  Locked  on  one 
side  only. 

From  Bristol : 

At  Paddington : 

loh.  lorn,  a.m. 

7h.  15m.  p.m. 

9    5 

ditto  •         m 

From  Didcot,     lib.  15m.  a.m. 

At  Oxford,          lib. 50m.  a.m. 

0  35 

10 

-    -    ditto. 

From  Oxford,        3    0      p.m. 

At  Didcot,            3    35     *«m. 

0  35 

ditto  • 

From  Bristol,        7    0     a.m. 

At  Exeter,          is    30     p.m. 

5  30 

75* 

•    -    ditto. 

From  Exeter,         %    0     p.m. 

At  Bristol,             7    30     p.m. 

5  30 

ditto  - 

From  Swindon       1  17      p.m. 

At  Cirencester,     a      5     p.m. 

0  48 

18 

•    •    ditto. 

i 

From  Cirencester,  11  40     a.m. 

At  Swindon,        is    30     p.m. 

0  50 

_ 
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NAME 

of 

RAILWAY  COMPANY. 


Number 

of 

Passengers. 


Length. 


Breadth. 


Height. 


Size  of 

paces  for  admitting 

Air  and  Light 


Situations 
of  Spaces  for  admitting 
Air  and  Light 


London  and  Brighton     - 


48 


ft.     in. 
17    4 


Lancaster    and    Preston 
Junction. 


24  in  No.  1, 
at  the  least. 


No.  1, 
12    9 


40  in  No.  2, 
at  the  least. 


So.  2, 
16    6 


London  and  Birmingham  - 


London  and  South  Wes- 
tern. 


40 


30 


London  and  Croydon 


48 


Manchester  and  Binning* 
ham. 


40 


Manchester  and  Leeds   - 


17    4 


14    6 


17    4 


16    o 


ft.  in. 

8     2 


No. 
6 


No.  2, 

7     * 


17    o 


6    8 


6    9 


7  10 


7    o 


ft.  in. 
6    3 


No.  1, 
5     2 


No.  3, 
5  10 


5    4 


inside. 


5     l 
sides ; 

3     4 
middle. 


-  -  36  openings, 
3  inch,  x  7/8  ; 
14  openings,  1   . 
inch,  x  7/8  inch. 


aft. 
:h.; 

t.  8 


inch, 
ft 


--  No.  1,  21  J  in.  by 
18  J  inch. 


-  -  No.  2:  3  ft  by  13 
inch.,  and  23  in.  by 
13  inch. 


-  -  2  ft.  6  inch,  by  1  ft. 
4  inch. 


-  -  Space  for  light  when 
the  curtains  are  drawn, 
14  J  ft.  by  Hi  ft. 


-  -  36  openings,  «  ft. 
3  in.  x  7/8  inch. ;  14 
openings,  1  ft.  8  in. 
x  7/8  inch. 


-  -  8  openings  admit- 
ting air,  1  ft.  x  1  ft. 
10  inch.:  10  spaces  ad- 
mitting light,  11  J  x 
8  £  inches ;  and  2, 
15  X  n£inch.:  1  ven- 
tilator and  opening  for 
roof  lamp. 


-  -  4  glasses,  to  in.  x 
1 2  inch,  in  each  side 
of  carriage:  1  ventila- 
tor in  each  side,  2  ft. 
X  5  inch. 


--8  wooden  shutters  to  let 
up  and  down,  2  ft.  3  in.  x 
2  ft.  1  in. 


--  There  are  3  windows; 
one  each  side  of  carriage 
No.  1 ;  one  above  each  door, 
as  shown  in  fig.  1,  dividing 
in  the  middle,  and  sliding 
sideways  for  air  and  light. 


-  -  In  carriage  No.  2,  are 
two  windows  on  each  side, 
and  above  the  doors  are 
sliding  wooden  shutters,  as 
shown  in  fig.  1,  all  dividing 
in  the  middle,  and  sliding 
sideways  and  over  each 
door ;  within  the  slide  is  a 
space  for  air  and  light. 


Sides 


-  -  On  the  sides,  for  air,  by 
closed  curtains;  for  light, 
a  skylight  on  roof;  ends  of 
carriages  closed. 


-  -  8  wooden  shutters  to  let 
up  and  down,  2  ft.  3  in.  X 
2  ft.  1  inch. 


In  the  side  of  carriage 


-  -  4  glass  windows  in  eacfy 
side,  1  in  each  door,  and 
2  in  each  side  of  carriage] 
1  ventilator  in  the  centra 
of  each  carriage  side ;  4<j 
Parliamentary  carriages  11 
progress  of  building,  aj 
shown  in  sketch. 
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Whether 
Glass  is  used  in 

mnj,  and  in 
which  Spaces. 


Hours  of  Departing 
(each  waj). 


None 


-  -  The  upper 
parts  of  the 
windows  in 
carriage  No. 
l,  are  glass, 
as  shown  by 
the  blue  co- 
lour. 

-  -  The  win- 
dows in  car- 
riage No.  2 
are  glass. 


-  -  No  glass 
used. 


•Glass  lights 
in  root. 


No  Glass 


-  -  In  sliding 
panels  and 
doors. 


-  -  Four  glass 
windows  in 
each  side  of 
carriage,  as 
shown  in 
sketch,  at  aa 
send  pp  of  fig. 
i.  Six  Par- 
liamentary 
carnages, 
now  in  use, 
with  sliding 
shutters;  no 


From  London: 

6h.  30m.  A.M. 

From  Sboreham : 
6h.  p.m. 


From  Lancaster: 

7h.  20m.  A.M. 

From  Preston  : 

9b.  A.M. 


On  Sundays, 
From  Lancaster: 
6h.  50m.  a.m.  and  5I1.  p.m. 

From  Preston : 

8h.  30m.  A.M. 


From  London : 

7h.  A.M. 

From  Birmingham : 

ah.  30m.  p.m. 

Nine  Elms : 

on.  A.M. 

Gosport: 

7I1.  15m.  A.M. 

Southampton  : 

8h.  A.M. 

From  London  Bridge : 

I2h.  20m.  P.M. 

From  Croydon ; 

lh.  20m.  p.m. 
Every  train  has  either  Parlia- 
mentary or  open  third-class  car- 
riages. 

From  Manchester : 

7h.  30m.  A.M. 

From  Birmingham : 

3h.  30m.  p.m. 


From  Manchester : 

6h.  45m.  A.M. 

From  Leeds: 

5h.  40m.  A.M. 


Houn  of  Arrival 
(each  way). 


At  Shoreham  : 

10b.  30m.  A.M. 

At  London : 

loh.  P.M. 


At  Preston: 

8h.  50m.  A.M. 

At  Lancaster : 

loh.  30m.  A.M. 


On  Sundays, 
At  Preston : 

7h.  50m.  a.m.  and  6h.  p.m. 

At  Lancaster: 

gh.  30m.  a.m. 


At  Birmingham  Station : 
3I1.  p.m. 

At  Euston  Station : 
loh.  P.M. 

Nine  Elms : 

2h.  20m.  p.m. 
Gosport: 

3b.'  15m.  P.M. 
Southampton  : 

2h:  20m.  p.m. 

At  Croydon : 

I2h.  50m.  p.m. 

At  London  Bridge: 

lh.  50m.  p.m. 


At  Birmingham : 
2h.  p'.m. 

At  Manchester : 

loh.  25m. 


At  Leeds: 

9b.  50m.  A.M. 

At  Manchester: 

8h.  30m.  A.M. 


Time 

on 

the  Road. 


h.  m. 

4  o 

4  o 

1  30 


On  Sun- 
day, 
1     o 


8    o 
7  30 

7  *5 


o  30 


6  30 
6  55 


3    5 
a  50 


Entire  Distance 
Travelled. 


Miles. 
56 


20  3/8 


112J 


9* 


10  J 


85 


60 


Whether  the 
Doors  are  locked. 


Nee  locked. 


-  -  The  doors  are 
locked  on  one  side 
only. 


-  -   Locked  on  one 
side  only. 


--  Locked  on  one 
side  only. 


Not  locked. 


On  oae  side  locked. 


Not  locked. 


4*9- 
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NAME 

of 

RAILWAY  COMPANY. 


Newcastle  and  Darlington 


Midland 


North  Union,  including 
Bolton  and  Preston. 


Sooth-Eastern 


Sheffield,  Ashton-under- 
Lyne,  and  Manchester. 


Yarmouth  and  Norwich 


York  and  North  Midland 


Number 

of 

Passengers. 


40 


30 


34 


48 


30 


38 


48 


Length. 


ft.    in. 
17     o 


15    4 
inside. 


13     2 


17    4 


14    o 


19    4 


16    o 


Breadth. 


ft.    in. 
8     O 


69 
inside. 


6    4 


8     2 


6    G 


7    o 


8    3 


Height. 


Sixe  of 

Spaces  for  admitting 

Air  and  Light. 


ft.  in. 

5.6 

at  sides. 

6    o 

feet  in 

middle. 


5    5 
inside. 


5    9 


5    4 


5    3 


6    o 


ft.   in.      ft.   in. 

1st. 
2     2    by  1     1 

2d. 
1     o    by  o  10 

1  o   by  o  10 

3d. 

2  2    by  1     1 

4th. 

1  7  i  by  o  1 1 

5th. 

2  2    by  1     1 

6th. 
1     o    by  o  10 

1  o    by  o  10 

7U1. 

2  2    by  1     1 


o  22   x    0  1 1  $ 


2    4    by  1     3 


-  -  36  openings,. 2 ft. 
3  in.  x  7/8  in.;  14 
openings,  1  ft.  8  in.  x 
7/8  in. 

-  -  Shutters,  21  in.  by 
24  in.  Windows,  9  in. 
by  18  in. 


-19  m.  long  and  lin. 
wide. 


-  -  For  air,  23  }  in. 
by  17  £  in.  on  each 
side. 

Glass,  22  in.  by  8  in. 
in  four  different  places. 


Situations 

of  Spaces  for  admitting 

Air  and  Light 


•  -  In  the  side  of  the  car- 
riage and  in  the  top  panel. 


Ditto 


Ditto 


-    ditto 


ditto 


Ditto  •  above  the  door 
Ditto    -    -    ditto 
Ditto    -    -    ditto 


Ditto 


ditto 


-  -  One  in  each  door,  or 
six  in  each  carriage. 


-  -  Three  openings  on  each 
side  above  the  doors,  in  the 
usual  way. 


-  -  Eight  wooden  shutters 
to  let  up  and  down,  2  ft. 
3  in.  x  2  ft.  1  in. 


-  -  On  both  sides  of  each 
door  for  light,  and  over  the 
door  for  air. 


On  upper  quarters  of 


body. 


-  -  In  the  side  as  at  A 
(See  Plan)  for  air,  and  at 
b  e  for  light. 

X  The  space  for  air  at 
J,  the  size  can  be  regu- 
lated at  pleasure  by  means 
of  a  sliding  panel. 


Digitized  by 


Google 


RETURNS    AND    PLANS    RELATIVE   TO    RAILWAY    CARRIAGES. 


Whether 
Glass  is  used  in 

any,  and  in 
which  Spaces. 


Hours  of  Departing 
(each  way). 


--Windows 
for  the  ad- 
mission of 
air. 

-  Glass  win- 
dows. 

.  Windows 
for  the  ad- 
mission of  air. 

Ditto. 
Ditto. 

•  Glass  win- 
dows. 

-  -  Windows 
(or  the  ad- 
mission of 
air. 

•  In  all.  Size 
of  glass  15 
by  la. 


From  Darlington : 

llh.  30m.  A.M. 


From   Newcastle,  Sunderland, 
and  Shields : 

4b.  P.M. 


»-  Glass  in 
the  openings 
above  the 
doors,  draw- 
ing up  and 
down  as  usual 
in  other  car- 
riages. 


No  glass 


-Glass  for 
the  spaces 
on  each  side 
of  the  doors. 

Shutters 
over  the 
doors. 

Not  any 


-The  spaces 
h  and  c  are 
glazed. 


Rugby  -  - 
Derby  -  - 
Leeds  -  - 
Derby  -  - 
Birmingham 
Derby  -  - 
Nottingham 
Derby    -    - 

Preston 

Parkside    - 

Preston     - 


ft     •    • 

Bolton  -    -  - 

»     •    •  • 

n      m     m 

*>      •     -  • 

From  London  - 

„    Dover  - 


lb.  30m. p. m 

11      40    A.M. 

50 

o 

o 

5 
30 
40 


6 
5 

2 
13 

3 
11 


A.M. 
P.M. 
P.M. 
P.M. 
P.M. 
A.M. 


Hours  of  Arrival 
(each  way). 


At  Newcastle,  Sunderland,  and 
Shields : 

lh.     30m.  p.m. 

At  Darlington: 

6h.  p.m. 


Time 

on 

the  Road. 


h.  m. 
2     0 

2     o 


6 
6 
7 
7 
8 

10  25 
2  25 
8  o 
8    45 


o 
o 

30 
30 

5 


11 
3 
5 


o 

o 

30 


A.M. 
P.M. 
A.M. 
P.M. 
A.M. 
A.M. 
P.M. 
P.M. 
A.M. 
A.M. 
P.M. 
P.M. 


Maidstone 
London  - 


7  30  A.M. 

5  O  P.M. 

6  53  P.M. 

7  30  P.M. 


From  Manchester  9 
»,    Woodhead  11 


45 
*5 


A.M. 
A.M. 


Derby  -  - 
Hugby  -  - 
Derby  -  - 
Leeds  -  - 
Derby  -  - 
Birmingham 
Derby  -  - 
Nottingham 

Parkside    • 

Preston 

Bolton  -    - 


Preston 


Dover  -    - 
London     - 

Maidstone 

Woodhead 
Manchester 


4h.  45  m.  p.m 


3 
11 

9 

4 
2 

4 
12 

7*. 
7 
9 
9 
9 
11 

3 

9 

9 
12 

4 
6 


20 
30 
40 

45 
15 
45 
40 

25m. 

25 
o 
o 
o 

25 
25 

o 

45 
o 
o 

25 


P.M. 
A.M. 
P.M. 
P.M. 
P.M. 
P.M. 
P.M. 

.  A.M. 
P.M. 
A.M. 
P.M. 
A.M. 
A.M. 
P.M. 
P.M. 
A.M. 
A.M. 
P.M. 
P.M. 


1  O  P.M. 

IO  30  P.M. 

10  30  P.M. 

11  42  A.M. 


IO 
12 


55 
26 


A.M. 

P.M. 


Norwich  to  Yarmouth,  4b.  p.m. 
Yarmouth  to  Norwich,  iah,  p.m. 


York  to  Normanton,  6b.  a.m. 
Normanton  to  York,  7h.  35  A.M. 
York  and  Leeds,  7I1.  25  a.m. 
Leeds  and  York,      7b.  30  a.m. 


15 
40 
40 
40 


2  45 


10 

15 
o 


-  About 

lhour 

and  a 

half. 

•  About 

1  hour. 


Entire  Distance 
Travelled. 


5  30 
5  30 

3  37 

4  »2 

1  10 
1     1 


4       45       P.M.         0  45 
12       45       P.M.         O  45 


Normanton 
York  -  - 
Leeds  -  - 
York    -    - 


7  15  A.M. 

9  O  A.M. 

9  O  A.M. 

9  O  A.M. 


*    15 
1    25 

1  35 
1  30 


38 1  miles. 


Whether  the 
Doors  are  locked. 


Not  locked. 


50  miles. 

50 

73 

73 

41 

41 

16 

16 


n 
19 
w 

» 

99 

99 

9» 


22 


20 1 


88 

88 

56 
56 

20 


20^    „ 


Locked  on  one  side, 
ditto, 
ditto, 
ditto, 
ditto, 
ditto, 
ditto, 
ditto. 

ditto. 


Not  locked. 


Locked  on  one  side. 


Not  locked. 


24 
3» 


4*9- 


A4 
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RETURNS    AND    PLANS    RELATIVE   TO    RAILWAY    CARRIAGES. 


The  following  Railway  Companies  come  Voluntarily  under  the  Penny  a  Mile 


NAME 

of 

RAILWAY  COMPANY. 


Arbroath  and  Forfar  .Rail- 
way Company. 


Number 

of 
Passengers. 


30 


Length. 


15  ^  5  »• 
inside  mea- 
surement. 


Great  North  of  England 
Railway. 


Ne  w  castle-upon-Ty  ne  and 
North  Shield!  Railway 
Company. 


Manchester,  Bolton,  and 
Bury  Canal  Navigation 
and  Railway  Company. 


To  seat  40 


*4 


34 


16  ft.  8  in. 
inside. 


Breadth. 


7  ft.  6  in. 
inside  mea- 
surement. 


7  ft.  8  in. 
inside. 


14  J  ft.  in* 
side  dimen- 


sions. 


14  ft.  3  in. 


5  ft.  10  in, 
inside  di- 
mensions. 


Height. 


5  ft.  7  in. 
from  floor 
to  ceiling, 
inside. 


6  ft.   2  in 
inside. 


5  ft.  4  in. 
inside  di- 
mensions. 


6  ft.  4  in. 


5  ft.  4  in. 
and  5  ft.  7 
in. 


Siseof 

Spaces  for  admitting 

Air  and  Light. 


-  -  On  one  side  of 
carriage,  2  feet  high 
by  1  foot  6  £  inches 
broad;  on  the  other 
side,  the  two  panes 
of  glass  are  each  1 2  J 
inches  by  7  J  inches, 
and  the  space  above 
these  panes  for  air, 
which  is  furnished 
with  shutters  opening 
at  pleasure,  is  18  J 
inches  broad  by  6 
inches  high. 


-  Four  windows,  each 
2  feet  x  10  inches; 
four  ventilators,  each 
2  feet  3  inches  by  1  J 
inch  ;  two  openings 
in  doors,  each  1  foot 
8  J  inches  x  1  foot 
9}  inches. 

-  -  1  foot  8  inches  by 

2  feet  3  inches  in  car- 
riage No.  1,  and  3 
feet  6  inches  by  2  feet 

3  inches  for  carriage 
No.  2,  inside  dimen- 
sions. 


-  -  Windows  for  air 
and  light  in  each  door, 
1 7 inches  x  14 inches; 
windows  for  light  only, 
13  inches  x  12  inches. 


Situations  of 

Spares  for  admitting 

Air  and  Light. 


-  -  On  both  sides  of  the 
carriage,  on  the  upper  part 
of  doors.  There  are  three 
doors  on  each  side  of  the 
carriage. 


-  -  Two  windows,  with 
ventilators  above  them,  on 
each  side,  and  a  sash  open- 
ing in  each  door. 


At  the  sides 


-  -  In  doors,  for  air  and 
light;  in  sides,  for  light 
only. 


The  Regulations  issued  by  the  Lords  of  the  Committee  of  Privy  Council  for  Trade  are,  that  their  Lordships 

unless  it  is  capable  of  being  entirely  closed; 
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RETURNS    AND    PLANS    RELATIVE   TO    RAILWAY    CARRIAGES. 


Clause,  although  not  compelled  to  do  so  by  the  Act  7  &  8  Vict.  c.  85. 


Whether 
Glass  is  used  in 

any,  and  in 
which  Spaces. 


-  -  On  one  side 
of  the  carriage 
there  are  two 
panes  of  glass  in 
each  door,  and 
a  small  wooden 
shatter  above 
the  panes  of 
glass/  which 
open  for  ad- 
mitting air;  on 
the  other  side 
of  the  carriage 
there  are  open- 
ings in  each 
door,  which  are 
provided  with 
wooden  shutters 
that  can  be 
drawn  up  at 
pleasure  bj  the 
passengers,  so 
as  to  close  par- 
tially or  entirely 
the  openings. 

-  -  Glass  is 
used  in  the 
windows  on 
each  side. 


-  -  No  glass 
is  used. 


Hours  of  Departing 
(each  way). 


-  Glass  used 
in  all  the 
spaces;  viz. 
8  windows 
and  2  door 
windows. 


From  Forfar  • 

At  7  o'clock  A.M. 
I  past  10  A.M. 
I  before  2  p.m. 
I  past  4  p.m. 
From  Arbroath : 

At  9  o'clock  a.m. 
10  min.  past  12  noon. 


past  3  p.m. 
before  6  p.m. 


Hours  of  Arrival 
(each  way). 


At  Arbroath : 

At  12  min.  past    8 

**     „       „     11 

3     „  before  3 

22     „    past    5 

At  Forfar : 

6  min.  before  10 
18     „     past      i 

9     >,       »        4 
2     „    before  7 


Note. — The  passengers  to  and  from  intermediate  stations  have 
the  advantage  of  cheap  fares,  and  covered  third  class  passengers' 
carriages,  the  same  as  passengers  travelling  the  whole  distance. 


York     - 
Darlington 


gh.  30m.  a.m. 
6h.    om.  p.m. 


Time 

on 

the  Boad. 


Darlington    -  11  h.  30  m.  a.m. 
York    -        -     8h.  15  m.  p.m. 


-  -  Third  class  carriages  are  attached  to  every  train.  The  hours 
of  starting  are  as  follows :  from  Monday  to  Friday  inclusive, 
a.m.  8,  8  J,  9,  9 J,  10,  10},  11,  nj,  1a  noon    1  p.m.,  2,  2  J,  3, 

3i>  4»  4 h  5>  ^'7'  and  ®  J  P,M,»  an^  arr*ve  at  21  minutes  after 
the  respective  times  of  starting. 

On  Saturday  the  trains  run  every  half  hour,  12  £  p.m.  and 
1  J  p.m.  excepted,  from  8  in  the  morning  till  9  in  the  evening. 

On  Sundays  at  8, 9, 10, 10  J  a.m.  ;  1,  2, 3, 4, 5, 6, 7,  and  8  k  p.m. 

The  above  from  Newcastle  Terminus,  and  the  same  number  of 
trains  from  Shields  to  Newcastle  at  the  corresponding  half  hours. 


Manchester : 


Bolton : 


7  a.m.  and  8h.  30  m.  pm.    ,       7  h.  35m.  a.m.  &gh.  5m.  p.m. 

Bolton:  I  Manchester: 

7  a.m.  and  8  h.  15m.  p.m.     I      7h.35m.A.M.&8h.50m.p.M 


h.   m. 


12 

52 
12 
5* 

54 

8 

54 
13 


Entire  Distance 
Travelled. 


2      O 
2   15 


O  21 


o  35 


Miles. 
15 

»5 


Whether  the 
Doors  are  locked. 


-  -  The  doors  are  not 
locked. 


45 

45 


•  -  The  doors  are  not 
locked. 


-  -  The  doors  are  not 
locked. 


10 


Not  locked. 


cannot  certify  any  carriage  for  these  trains  to  be  sufficiently  protected  from  the  weather,  in  the  sense  of  the  Act, 
with  provisions  for  the  admission  of  light  and  air. 

By  order,        J).  O'Brien, 
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JUTS  OF  HMWJT  CJ8RU6ES  for  X* rOrss  Jbsseneers.  JZSJZOT/fi/j. 


ARB  ROATH  4  FORFAR    RAI LWAY . 

Third  Class-  JhrUcunentary  Carriages , 
for  30  Jhssenpers . 


SIDE      ELEVATION. 


PLAN 


REFFf 

/f.  A  .  J>oors  . 

B  B .  Openings  in,  door 

shutters,  made  to 

compUtely.  closing 

pleasure  off  pass  a 

C.  Shutter  partial?}' 

O.O.  Sea/31  /brSpassef 

The  doors  on,  th* 
oftfase  carriages 
wiffi  gttiss  —  thL 
Cfansl  trfcrft.  opetu 
offfit  carriapes.ii 
f.r.  Situs. 


TRANSVERSE        SECTION. 


SC^IJS   OT  T££T 
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PLANS  t>f  RJUWjr  CJMOi&:s  for  r'llassFassm&rs.    SESS7M.M/5/ 


BRIGHTON,  CROYDON  &  DOVER  RAILWAYS. 

Third  Class  Parliamentary  Carriages 
for  48  Jitssenpers . 


Hi 


tf 


1 


4 


HE 


SIDE        FLEVATION. 


p- 


=fr^=fr 


<*  Vw 


;     '    i         !       ^ 

/> 

h=^- 


:X^U- 


■fffr 


9E 


■  "-—•— ^ 


PLAN. 


r 


gtfe yu 


i 


REFERENCES. 

4.4 .  Openings  which  are  closed  in.  wet  weather 

by  raising  the  shatters  B.  6. 
C.C.  Ventilating  louyrc  boarding  admitting  light. 

and  air.  when  the  shutters  are  closed  which 

will  seldom  if  ever  happen  . 

D.D.  Seats  for  passengers  . 


TRANSVERSE     SECTION.  ATAA.  SCAL£  or  FKKT 


n   fi    q        i 


i        5        a 


7        s       .9       to      ii        is       <c*       14       /.•        if      n       ifi       iy       ?<> 


4I'».  i*rd*red J>v  the  House  of  Commons. tx»  b«  Printed.  27^ June, I H45. 
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2'lJJt'S  OF  7LaUfJY  C/IHHUGJiS.  for-  ST*  <7a**  fasjrevwerr.    SESSION  78J5J 


BRISTOL  A  GLOUCESTER    RAILWAY. 

Third  i'frrxs  Pari  him  enttrry  *\trrirt4/i\\\ 
for' 54  .Paxst*ri(/i'r.v  . 


HI 


SIDE        E  LEVATION. 


if 

-A 

,       £S*             -^ 



H 

7 

/ 
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h 
f 
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V 

o 

7^ 

/ 

.Z 

6 
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/ 
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HI 


HI 


PLAN. 


TRANSVERSE  SECTION. 


RE  FERENCES  . 
A '.  ftonr  . 

8.  Oprtiuiy  </iff  tit »or.  that  may  be  chureti 
by  ctts/ftt.t'    cttrftu'/tj' . 

C.C  •   h'/<*AW     H'lHttoH'J  . 

O.  D .  vlW/Ar,  capable  o-f"  ho/ Ui  tiff  (*  perron* .  hut  p*trt  ttt 
he  r**<**erve<i,  for  the  breaks  man  to  move  ttfuntt. 


sr.tr* A'  or  fEi:r 


i       i     — i 


to       n        i?      /J       14       is       m       n        in      /" 


fofSrlO  H  jt'TiO   »/!*•**  » 


•IIM    .Vv /-/../ V.i  •'/,.*  1|nii*«>  «»f  (VuijiiuiiM.io  he  ft-im.d  27*  Jun«\  Jrt  !">• 
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JUTS  0FAJBJ&r.GaRU6ES.  fer  T* Otss  Jtosserwer*.  SESSMri645. 


ARBROATH  4  FORFAR    RAILWAY. 

Third  Class-  Jhrliarnentary  Carriages, 
for  30  Jhssenpers . 


SIDE      ELEVATION. 


dHc. 


=< 


(D-cn 


T- 


7* 
PLAN 


¥ 


REFT 

/f .  A  .  Moors-  . 

0.6 .  Openings  in  doof 

aJwtters.  made  to 

completely,  ctosiru 

pleasure  of  pass 

C.  Shutter  partiaU)' 

D.D.  Seats  /or  5 pass* 

The  doors  on,  1h 
of  (fosse  carriages 
rr&h  fftcLss  —  <fc 
E.fanei  #hirfi  open, 
oftfle  carriages.i 
F.f.  Class. 


TRANSVERSE        SECTION. 


ITFT 


=T=F 


*s e 


SCAJ.JE    OT  TE£T 

I         ,1.        L 


7        6        9        io       h       h       is       H       15       \ 
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PLANS  t>f  XdllWJF 'CJXNMtXS.  for  3rd doss  Fassmprs.   SESS7/IV.  W5J 

BRIGHTON,  CROYDON  &  DOVER  RAILWAYS, 

Third  Class  farliamentary  Carriages 
Jvr  46  Ihssenpers . 


SIDE        ELEVATION. 
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u         r— qi 


1 


IN? 


I 


r^H-^^— 
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3F£ 


u 


rJH 


Pfir-i rtffi 


nzzri 


PLAN. 
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REFERENCES. 
>#./#.  Openings  whuh  are  closed  in  wet  weather 

by  reusing  the-  shutters  B.  B. 
C.C.  Ventilating  Louvre  boarding  luttnitting  light. 

and  cur.  when  the  shutters  are  dosed  which 

wUl  seldom  if  ercr  happen  . 
0.0.  Seats  for  passengers  . 


TRANSVERSE     SECTION.  ATA.B.  SCAJL£  or  FEKT 
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fLfyS  PFJLt/LhZfT  rM&lJGES.  for  JO1 'class  Atss#n/ers,  S/TSM 


GREAT  NORTH  OF  ENGLAND 


Third  Class  Ftwliamentary  Carriages 
J  or  'WTasse tigers. 


SIDE        ELEVATION 
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TRANSVERSE      SECTION 


REFI 
A.  A  .  Glass  Wintinw 
8  8  Ventilators  ab< 
C.  C  .  I'ptnmp*  in  d 
D.D .    Seat» .  earn  <x*f* 
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S  C  AL.  E    or  FBKT 

■         i         * 
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-WAY. 

rd  Class  fartiamenfary  Carriages,  N?U. 
for  40  fassenyers  . 
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ft^LVS '/»!'  JLlfltrjJ' i:-//tJtM*;/:S.  ri»r  &l7*Si r  JussiVtpers.    SKSShLY  AVJ 

LONDON*  BIRMINGHAM*  GRAND  JUNCTION  RAILWAYS, 

Third  Class  Parliamentary  larriaaes. 
jhr  40  Passengers. 
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FIG. 3 
TRANSVERSE   SECTION    AT    A    B 


REFERENCE    TO    FIG. I 

1  Shews  the  Shutters  closed  .   The  air  and  lipht  are 
adntrftaf  throttoh  the  Venetians . 

2  She**  the  Shutters  partial^  dosed  .  and  the.  Venetians 
partiaijr  opened . 

3.A.4  Shew  the  Shutters  opened  .  and  Hie  Venetians  closed  > 
with  the  croeptibn  of  the  circular  aperture. 
Xo  Glass  is  used . 

3  Luggage  Hoot  Jot* which  there  twc  3  in  the  Grand  Junction  tarnaaes/ 

REFERENCE   TO  FI0.2 

The  CoTTipurtrrhcnts  are  made  to  carry  10  2*assenpcrst 
3  on  each  side. as  shewn  6j'  the  dotted  lines-     The  space 
allotted  to  each,  is  T6  Jnches.bv  16  Inches,  heinp  more 
than  is  required  $y  the  provisions  of  the  Staae  ibaeh^ct . 
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LONDON  &  SOUTH   WESTERN    RA 


Third  (lass  liirliamenlarv  Carriages. 
Jhr  30  Passengers . 
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B.  d?  d° 
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MANCH ESTER  &  BIRMINGHAM    RAILWAY 


Third  Class  Jhrliatnentaty  Carriage*. 
Jbr  40  Passengers. 
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PLAN 


REFERENCES 
A  A  Scats,  each  accommodating  j 
£  *  fhmrs  with  (rlass  panel  oat 
D  D  Windows  in  sliding  ponds,  a 
£ .     Ventilator,  and  opening  tor  J 


TRANSVERSE    SECTION   on  line  AB 


SCALE      OF     J*EHT 
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MANCHESTER,  BOLTON  *  BURY  RAILWAY  . 

Third  Class  Parliamentary  Carriages, 
for  34  Passengers . 


fic.  1 


SIDE      ELEVATION. 


FIC. 


A 
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PLAN 


FIG.  1. 
A  A3  A. A  Glass  in  each  side,  /  in  door  tr>  slide  and,  the 
others  stationary. 
D.  One  door  en  each  side  .opening  inward. and 
fastened  with  a  spring  catch  and  drop  stuck 

FIO;  2. 

A.  A .  2  Seats  down  the,  centre  of  Carriage  . 
6.B.  '*  Seats  dnwn  each  side  of  Carriage . 
C.C.'l  Scats,  one  at  each  end . 
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MANCHESTER.  BOLTON  *  BURY  RAILWAY 

Third  Class Parliamentary'  Carnages, 
for  34  Passengers . 


FIG.  1 


SIDE      ELEVATION. 


FIC.^ 


PLAN 


FIG.  1. 
A  A3  A.A  Glass  in  each  side,  t  in  door  tv  s< 
others  stationary. 
D.  One  door  in  ecu&i  side  opening 
fastened  with  a  spring  catch  and  t 

FIG,  2. 
AA .  2  Seats  down  the  centre  of  Garr 
B.B.  'I  Seats  dnwn  each  side  of  Carria 
C.C.2  Seats. one  at  each  end  . 
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MANCHESTER  &  LEED?    RAILWAY 

Third  Class  Parliamentary  Carriages  , 
Jhr44  J*asse/u?ers. 
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FIG  .  I. 

A.  A .  On*  plcts*  in  each  door,  to  siuie  tip.  and  down 

B .  8 .  firo  gla&st&  m    each  vide .  stationary 
,    C .  A  ventilator  . 

DO.  2  doors  in    earn  side  .openino  inward,  and 

fastened  with  a  Sprint?  latch,  cgid  drop  Jhecfc 

FIG.  2. 

I 
A.  A .  2  setttjt  down  the  centre  or  tatriaoe.for  f2  p*irsmoarr  *idi  t 

B.B  .  2  feat*  down  eiich  .ride  of  farriape.for  3 passenoew       i 

C  CC  C  ■  Corner  ,*eat&.for  /  pa#.?+noer  earn 
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NEWCASTLE  &  DARLINGTON  RAILWAY. 
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REFERENCES. 


A  .  Glass  Windows. 

B    Venetians  for  the  admission,  of  air. 
not  madjt  to  open,  or  shut . 

C  .  Seats  to  hold  5  JUssrn^ttrs  e.ich 


TRANSVERSE     SECTION. 

SC^tME  or    EEET 
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NEWCASTLE  UPON  TYNE  ft,  NORTH  SHIELDS  RAILWAY. 
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NORTH    UNION   RAILWAY 

Third  Class  larliajnieritary  Carriages ; 
jbr  24  Passengers  . 
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PLAN. 


REFERENCES. 

A.  A  .  Openings  /br  air  and  light 

glass   draxrTL  up  in  the  us 

B.B.  Mc.  Seats  Ojccomrno  dating  +  pa 


TRANSVERSE      SECTION. 


SCALE    or    TT.ET. 
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SHEFFIELD  *  MANCHESTER    RAILWAY. 

Third  Class  Tarliamenta<rv  Carriages, 
for  4/?  Passengers. 
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TRAN8VERSE      SECTION 


REFERENCES 

/f  One  shutter  op&i .  and.  the    other  c/o. 

B  Shutters   <j/»evr .  arul    $t,itt*iou,s   etose*J 

C  Hatii   Wuetttvv   closed-,  art*/  bot/t  it'irut 

D.O  Seats'  for  J  /Mts^rentier^    ettrfi  ■ 

£  Section   or'  shutter  at   C  . 

F  Elevation  at'  svats  . 
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SHEFFIELD  &  MANCHESTER    RAILWAY. 

Third  CUiss  Pa?%liamentzirr  Ccwriayes , 
fot  •  40  Jhssenjpers . 
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^  <to«»  j/////At  open .  tf/»c/  /Atf    crth*r   c/o.i 
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YARMOUTH  &  NORWICH    RAILWAY, 

Third  Class  JhrUcunentary  Ccu^riages , 
Jbr  3fiJitsserujers. 
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REFERENCES  . 
^.^.  FLce<l  Venetian.  -Blinds  . 
.    3.3.  Openings  that  may  be  closed  with,  sUdbu 
1.2. 3.4. kc.  Seats  for  passengers  . 
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YORK  &  NORTH  MIDLAND  RAILWAY, 

Third  Class  Parliamentary  Carnages, 
for  40  Tasscrtoers . 
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TRANSVERSE     SECTION. 


REFERENCES. 

A  .  Spaces  far  air.  regulated  by  a  sliding  shutter. 
B.C.  Glass  panes  for  tight . 

JHl.  The  doors  open  inwards. 
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RAILWAY   COMPANIES. 


RETURN  to  an  Order  of  the  Honourable  The  Bouse  of  Commons, 
dated  6  February  1845  \—for, 


A  RETURN,  by  Name,  of  each  Railway  Company  subject  thereto  which  has 
complied  with  the  Sixth  Clause  of  the  Act  of  last  Session  for  the  Regulation 
of  Railways,  which  came  into  Operation  on  the  1st  of  November,  with  the 
Date  of  such  Compliance,  as  respects  the  Carriages  haring  Seats  and  being 
protected  from  the  Weather  for  the  Conveyance  of  Third  Class  Passengers ; 
also  a  similar  Return  of  those  which  have  not  complied  with  the  Sixth 
Clause  of  the  said  Act ;  and  specifying,  also,  the  Hours  of  the  Day  and  the 
Speed  of  the  Trains  in  each  case  respectively,  under  the  Penny-a-Mile 
Clause  ;  the  Return  further  to  show  the  Steps  taken  (if  any)  to  recover  the 
Penalties  provided  by  the  said  Act. 


(Mr.  Wallace.) 


Ordered,  by  The  House  of  Commons,  to  be  Printed* 
12  February  1845. 
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RETURN    RELATING   TO    RAILWAY   COMPANIES. 


A  RETURN,  by  Name,  of  each  Railway  Company  subject  thereto  which  has  com- 
plied with  the  Sixth  Clause  of  the  Act  of  last  Session  for  the  Regulation  of  Railways, 
which  came  into  Operation  on  the  1st  November,  specifying  the  Hours  of  Starting  of 
the  Trains  running  in  compliance  therewith,  and  the  Speed  of  such  Trains ;  with  the 
Date  of  such  Compliance,  as  respects  the  Carriages  having  Seats,  and  being  protected 
from  the  Weather. 


name  of  railways. 


Great  Western        - 
Bristol  and  Exeter 
Cheltenham  and  Great  Western 


Oxford  Branch 


M  idland  Railway 
Company  - 


Amalgamated    -  < 


Birmingham  and  Derby 
North  Midland  - 
_  Midland  Counties 
North  Union 

Bolton  and  Preston     - 


f  Eastern.  Counties,  Colchester  Line 

Amalgamated    -     Northern  and  Easterner  Cam- 
L     bridge  Line 

Bristol  and  Gloucester    - 


:}- 


Edinburgh  and  Glasgow 

Grand  Junction       - 

Lancaster  and  Preston    - 

London  and  Birmingham 

London  and  Croydon      ... 

London  and  South  Western    - 

London  and  Brighton,  aud  Shoreham 
Manchester  and  Birmingham  - 
Manchester  and  Leeds    - 
Newcastle  and  Darlington 


HOURS    OF    DEPARTURE    FROM 


H. 

7 
9 

M. 

o  a.  m.    - 
30  a,  m.    - 

London. 
Bristol. 

7 

2 

0  a.m.     - 

0  p.m.     - 

Bristol. 
Exeter. 

3 

12 

17  p.m.    - 
15  p.m.    - 

Swindon. 
Cirencester. 

12 

1 

12  p.m.    - 
35  p.m.    - 

Did  cot. 
Oxford. 

12 
3 

15  p.m.    - 
45  P-  m.    - 

Derby. 
Birmingham. 

6 
6 

50  a.  m.     - 
0  p.  ra.    - 

Leeds. 
Derby. 

u 

2 

40  a.m. 
40  p.m.    - 

Derby. 
Rugby. 

6 
6 
7 
7 

0  a.  m.l 
0  p.m./ 
30  a.  m.^i 
30  p.m./  " 

Preston. 
Parkside . 

8 
8 

5  a.m.    - 

45  a.  m.    - 

Preston. 
Bolton. 

7 
5 

45  a.m.    - 
0  p.m.     - 

Lohdon. 
Colchester. 

9 
5 

0  a.m.    - 
40  p.m.    - 

London. 
Stortford. 

9 
4 

15  a.  in.    - 
30  p.m.    - 

Gloucester. 
Bristol. 

i 
l 

30  p.m.     - 
30  p.m.     - 

Edinburgh. 
Glasgow. 

3 

6 

30  p.m.    - 
30  a.m.    - 

Birmingham. 
Liverpool. 

7 
9 

20  a.m.    - 
0  a.m.    - 

Lancaster. 
Preston. 

7 

2 

0  a.  m.    - 
30  p.m.    - 

London. 
Birmingham. 

-  -  Third-class  carriages  with  all 
the  trains. 

8 

7 
8 

0  a.  m.    - 

15  a.  m.    - 

0  a.  m.    - 

London. 
Gosport. 
Southampton. 

6 
6 

30  a.  in.    - 
35  P-m.     - 

London. 
Brighton. 

7 
3 

30  a.  m.     - 
30  p.m.    - 

Manchester. 
Birmingham. 

6 
5 

45  a.  m.    - 
40  a.  m.     - 

Manchester. 
Leeds. 

4 
li 

0  p.m.     - 
30  a.  m.    - 

Newcastle. 
Darlington. 
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RETURN   RELATING   TO   RAILWAY    COMPANIES, 


NAME    OF    RAILWAYS. 


Sheffield  and  Manchester 
South  Eastern 
Yarmouth  and  Norwich  - 
York  and  North  Midland 


HOURS    OF    DEPARTURE    FROM 


H. 

9 
11 

M. 

45  a.  m. 
25  a.  m. 

- 

Manchester. 
Woodhead. 

7 
5 

30  a.  in. 
0  p.m. 

a 

London. 
Dover. 

4 

12 

0  p.m. 
0  noon 

^ 

Norwich. 
Yarmouth. 

7 
7 

7 
7 

40  a.  m. 
30  a.  m. 
50  a.  m. 

35  a-  m- 

- 

York. 
Leeds. 
Selby. 
Normaoton. 

Speed. — An  average  rate  of  not  less  than  twelve  miles  an  hour  for  the  whole  distance  on 
the  Railway,  including  stoppages. 

Description  of  Carriages. — Seated,  and  provided  with  the  means  of  being  entirely 
closed  so  as  to  exclude  the  weather,  with  provision  for  the  admission  of  light 
and  air. 

Date  of  Compliance  as  respects  running  Carriages  provided  with  Seats,  Roofs,  and 
closed  at  the  sides  : — 1st  of  November  1844;  subject  to  modifications  in  certain  cases 
as  to  the  description  of  carriages,  with  respect  to  protection  from  the  weather,  that 
would  be  considered  satisfactory  by  the  Lords  of  the  Committee  of  Privy  Council  for 
Trade. 


The  following  are  the  Dates  of  Compliance  of  the  undermentioned  Railway  Companies,  after 
Correspondence  with  the  Board  of  Trade,  as  regards  the  whole  of  the  said  Conditions : 


Midland  Counties   - 
Eastern  Counties    - 
Bristol  and  Gloucester     - 
Grand  Junction 
London  and  South  Western 
Manchester  and  Birmingham 
Newcastle  and  Darlington 
Sheffield  and  Manchester 
South  Eastern 


14  November. 

23  November. 
8  January. 

24  December. 
16  December. 

5  December. 
8  January. 
20  January. 
1  December. 


And  in  the  case  of  the  following  Railways  the  Correspondence  has  not  been  yet  closed  as 
regards  certain  minor  details : 

Edinburgh  and  Glasgow. 
York  and  North  Midland. 


Railway  Companies  which  have  not  complied  with  the  6th  Clause  of  the  s  aid  Act. 

—  Nil.  — 


Steps  taken    to  recover  Penalties  provided  by  the  said  Act. 
—  Nil.  — 


Railway  Department,  Board  of  Trade,! 
10  February  1845.  J 


D.  O'Brien. 
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RAILWAY    PLANS. 


RETURN  to  an  Ohder  of  the  Honourable  The  House  of  Commons, 
dated  a6  February  1845  \—for9 ' 


"  A  LIST  of  the  Projected  Railways  of  which  Plans  and  Sections  have 
been  deposited  with  the  Railway  Department  of  the  Board  of  Trade, 
in  Columns,  and  under  the  following  Heads :  New  Lines,  Branch, 
Junction,  Extension,  Amalgamation,  Double  and  Single  Lines,  with  the 
Length  of  each  of  the  above  respectively ;  specifying  those  Companies 
which  propose  to  Purchase  or  Lease  other  Lines." 


(Mr.  Wallace.) 


Ordered,  by  The  House  of  Commons,  to  be  Printed, 
26  May  1845. 
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RAILWAY    TOLLS. 


RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  29  May  IB4&  ;-for, 


A  RETURN  "of  the  various  Charges  made  by  existing  Railway  Com- 
panies, for  the  Carriage  of  Passengers,  Cattle,  Coals,  and  various  kinds 
of  Merchandize ;  distinguishing,  in  Columns,  the  Charges  made,  from  the 
Maximum  Charges  authorized  by  their  respective  Acts  of  Parliament/9 


(Mr.  Wilson  Patten.) 


Ordered,  by  The  House  of  Commons,  to  be  Printed, 
4  August  1845. 


614 

Under  4  oz. 
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Google 
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LIST  OF  RAILWAY  COMPANIES. 


Arbroath  and  Forfar      -  -  -  -  p.    3 

Ardrossan    -        -        -  •  -  -p.    3 

Ballochney            -         -  -  -  -  p.    4 

Bodmin  and  Wadebridge  -  -  -  p.    4 

Bolton  and  Leigh          -  -  -  -  p.    4 

Brandling  Junction       -  -  -  -  p.    5 

Bristol  and  Gloucester  -  -  -  p.    5 

Canterbury  and  Whitstable  -  -  -  p.    5 

Chester  and  Birkenhead  -  -  -  p.    6 

Dublin  and  Drogheda   -  -  -  -  p.    6 

Dublin  and  Kingstown  -  •  -  p.    7 

*  Dundee  and  Arbroath. 

Dundee  and  Newtyle    -  -  -  -  p.    7 

Durham  and  Sunderland  -  -  -  p.    7 

Eastern  Counties           -  -  -  -  p.    8 

Edinburgh  and  Dalkeith  -  -  -  p.    8 

(Leith  Branch)-        -  -  -  -  p.    9 

Edinburgh  and  Glasgow  -  -  -  p.    9 

Edinburgh,  Leith,  and  Granton  -  -  p.    9 

Glasgow  and  Garnkirk  •  -  -  p.  10 

Glasgow,  Paisley,  and  Ayr  -  -  -  p.  10 

Glasgow  and  Paisley,  Joint  •  -  -  p.  1 1 

Grand  Junction    -        -  -  -  -p.  11 

Great  North  of  England  -  -  -  p.  11 

Great  Western      -        •  -  •  -  p.  12 

Hartlepool            -         -  -  -  -  p.  12 

Hayle          -         -        -  -  -  -  p.  12 

Lancaster  and  Preston  -  -  -  p.  13 

Leicester  and  Swannington  *  -  -  p.  13 

Liverpool  and  Manchester  -  -  -  p.  13 

Llanelly p.  13 


London  and  Birmingham       -  -  -  p.  1 4 

London  and  Black  wall           -  -  -  p.  15 

London  and  Brighton    -         -  -  -  p.  Id 

London  and  Croydon    -        -  -  -  p.  15 

London  and  South  Western   •  -  -  p,  15 

Manchester  and  Birmingham  -  -  p.  16 

Manchester,  Bolton,  and  Bury  -  -  p.  16 

Manchester  and  Leeds            -  -  -  p.  16 

Maryport  and  Carlisle            -  -  -  p.  17 

Midland p.  17 

Monkland  and  Kirkintilloch  •  -  p.  17 

Newcastle  and  Carlisle            -  *  -  p.  18 

Newcastle  and  Darlington      -  -  -  p.  19 

Newcastle  and  North  Shields  -  •  p.  19 

Newtyle  and  Coupar  Angus  -  -  p.  19 

North  Union         -         -         -  •  -  p.  19 

Pontop  and  South  Shields      -  -  -  p.  20 

Preston  and  Wyre          -         -  -  -  p.  20 

St.  Helen's  and  Runcorn  Gap  -  -  p.  20 

*  Sheffield  and  Manchester. 

Sheffield  and  Rotherham        -  -  •  p.  21 

Slamannan  -         -         -         -  -  -  p.  21 

South  Eastern       -         -         -  -  -  p.  21 

*  Stockton  and  Darlington. 

Taff  Vale p.  21 

Ulster           -         -         -         -  -  -  p.  22 

Whitby  and  Pickering            -  -  -  p.  22 

Wilsontown,  Morningside,  and  Coltness  -  p.  23 

Wishaw  and  Coltness    -         -  -  -  p.  23 

Yarmouth  and  Norwich          -  -  -  p.  24 

York  and  North  Midland       -  -  -  p.  25 


The  following  Returns  are  given  as  they  have  been  furnished  to  the  Railway  Department  of  the 
Board  of  Trade  by  the  several  Railway  Companies  named  in  the  above  list. 

No  Returns  have  been  received  from  the  Companies  marked  * 


Board  of  Trade,  Whitehall,! 
1  August  1845.  J 


D,  O'BRIEN. 
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RETURNS    OF   CHARGES    MADE    FOR   CARRIAGE    BY    RAILWAY    COMPANIES. 
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SOUTH-EASTERN  RAILWAY  COMPANY. 


RETURN  to  an  Address  of  the  Honourable  The  House  of  Commons, 
dated  2 1  July  1845;— -for, 

"COPY  of  the  Letter  addressed  by  the  Secretary  of  State  for  the  Home  De- 
partment to  Mr.  Wray,  the  Receiver-general  of  Metropolitan  Police,  in  cbnsequence 
of  the  Report  of  a  Committee  of  this  House  upon  the  South-Eastern  Railway  Com- 
pany's Petition ;  and,  also,  a  Copy  of  the  Appointment  of  Mr.  Wray  to  the  Office  he 
holds." 


Whitehall,  1  s   M   PHILLIPPS. 

2  July  1845. J 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  22  July  1845. 


COPY  of  the  Letter  addressed  by  the  Secretary  of  State  for  the  Home  Depart- 
ment to  Mr.  Wray,  the  Receiver-general  of  Metropolitan  Police,  in  consequence  of 
the  Report  of  a  Committee  of  the  House  of  Commons  upon  the  South-Eastern  Railway 
Company's  Petition. 

Sir,  Whitehall,  19  July  1845. 

I  forward  to  you,  for  your  information,  in  the  event  of  your  not  having  already  perused 
it,  a  copy  of  the  Report  of  the  Select  Committee  appointed  by  the  House  of  Commons  to 
inquire  into  the  allegations  of  a  Petition  from  the  South-Eastern  Railway  Company ;  toge- 
ther with  the  Minutes  of  Evidence  taken  before  that  Committee. 

I  have  learnt  with  regret  from  this  Report,  that  you  were,  in  the  year  1836,  while  holding 
a  responsible  office  under  Government,  retained  as  a  paid  agent  of  a  private  company  to 
promote  the  success  of  a  Bill  introduced  into  Parliament  on  their  behalf;  and  that  you  were 
engaged  to  canvass  Members  of  the  House  of  Commons  in  favour  of  that  measure  during 
its  progress  through  Parliament 

It  now  becomes  my  duty  to  convey  to  you  my  strong  disapprobation  of  the  course  which 
you  thus  pursued.  I  do  not  think  it  necessary,  on  the  present  occasion,  to  express  any  opinion 
whether  lie  due  performance  of  the  duties  of  Receiver-general  of  Police  might  or  might  not 
have  been,  in  the  first  instance,  compatible  with  private  practice  as  a  Barrister ;  but  I  can 
entertain  no  doubt  that  your  interference,  especially  as  a  paid  agent  in  canvassing  Members, 
must  tend  to  weaken  the  confidence  of  the  public  in  the  impartiality  of  the  Government,  whose 
officer  you  are,' and  materially  to  impair  your  efficiency  in  the  performance  of  the  official 
duties  which  are  entrusted  to  you. 

I  am  informed,  that  for  some  years  past  you  have  abstained  from  accepting  any  profes- 
sional engagement  as  a  Barrister.  I  approve  of  your  having  done  so,  and  I  expect  that  for 
the  future  the  same  course  will  be  invariably  pursued  by  you. 

The  duties  of  your  office  are  onerous  and  important,  and  I  consider  it  absolutely  necessary 
that  henceforth  the  Receiver-general  of  the  Police  should  confine  himself  entirely  to  those 
duties ;  and  any  departure  from  this  rule  will  be  regarded  by  me  as  a  sufficient  ground  for 
your  removal  from  the  appointment  which  you  now  hold. 

I  am,  &c. 

John  Wray,  Esq.  (signed)        J.  JR.  G.  Graham. 

Receiver-general  of  Police. 


COPY  of  the  Appointment  of  Mr.  Wray  to  the  Office  he  holds. 

VICTOBIA  R.  ~       "~       ~ 

Victoria,  by  the  Grace  of  God  of  the  United  Kingdom  of  Great  Britain  and  Ireland 
^eSgS.  e  Falth:  T°    °Ur  M*  Mld   ******  ^hn   Wray,  J^Se, 

JfftS  the  °®ce  ?\  Pla£e  of.  Receiver  of  the  Eight  Police  Offices  is  now  vacant  by  the 
death  of  Thomas  Venables,  Esquire  ;  Now  know  ye,  that  We  have  constituted  and  appoint^ 
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and  do  by  these  Presents,  pursuant  to  the  power  vested  in  Us  by  an  Act  passed  in  the 
third  year  of  the  reien  of  his  late  Majesty  King  William  the  Fourth,  constitute  and  appoint 
you,  the  said  John  Wray,  to  be  Receiver  of  the  Eight  Police  Offices  during  Our  pleasure. 
Given  at  Our  Court  at  Kensington,  the  5th  day  of  July  1837,  in  the  first  year  of  Our 


reign. 


By  Her  Majesty's  Command, 


John  Wray,  Esq. 
Receiver  of  the  Eight  Police  Offices. 


(signed)        J.  Russell. 


VICTORIA  R. 

To  Our  trusty  and  well-beloved  John  Wray,  Esquire,  Barrister-at-Law :  Whereas  Our 
Royal  Predecessor,  King  William  the  Fourth,  did,  by  Warrant  under  his  Royal  Sign 
Manual,  bearing  date  the  seventeenth  day  of  November,  in  the  first  year  of  his  reign,  and 
pursuant  to  the  Provisions  of  the  Act  of  the  tenth  of  George  the  fourth,  chapter  forty-four, 
appoint  you,  the  said  John  Wray,  to  be  Receiver  of  the  Metropolitan  Police  District; 
Now  know  ye,  that  We  do  hereby  revoke  and  determine  the  said  appointment ;  and  know 
ye  further,  that  We,  reposing  great  confidence  in  your  ability  and  integrity,  and  being 
graciously  pleased  to  renew  the  said  appointment,  have  constituted  and  appointed,  and  do  by 
these  Presents,  in  pursuance  of  the  said  Act,  and  by  virtue  of  the  same,  constitute  and 
appoint  you,  the  said  John  Wray,  to  be  Receiver  of  the  Metropolitan  Police  District,  with 
power  to  receive  all  sums  of  money  applicable  to  the  purposes  of  the  said  recited  Act. 

Given  at  Our  Court  at  St.  James's,  the  4th  day  of  December  1837,  in  the  first  year  of 
Our  reign. 


By  Her  Majesty's  Command, 


John  Wray,  Esq. 
Receiver  of  the  Metropolitan  Police  District. 


(signed)        J.  Russell. 
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RAILWAY  DEPARTMENT,  BOARD  OF  TRADE. 


MINUTES  of  the  Lords  of  the  Committee  of  Privy  Council  for  Trade, 
relative  to  the  Constitution  and  Mode  of  Proceedings  of  the  Railwat 
Department. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  10  July  1845. 


AT  the  Council  Chamber,  Whitehall,  the  10th  July  1845; 

By  the  Right  Honourable  the  Lords  of  the  Committee  of  Privy  Council,  appointed 
for  the  consideration  of  all  matters  relating  to  Trade  and  Foreign  Plantations. 

My  Lords  read  and  considered  the  following  Minute  of  the  Lords  of  the 
Committee  of  Privy  Council  for  Trade,  dated  the  6th  August  1 844,  relative  ta 
the  Constitution  and  Mode  of  Proceedings  of  the  Railway  Department : — 

"RAILWAY  DEPARTMENT. 

"  Minute  of  the  Lords  of  the  Committee  of  Privy  Council  for  Tra,de,  rela- 
tive to  the  Constitution  and  Mode  of  Proceedings  of  the  Railway  Depart- 
ment. 

"  At  the  Council  Chamber,  Whitehall,  the  6th  August  1844; 

"  By  the  Right  Honourable  the  Lords  of  the  Committee  of  Council,  appointed  for 
the  consideration  of  all  matters  relating  to  Trade  and  Foreign  Plantations. 

"  My  Lords  read  and  considered  the  following  paragraphs  and  resolutions,  taken 
from  the  third  section  of  the  Fifth  Report  of  the  Select  Committee  of  the  House 
of  Commons  on  Railways  (1844)  :— 

"  '  In  recommending,  therefore,  that  Railway  Bills  be  submitted  to  the  Board 
of  Trade  previously  to  their  coming  under  the  notice  of  Parliament,  the  Com- 
mittee conceives  that  that  Board  (or  such  other  public  department  as  may  be 
entrusted  with  the  care  of  Railway  matters)  might  advantageously  examine  these 
Bills,  and  also  the  schemes  themselves  before  they  had  assumed  the  form  of  Bills, 
with  regard  mainly  to  the  following  subjects : 

"  '  1 .  All  questions  of  public  safety. 

"  '  2.  All  departures  from  the  ordinary  usage  of  Railway  legislation,  on  points 
where  such  usage  has  been  sufficiently  established. 

"  c  3.  All  provisions  of  magnitude  which  may  be  novel  in  their  principle,  or  may 
involve  extended  consideration  of  public  policy.  For  example,  amalgamations 
and  agreements  between  separate  companies ;  extension  of  capital ;  powers  ena- 
bling Railway  Companies  to  pursue  purposes  different  in  kind  from  those  for 
which  they  were  incorporated  ;  modifications  of  the  general  law. 

"  '  4,  Branch  and  extension  lines,  in  cases  where,  upon  the  first  aspect  of  the 
plan,  a  presumption  is  raised  that  the  object  of  the  scheme  is  to  throw  difficulties 
in  the  way  of  new,  and  probably  legitimate  enterprises, 

"  '  5.  New  schemes,  where  the  line  taken  presents  a  strong  appearance  of  being 
such  as  to  raise  the  presumption  that  it  does  not  afford  the  best  mode  of  commu- 
nication between  the  termini,  and  of  accommodating  the  local  traffic. 

"  &  6.  Cases  where  a  Bill  of  inferior  merits  may  be  brought  before  Parliament, 

and  where  a  preferable  scheme  is  in  bond  jidt  contemplation,  although  not  suffi- 
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ciently  forward  to  come  simultaneously  under  the  judgment  of  Parliament,  accord- 
ing to  its  Standing  Orders. 

"  '  7.  Any  proposed  arrangements  with  subsisting  companies  which  may  appear 
as  objectors  to  new  lines. 

"  *  The  adequate  and  satisfactory  discharge  of  their  duties  would  entail  upon  the 
Board  of  Trade  a  great  additional  amount  of  labour  and  responsibility ;  and  it  is 
the  opinion  of  the  Committee,  that  if  the  recommendations  of  this  and  of  its 
other  reports  should  be  adopted,  it  would  be  necessary  to  enlarge  the  Railway 
Department  of  that  Board,  and  to  improve  its  organization.  Upon  these  grounds, 
and  with  these  intentions,  the  Committee  have  come  to  the  following 

"  €  Resolution. — That  it  is  expedient  that  all  Railway  Bills  should  henceforward 
be  submitted  to  the  Board  of  Trade  previously  to  their  introduction  into  Parlia- 
ment ;  and  that  the  various  documents  and  other  requisite  information  connected 
with  each  project,  and,  if  necessary,  copies  of  the  plans  and  sections  of  the  line, 
shall  be  lodged  at  the  office  of  the  Board  of  Trade  at  such  periods  as  may  afford 
sufficient  opportunity  for  their  examination.9 

"  My  Lords  read  and  considered  the  heads  of  several  clauses  of  the  Railways 
Bill  (now  awaiting  the  Royal  Assent)  which  relate  to  the  functions  of  this  depart- 
ment. 

"  My  Lords  read  the  letter  of  Mr.  Lefevre  to  Sir  George  Clerk,  dated  the  2d 
instant,  in  which  it  is  proposed  that  provision  should  be  made  for  the  appointment 
Of  two  secretaries  to  the  Railway  Department  of  this  Board,  and  of  an  assistant 
inspector,  and  the  reply  of  the  5th  instant,  in  which  is  stated  the  approval  of 
these  arrangements  by  the  Lords  of  the  Treasury. 

"  My  Lords  are  of  opinion  that  they  are  not  competent,  without  the  aid  of  time 
and  experience,  to  lay  down  definite  and  sufficient  rules  for  the  future  practice  of 
the  Railway  Department  of  this  Board  ;  but  they  have  decided  upon  the  following 
general  instructions  (subject,  of  course,  to  reconsideration  hereafter,  if  in  any 
particulars  tbey  should  be  found  inapplicable  or  inconvenient)  with  respect  to— 

"  1.  The  constitution  of  a  Board  for  the  purpose  of  transacting  Railway 
business. 

"  2.  The  preparation  of  minutes  and  reports. 

"  3.  The  provisions  to  be  made  for  obtaining  adequate  and  early  infor- 
mation. 

"  1 .  My  Lords  are  of  opinion  that  for  the  adequate  and  satisfactory  discharge  of 
the  duties  which,  as  is  now  proposed,  will  devolve  upon  this  Committee,  it  is  desi- 
rable that  a  distinct  Board  should  be  constituted  in  the  department  for  the  despatch 
of  Railway  business,  and  that  such  business  shall  be  settled  by  written  minutes, 
in  the  same  manner  as  the  ordinary  business  of  this  Committee. 

"  The  president  or  the  vice-president  of  the  Committee  will  act  as  the  head  of  this 
Board,  and  the  remaining  members  of  it  will  act  as  his  advisers  in  all  its  transac- 
tions, and  subject  to  his  controlling  authority. 

"  The  ordinary  members  of  the  Board  will  be,  besides  the  inspector-general,  and 
in  his  absence,  the  assistant-inspector,  the  superintendent  and  the  joint  secretaries. 

"  2.  Every  minute  of  the  Board  upon  a  Railway  scheme,  and  every  report  upon 
a  Railway  Bill,  to  have  the  signatures  of, 

"  Firstly,  the  president  or  vice-president  of  this  Committee  ;  and, 

"  Secondly,  three  members  of  the  Board,  one  of  whom  at  least  to  be  an  engineer- 
ing officer  of  the  department. 

"  As  respects  minutes  upon  Railway  schemes,  to  be  made  before  the  Bills  for 
giving  effect  to  them  are  framed,  my  Lords  direct  that  whenever  the  department  has 
formed  an  intention  to  prepare  such  a  minute,  whether  upon  the  application  of 
parties  or  otherwise,  notice  shall  be  given  of  that  intention  in  the  Gazette,  for  the 
information  of  those  whom  it  may  concern. 

"  My  Lords  direct  that  in  such  notice  shall  be  stated,  as  nearly  as  may  be,  the 
points  into  which  inquiry  is  to  be  made  in  connexion  with  the  proposed  line  of 
Railway.  No  such  minute,  unless  of  a  preliminary  or  provisional,  nature,  shall  be 
signed  until  six  weeks  after  such  notice.  Every  such  minute  shall  be  published 
forthwith  in  the  Gazette ;  and  every  such  minute  shall  be  laid  on  the  table  of  both 
Houses  of  Parliament  14  days  after  the  opening  of  the  Session. 

c<  Reports 


Digitized  by 


Google 


MINUTE:— RAILWAY  DEPARTMENT,  BOARD  OF  TRADE.  3 

"  Reports  to  Parliament  on  Railway  Bills  shall  be  made  within  14  days,  if  there 
shall  have  been  previous  report  on  the  schemes  embodied  in  them  respectively ; 
and  at  all  events  within  six  weeks  at  the  furthest  from  the  receipt  of  any  such  Bill. 

"  3.  As  regards  the  measures  to  be  taken  for  obtaining  early  and  regular  infor- 
mation respecting  Railway  Bills  and  Railway  projects  before  they  have  assumed 
the  form  of  Bills. 

"  Adverting  to  the  Resolutions  already  adopted  by  the  House  of  Commons  on  the 
19th  July,  and  to  those  which  it  is  the  intention  of  the  Vice-president  to  propose 
for  adoption  in  the  House  of  Lords,  and  also  to  the  provisions  contained  in  the 
Joint-stock  Companies9  Registration  and  Regulation  Bill,  which,  if  that  Bill  shall 
become  law,  will  ensure  the  deposit  in  a  public  office,  under  the  superintendence  of 
this  Department,  of  all  documents  made  public  by  the  promoters  of  any  such 
joint-stock  undertaking  as  may  be  formed  subsequently  to  the  passing  of  the  Act, 
my  Lords  are  of  opinion  that  there  will  be  adequate  security  for  their  being 
duly  apprised,  from  time  to  time,  of  the  origin  and  progress  of  future  Railway  pro- 
jects up  to  the  periods  of  the  presentation  of  the  Bills. 

"  To  make  similar  provision  for  their  subsequent  stages,  before  the  passing  of  the 
Acts  of  Incorporation,  my  Lords  will  cause  to  be  addressed  to  all  the  Parliamentary 
Agents  the  circular  hereto  annexed  (A). 

"  As  regards  Railway  projects  already  announced  to  the  public  during  the  present 
year,  and  now  in  existence,  but  not  having  assumed  the  form  of  law,  my  Lords 
direct  a  list  to  be  prepared  of  these,  and  the  circular  letter  (B.)  hereto  annexed  to 
be  addressed  to  the  solicitors  or  other  leading  promoters  of  them." 


Having  adverted  to  the  various  important  changes  which  have  been  effected  by 
the  House  of  Commons  during  the  present  Session,  in  the  constitution  and  pro- 
ceedings of  the  Select  Committees  appointed  to  consider  the  provisions  of  Railway 
Bills ;  and  considering  that  this  altered  state  of  circumstances  appears  to  render 
it  unnecessary  that  the.  Railway  Department  should  continue,  in  pursuance  of  the 
recommendation  of  the  Select  Committee  on  Railways  of  1 844,  to  submit  to  Par- 
liament reports  on  the  comparative  merits  of  Railway  schemes,  my  Lords  are  of 
opinion  that  it  is  desirable  to  make  certain  alterations  in  the  form  of  the  Railway 
Department,  and  in  the  Rules  for  conducting  Railway  business. 

1 .  My  Lords  are  of  opinion  that  the  distinct  Board  constituted  by  the  Minute 
of  6th  August  1844,  should  be  discontinued,  and  that  all  Railway  business  should 
thereafter  be  transacted  by  the  Lords  of  the  Committee  of  Privy  Council  for  Trade, 
in  the  same  manner  as  the  ordinary  business  of  this  Committee. 

2.  All  such  Railway  business,  however,  shall  be  transacted  by  proceedings  dis- 
tinct from  the  ordinary  business  of  the  Committee.  The  despatch  of  Railway  busi- 
ness shall  be  conducted  by  separate  written  Minutes,  and  the  directions  and 
decisions  of  the  Lords  of  the  Committee  shall  be  carried  into  effect  by  the  several 
officers  of  the  Railway  Department. 

3.  Reports  will  not  hereafter  be  prepared  for  Parliament,  conveying  the  opinion 
of  the  Lords  of  this  Committee  on  the  merits  of  any  Railway  project,  or  on  the 
comparative  merits  of  competing  schemes. 

4.  But  in  order  that  my  Lords,  with  a  view  to  guarding  the  public  interest,  may 
have  at  all  times  an  accurate  knowledge  of  the  objects  of  the  various  Railway  schemes, 
and  of  the  extent  of  the  powers  which  the  promoters  desire  to  obtain,  my  Lords 
direct  that  the  proper  steps  should  be  taken  for  submitting  to  the  two  Houses  of  Par- 
liament the  necessity  of  adopting  resolutions  requiring  the  promoters  of  the  various 
schemes  to  deposit,  as  heretofore,  at  the  Board  of  Trade,  a  copy  of  the  plans,  sec- 
tions, &c.  It  would  also  be  expedient  that  they  should  be  required  to  deposit, 
concurrently  with  their  plans  and  sections,  a  sketch  of  the  proposed  lines,  on  an 
Ordnance  map  of  England,  or  on  a  scale  equal  to  such  Ordnance  map,  and  also  a 
written  statement,  containing  a  description  of  the  Railway,  its  course,  its  advan- 
tages, its  proposed  fares  and  charges,  and  the  principal  provisions  of  the  Bill 
which  they  intend  to  introduce.  It  would,  further,  be  desirable  that  the  promoters 
should  deposit,  as  heretofore,  with  the  Board  of  Trade,  a  copy  of  the  Bill,  as  well 
as  of  such  amendments  as  may  be  made  during  its  progress. 

5.  If  upon  examination  of  any  Railway  Bill,  it  should  seem  expedient  to  the 
Lords  of  this  Committee  to  draw  the  attention  of  Parliament  to  its  provisions,  or 
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to  circumstances  connected  with  it,  my  Lords,  after  the  commencement  of  the 
Session,  mid  from  time  to  time  as  they  may  see  fit,  will  direct  a  Report  to  be  pre- 
pared jacpptxjingly.    Such  Report  shall  have  reference  to  the  following  subjects : 

ist  u  All  questions  of  public  safety. 

2d,  "  All  departures  from  the  ordinary  usage  of  Railway  legislation,  where  such 
usage  has  been  sufficiently  established. 

3d.  "  All  provisions  of  magnitude  which  may  be  novel  in  their  principle,  or  may 
involve  extended  consideration  of  public  policy ;"  for  example,  "  Amalgamation  and 
agreements  between  separate  companies ;  extension  of  capital ;  powers  enabling 
Railway  Companies  to  pursue  purposes  different  in  kind  from  those  for  which  they 
were  incorporated  ;  modifications  of  the  general  law  ;"  also  fares  and  charges,  and, 
generally,  all  points  connected  with  the  Sills  to  which  my  Lords  may  think  it  right, 
on  public  grounds,  to  draw  the  attention  of  Parliament,  Such  Report  shall  be  signed 
by  the  President  or  Vice-President  of  this  Committee,  but  it  shall  in  no  case 
pronounce  an  opinion  on  the  actual  or  comparative  merits  of  any  Railway  schemes, 

6.  My  Lords  direct  that  the  Annual  Report  of  the  Officers  of  the  Railway  De- 
partment to  the  Lords  of  the  Committee  of  Privy  Council  for  Trade  shall  be  laid, 
as  heretofore,  on  the  table  of  both  Houses  of  Parliament. 

The  rules  which  my  Lords  have  now  laid  down  for  the  transaction  of  Railway 
business  will  be  subject  to  reconsideration  hereafter,  if,  from  further  change  of 
circumstances  or  otherwise,  they  should  be  found  inapplicable  or  inconvenient. 
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RAILWAYS. 


COPIES  of  Minutes  of  the  Railway  Department  of  the  Board  of 
Trade  upon  Projected  Railway  Schemes  which  have  been  made  and 
published  in  the  Gazette,  up  to  17  February  1845. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  18  February  1845* 


Council  Chamber,  Whitehall, 
24th  December  1844. 

AT  a  Meeting  of  the  Railway  Board ; 

present: 

The  Earl  of  Dalhousie. 

Mr.  Laing.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Captain  Coddington. 

My  Lords  proceeded  to  consider  the  different  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  into  the  district 
comprising  the  counties  of  Cornwall  and  Devon,  viz. 

The  Cornwall  and  Devon  Central  Railway. 

The  Cornwall  Railway  (Plymouth  to  Falmouth). 

The  Great  Western  and  Cornwall  Junction  Railway. 

The  West  Cornwall  Railway. 

The  St.  Ives  Junction  Railway. 

The  North  Devon  Railway  (Crediton  to  Barnstaple). 

The  Exeter  and  Crediton  Railway. 

The  Torquay  and  Newton  Abbott  Railway. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Cornwall  Railway  (Plymouth  to  Falmouth). 

The  West  Cornwall  Railway  (up  to  the  Junction  with  the  Cornwall  Railway), 

The  St.  Ives  Junction  Railway, 

Against 

The  Cornwall  and  Devon  Central. 

The  Grept  Western  and  Cornwall  Junction  Railway. 

And  recommending  the  postponement  until  a  future  period  of 

The  North  Devon  Railway  (Crediton  to  Barnstaple). 

The  Exeter  and  Crediton. 

The  Torquay  and  Newton  Abbott  Railway. 
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Council  Chamber,  Whitehall, 
31st  December  1844. 

AT  a  Meeting  of  the  Railway  Board ; 

present  : 

The  Earl  of  Dalhousie. 

Mr.  Laing.  I  Mr.  Porter. 

Mr.  O'Brien.  J  Captain  Coddington. 

My  Lords  proceeded  to  consider  the  different  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  districts  of 
Berkshire,  Hampshire,  Wiltshire,  Dorsetshire,  Somersetshire,  and  Devonshire, 
lying  intermediate  between  the  Great  Western,  Bristol  and  Exeter,  and  London 
and  South  Western  Railways,  viz. 

The  Reading,  Basingstoke,  and  Hungerford  Railway  (Great  Western). 

The  Wilts  and  Somerset  Railway. 

The  Bristol  and  Exeter  (Durston  and  Yeovil  Branch). 

The  Southampton  and  Dorchester  Railway. 

The  Basingstoke  and  Didcot  Junction  Railway  (London  and  Southwestern). 

The  London  and  South  Western  (Salisbury  to  Yeovil). 

The  London  and  South  Western  (Hook  Pit  Deviation). 

The  Salisbury,  Dorchester,  and  Weymouth  Railway. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deli- 
berated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Reading,  Basingstoke,  and  Hungerford  Railway  (Great  Western). 

The  Wilts  and  Somerset  Railway ;  subject  to  the  condition  of  applying  to 

Parliament  in  a  future  Session  for  an  improved  line  of  communication 

towards  Bath  and  Bristol. 
The  Bristol  and  Exeter  (Durston  and  Yeovil  Branch). 
The  Southampton  and  Dorchester  Railway. 

And  against 

The  Basingstoke  and  Didcot  Junction  Railway  (London  and  South  Western). 
The  London  and  South  Western  (Salisbury  to  Yeovil). 
The  London  and  Southwestern  (Hook  Pit  Deviation). 
The  Salisbury,  Dorchester,  and  Weymouth  Railway. 


Council  Chamber,  Whitehall, 
14th  January  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  different  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  to  Portsmouth,  viz. 

The  Brighton  and  Chichester  (Portsmouth  Extension). 
The  Direct  London  and  Portsmouth. 

The  Guilford,  Chichester,  Portsmouth  and  Fareham  Branch. 
The  London  and  Portsmouth  (with  Branches  to  Shoreham  Bridge,  Fareliam, 
and  Reigate). 
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My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
hereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Guilford,  Chichester,  Portsmouth  and  Fareham  Branch. 
And  against  the 

Brighton  and  Chichester  (Portsmouth  Extension). 
Direct  London  and  Portsmouth. 

London  and  Portsmouth  (with  Branches  to  Shoreham  Bridge,  Fareham,  and 
Reigate). 


Council  Chamber,  Whitehall, 
14th  January  1845. 


AT  a  Meeting  of  the  Railway  Board ; 


present  : 
The  Earl  of  Dalhousie. 


Major-General  Pasley. 
Mr.  O'Brien. 


Mr.  Porter, 
Mr.  Laing. 


My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  Metropolitan 
District,  viz. 

The  Epsom  and  Dorking. 

The  Grosvenor  Railway. 

The  Great  Western  (Uxbridge  and  Staines  Junction). 

The  London  and  Brighton  (Wandsworth  Branch), 

The  London  and  Croydon  (Dorking  Branch). 

The  London  and  Brighton  (Dorking  Branch). 

The  London  and  South  Western  (Epsom  Branch). 

The  Metropolitan  Central  Junction. 

The  Metropolitan  Extension  of  the  London  and  South  Western. 

The  Richmond  and  West  End  Junction. 

The  South  London  and  Windsor. 

The  South  Eastern,  and  Branch  to  Reigate  and  Dorking. 

The  Staines  and  Richmond. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Metropolitan  Extension  of  the  London  and  South  Western. 
The  Richmond  and  West  End  Junction. 
The  Staines  and  Richmond. 

And  against  the 
Grosvenor  Railway. 

Great  Western  (Uxbridge  and  Staines  Junction). 
London  and  Brighton  (Wandsworth  Branch). 
London  and  South  Western  (Epsom  Branch). 
Metropglitan  Central  Junction. 

South  „3*don  and  Windsor. 

,  re* 

And  recommending  the  postponement  until  a  future  period  of  the 
Epsom  and  Dorking. 
London  and  Croydon  (Dorking  Branch). 
London  and  Brighton  (Dorking  Branch). 
South  Eastern  Branch  (Reigate  to  Dorking). 
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Council  Chamber,  Whitehall, 
16th  January  1845. 


AT  a  Meeting  of  the  Railway  Board ; 


Major-General  Pasley. 
Mr.  O'Brien. 


PRESENT : 

The  Earl  of  Dalhousie. 

Mr.  Porter. 
Mr.  Laing. 


My  Lords  proceeded  to  consider  the  several  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  district  of 
North  Kent,  and  in  the  districts  of  Kent  and  Sussex,  intermediate  betweeii  the 
South  Eastern  and  Brighton  Railways,  viz. 

The  Central  Kent  Railway. 

The  London  and  Croydon  (Orpington  Branch). 

The  London  and  Maidstone. 

The  London  and  Ashford. 

The  London,  Chatham,  and  Chilham. 

The  London,  Chatham,  and  Gravesend. 

The  London,  Chatham,  and  North  Kent. 

The  Rye,  Tenterden,  and  Headcorn. 

The  South  Eastern  (Maidstone  to  Rochester). 

The  South  Eastern  (Tunbridge  to  Hastings,  Rye,  and  St.  Leonards). 

The  South  Eastern   (Branches  to  Deal  and  Walmer,  and  Extension  and 

Deviation  at  Margate). 
The  South  Eastern  (Ashford  to  Hastings). 
The  South  Eastern  (Headcorn  to  Rye). 
The  South  Eastern  (Hungerford  Bridge  to  Tunbridge  and  Paddock  Wood, 

and  Branches). 
The  South  Eastern  (North  Kent),  Hungerford  Bridge  to   Chilham,  with 

Branch  to  Sheerness,  and  Branch  to  connect  Greenwich  and  Woolwich. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

South  Eastern  (Maidstone  and  Rochester). 

South  Eastern  (Branches  to  Deal  and  Walmer,  and  Extension  and  Deviation 
at  Margate). 

South  Eastern  (Ashford  to  Hastings). 

South  Eastern  (Hungerford  Bridge  to  Tunbridge  and  Paddock  Wood,  and 
Branches). 

South  Eastern  (North  Kent),  Hungerford  Bridge  to  Chilham,  with  Branch 
to  Sheerness ;  subject  to  any  modifications  which  may  appear  to  be  de- 
sirable for  the  Naval  and  Military  establishments  of  the  country,  and 
reserving  consideration  of  the  Branch  to  connect  Greenwich  and  Woolwich. 

And  against  the 

Central  Kent. 

London  and  Croydon  (Orpington  Branch). 

London  and  Maidstone. 

London  and  Ashford. 

London,  Chatham,  and  Chilham. 

London,  Chatham,  and  Gravesend. 

London,  Chatham,  and  North  Kent. 

Rye,  Tenterden,  and  Headcorn. 

South  Eastern  (Tunbridge  to  Hastings,  Rye,  and  St.  Leonards) ;  with  the 

exception  of  so  much   of  the  line  as  lies  between  between  Tunbridge 

and  Tunbridge  Wells. 
South  Eastern  (Headcorn  to  Rye). 
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Council  Chamber,  Whitehall, 
24th  January  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  j  Mr.  Porter. 

Mr.  O'Brien.  |  Mr,  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  completing  the  eastern  line  of  Railway  communication 
to  Scotland,  viz. 

The  Northumberland  Railway,  with  Branch  from  Berwick  to  Kelso. 

The  Newcastle  and  Berwick  Railway,  with  Branch  from  Berwick  to  Kelso. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  report  be  made  to  Parliament  in  favour  of 

The  Newcastle  and  Berwick  Railway,  with  Branch  to  Kelso. 

And  against  the 

Northumberland  Railway,  with  Branch  from  Berwick  to  Kelso. 


Council  Chamber,  Whitehall, 
24th  January  J  845. 


AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  I  Mr.  Porter- 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  districts  of 
Norfolk  and  Suffolk,  viz. 

The  Bury  and  Ipswich  Railway. 

The  Diss,  Beccles,  and  Yarmouth. 

The  Diss  and  Colchester. 

The  Direct  East  Dereham  and  Norwich. 

The  Diss  and  Colchester  (Redham  and  Loddon  Branches). 

The  Eastern  Counties  (Colchester  and  Bury  Extension). 

The  Ipswich  and  Norwich  Extension. 

The  Lynn  and  Ely. 

The  Lynn  and  East  Dereham. 

The  London  and  Norwich  Direct. 

The  Norwich  and  Brandon  (Diss  and  Dereham  Branches.) 

The  Wells  and  Thetford. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Bury  and  Ipswich. 

Ipswich  and  Norwich  Extension. 

Lynn  and  Ely. 

Against  the 

Diss  and  Colchester. 

Eastern  Counties  (Colchester  and  Bury  Extension). 

London  and  Norwich  Direct. 

Norwich  and  Brandon  (Diss  Branch). 

Wells  and  Thetford. 
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And  recommending  the  postponement  until  a  future  period  of  the 

Direct  East  Dereham  and  Norwich. 

Norwich  and  Brandon  (Dereham  Branch). 

Lynn  and  East  Dereham. 

Diss,  Beccles,  and  Yarmouth. 

Diss  and  Colchester  (Redham  and  Loddon  Branches). 


Council  Chamber,  Whitehall, 
24th  January  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie.  1 
Major-General  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  for  extending  Rail* 
way  communication  to  the  north  and  north-west  of  Ireland,  viz. 

The  Belfast  and  Ballymena  Railway. 

The  Dublin  and  Belfast  Junction,  with  Branch  to  Drogheda  and  Kells. 

The  Dublin  and  Drogheda  (Howth  Branch). 

The  Dundalk  and  Enniskillen. 

The  Great  North  Western  (Irish). 

The  Northern  Railway,  Inland  line  (Armagh  to  Dublin). 

The  Newry  and  Enniskillen. 

The  Ulster  Railway  Extension,  from  Portadown  to  Armagh. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Belfast  and  Ballymena. 

Dublin  and  Belfast  Junction,  with  Branch  to  Drogheda  and  Kells, 

Dublin  and  Drogheda  (Howth  Branch). 

Ulster  Extension,  Portadown  to  Armagh. 

And  of  the 

Dundalk  and  Enniskillen  (with  the  exception  of  the  Monaghan  Branch). 

Newry  and  Enniskillen  (with  the  exception  of  the  portion  of  the  line  between 
Newry  and  Armagh) ;  subject  to  equitable  arrangements  for  the  construc- 
tion and  joint  use  of  the  line  between  Enniskillen  and  Clones,  common  to 
the  two  schemes,  and  also  for  improving  the  Railway  communication  by 
the  Belfast  Junction  line  to  Newry,  and  for  securing  due  facilities  to  the 
Newry  traffic. 

And  against  the 

Great  North  Western  (Irish). 

Northern  Railway,  Inland  Line  (Armagh  to  Dublin). 


Council  Chamber,  Whitehall, 
31st  January  1845, 


At  a  Meeting  of  the  Railway  Board  ; 

present : 
The  Earl  of  Dalhousie. 


Major-General  Pasley. 
Mr.  O'Brien. 


Mr.  Porter. 
Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  south  and 
south-west  of  Ireland,  viz. 

The 
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The  Cork  and  Bandon. 

The  Dublin,  Carlow,  and  Wexford. 

The  Dublin,  Wexford,  Waterford,  and  Carlow. 

The  Dublin  and  Wicklow. 

The  Great  Southern  and  Western  (Cork  and  Limerick  Extension). 

The  Great  South  Western  (Ireland)  Direct. 

The  Kilkenny  Junction. 

The  Waterford  and  limerick- 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Cork  and  Bandon. 

Great  Southern  and  Western  (Cork  Extension  only). 

Waterford  and  Limerick ;  (subject,  as  regards  the  portion  of  the  line  between 
Limerick  and  the  junction  with  the  Great  Southern  and  Western  Extension 
line,  to  equitable  arrangements  for  securing  to  the  Great  Southern  and 
Western  Company  full  accommodation  for  the  purposes  of  the  Limerick 
traffic  going  in  the  direction  of  Dublin  and  Cork.) 

Against  the 

Great  South  Western  (Ireland)  Direct. 

And  recommending  the  postponement  until  a  future  period  of  the 

Dublin,  Carlow,  and  Wexford. 
Dublin,  Wexford,  Waterford,  and  Carlow. 
Dublin  and  Wicklow. 
Kilkenny  Junction. 


Council  Chamber,  Whitehall, 
31st  January  1845. 

AT  a  Meeting  of  the  Railway  Board  ; 

present : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  Manchester 
and  Leeds  district,  viz. 

The  Barnsley  Junction. 

The  Leeds  and  Bradford  Extension  to  Skipton  and  Colne. 

The  Leeds  and  West  Riding  Junction. 

The  Leeds,  Dewsbury,  and  Manchester. 

The  Manchester  and  Leeds  (Heywood  and  Oldham  Extensions). 

The  Manchester  and  Leeds  (Burnley  Branch). 

The 'Manchester,  Bury,  and  Rossendale  (Heywood  Branch). 

The  West  Yorkshire. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Barnsley  Junction. 

Leeds  and  Bradford  Extension  to  Skipton  and  Colne. 

Leeds  and  West  Riding  Junction. 

Manchester  and  Leeds  (Heywood  and  Oldham  Extensions). 

Manchester  and  Leeds  (Burnley  Branch). 
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And  against  the 

Leeds,  Dewsbury,  and  Manchester. 

Manchester,  Bury,  and  Rossendale  (Heywood  Branch). 

West  Yorkshire. 


Council  Chamber,  Whitehall^ 
31st  January  1845. 


AT  a  Meeting  of  the  Railway  Board  ; 


present : 
The  Earl  of  Dalhousie. 


Major-General  Pasley. 
Mr.  O'Brien. 


Mr.  Porter. 
Mr.  Laing. 


My  Lords  proceeded  to  consider  the  Churnet  Valley  Railway  scheme,  from 
Macclesfield  to  Tamworth  and  Derby,  with  a  Branch  to  the  Potteries. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the  said 
scheme. 


Council  Chamber,  Whitehall, 
4th  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present  : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  J  Mr.  Porter, 

Mr.  O'Brien.  j  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  Worcester 
and  Wolverhampton  district,  and  in  the  district  intermediate  between  the 
London  and  Birmingham  and  Great  Western  Railways,  viz. 

The  Birmingham  and  Gloucester  (Wolverhampton  line). 

The  Birmingham  and  Gloucester  (Deviation  line). 

The  London,  Worcester,  Rugljy,  and  Oxford  Railway,  with  an  Extension  front 

Worcester  to  Dudley  (narrow  gauge). 
The  Oxford  and  Rugby  (wide  gauge). 
The  Oxford,  Worcester,  and  Wolverhampton  (wide  gauge). 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Birmingham  and  Gloucester  (Deviation  line). 

The  London,  Worcester,  Rugby,  and  Oxford  Railway,  with  an  Extension  from* 
Worcester  to  Dudley  (narrow  gauge). 
And  against 

The  Birmingham  and  Gloucester  (Wolverhampton  Line). 

Oxford  and  Rugby  (wide  gauge). 

Oxford,  Worcester,  and  Wolverhampton  (wide  gauge). 
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Council  Chamber,  Whitehall, 
7th  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  South  Wales  and 
Herefordshire,  viz. 

The  South  Wales  Railway. 

The  Monmouthshire  and  Hereford  Railway  (Great  Western). 

The  Newport  and  Pontypool. 

The  Gloucester  and  Dean  Forest. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 
South  Wales  Railway. 
Monmouth  and  Hereford  (Great  Western). 
Newport  and  Pontypool. 

And  against  the 

Gloucester  and  Dean  Forest  Railway. 


Council  Chamber,  Whitehall, 
7th  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  *  J  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with 
the  Railway  Department,  for  extending  Railway  communication  to  Shrewsbury, 
viz. 

The  Shrewsbury,  W  olverhampton,  Dudley  and  Birmingham  Railway. 

The  Shrewsbury  and  Wolverhampton  (Grand  Junction). 

The  Shrewsbury  and  Stafford. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Shrewsbury,  Wolverhampton,  Dudley  and  Birmingham. 

And  against  the 

Shrewsbury  and  Wolverhampton  (Grand  Junction). 
Shrewsbury  and  Stafford. 
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Council  Chamber,  Whitehall, 
7th  February  1845. 


AT  a  Meeting  of  the  Railway  Board ; 


Major-General  Pasley 
Mr.  O'Brien, 


PRESENT : 

The  Earl  of  Dalhousie. 

Mr.  Porter. 
Mr.  Laing. 


My  Lords  proceeded  to  consider  the  Waterford  and  Kilkenny  Railway 
scheme. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the  said 
scheme. 


Council  Chamber,  Whitehall, 
11th  February  1845. 

AT  a  Meeting  of  the  Railway  Board  ; 

present: 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  Bolton,  Wigan,  and  Liverpool  Railway 
scheme. 

* 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the  said  scheme. 


Council  Chamber,  Whitehall, 
11th  February  1845. 

AT  a  Meeting  of  the  Railway  Board; 

PRESENT : 

The  Earl  of  Dalhousie. 

Major-General  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  by  the  Liverpool  and  Manchester  Railway  Company, 
viz. 

The  Patricroft  and  Clifton  Branch. 
The  St.  Helen's  and  Rufford  Branch. 
The  Parkside  Branch. 
The  Extensions  into  Liverpool. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Patricroft  and  Clifton  Branch. 

The  Parkside  Branch. 

The  Extensions  into  Liverpool. 
And  against 

The  St.  Helen's  and  Rufford  Branch. 

Council 
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Council  Chamber,  Whitehall, 
11th  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

TheEarl  of  Dalhousie. 

Major-General  Pasley.  J  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  Trent  Valley  Railway  scheme. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  a  Report  be  made  to  Parliament  in  favour  of  the  said 
scheme. 
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RETURN  to  an  Order  of  the  Honourable  The  House  of  Commons, 
dated  19  June  1845;—; for, 


COPIES  "  of  Minutes  of  the  Railway  Department  of  the  Board  of 
Trade,  upon  Projected  Railway  Schemes,  which  have  been  made 
and  published  in  the  Gazette,  from  the  17th  day  of  February  to  the  10th 
day  of  June  1845." 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  20  June  1845. 


Council  Chamber,  Whitehall, 
18  February  1845. 

AT  a  Meeting  of  the  Railway  Board  ; 

present  '. 

The  Earl  of  Dalhousie. 

Major-general  Pasley,  I  Mr.  Porter, 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  Scotland,  viz. 

The  Clydesdale  Junction  Railway. 

The  Caledonian, 

The  Edinburgh  and  Glasgow  (Stirling  Branch). 

The  Edinburgh  and  Hawick. 

The  Glasgow,  Dumfries,  and  Carlisle. 

The  Scottish  Central. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Clydesdale  Junction. 
The  Caledonian. 
The  Edinburgh  and  Hawick. 
The  Scottish  Central. 

And  against 

The  Edinburgh  and  Glasgow  (Stirling  Branch). 
The  Glasgow,  Dumfries,  and  Carlisle. 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Gazette  of 
the  18th  February  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend,  in  those  cases  where  the  Report  is  favourable,  such  con- 
ditions and  modifications  as  may  appear  necessary  when  the  details  of  the 
Bills  for  carrying  such  schemes  into  effect  come  under  consideration. 
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Council  Chamber,  Whitehall, 
21  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-general  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with 
the  Railway  Department,  for  extending  Railway  communication  to  the  West  of 
Ireland,  viz. 

The  Great  Western  (Ireland)  Railway,  Dublin  to  Mullingar,  &c. 
The  Great  Western  (Ireland)  Railway,  Alternative  line. 
The  Great  Western  (Ireland)  Railway,  Extension  Line. 
The  Irish  Great  Western,  Dublin  to  Galway. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Irish  Great  Western,  Dublin  to  Galway. 

And  against  the 

Great  Western  (Ireland)  Railway,  Dublin  to  Mullingar,  &c. 
Great  Western  (Ireland)  Railway,  Alternative  line. 
Great  Western  (Ireland)  Railway,  Extension  line. 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Gazette  of 
the  21st  February  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend,  in  those  cases  where  the  Report  is  favourable,  such  con- 
ditions and  modifications  as  may  appear  necessary  when  the  details  of  the  Bills 
for  carrying  such  schemes  into  effect  come  under  consideration. 


Council  Chamber,  Whitehall, 
21  February  1845. 

AT  a  meeting  of  the  Railway  Board ; 

present : 
The  Earl  of  Dalhousie. 

Major-general  Pasley.  I  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  the  North  and 
North  West  of  Ireland,  viz. 

The  Londonderry  and  Enniskillen. 
The  Londonderry  and  Coleraine. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Londonderry  and  Enniskillen. 

And  against  the 

Londonderry  and  Coleraine. 

My 
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My  Lords  direct  that  notice  of  this  decision  he  inserted  in  the  Gazette  of  the 
21st  February  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend,  in  the  case  where  the  Report  is  favourable,  such  condi- 
tions and  modifications  as  may  appear  necessary  when  the  details  of  the  Bill 
for  carrying  such  scheme  into  effect  comes  under  consideration. 


Council  Chamber,  Whitehall, 
21  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-general  Pasley.  J  Mr.  Porter. 

Mr.  O'Brien.  j  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  Railway  schemes,  deposited 
with  the  Railway  Department,  viz. 

The  Blackburn,  Burnley,  and  Accrington  Extension. 
The  Blackburn,  Darwen,  and  Bolton. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the  said 
schemes. 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Gazette  of 
the  21st  February  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend  such  conditions  and  modifications  as  may  appear  neces- 
sary when  the  details  of  the  Bills  for  carrying  such  schemes  into  effect  come 
under  consideration. 


Council  Chamber,  Whitehall, 
28  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 
The  Earl  of  Dalhousie. 

Major-general  Pasley.  I  Mr.  Porter. 

Mr,  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  in  Scotland,  viz. 

The  Aberdeen,  , 

The  Dundee  and  Perth. 

The  Edinburgh  and  Northern. 

The  Scottish  Midland. 

The  Glasgow,  Barrhead,  and  Neilston. 

The  Glasgow  and  Ayr  (Barrhead  and  Neilston  Branch). 
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My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deli- 
berated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of 

The  Aberdeen. 

The  Dundee  and  Perth  (Line  on  the  North  Bank  of  the  Tay). 

The  Edinburgh  and  Northern. 

The  Scottish  Midland. 

The  Glasgow,  Barrhead,  and  Neilston. 

And  againsj 
The  Glasgow  and  Ayr  (Barrhead  and  Neilston  Branch). 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Gazette  of  the 
28th  February  1845, 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprise  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend,  in  those  cases  where  the  Report  is  favourable,  such  con- 
ditions and  modifications  as  may  appear  necessary  when  the  details  of  the  Bills 
for  carrying  such  schemes  into  effect  come  under  consideration. 


Council  Chamber,  Whitehall, 
28  February  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-general  Pasley.  I  Mr.  Porter, 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  viz. 

The  Whitehaven  and  Furness  Junction. 
The  Kendal  and  Windermere. 
The  Lowestoft. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the  said 
schemes. 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Gazette  of  the 
28th  February  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords 
the  right  to  recommend  such  conditions  and  modifications  as  may  appear 
necessary  when  the  details  of  the  Bills  for  carrying  such  schemes  into  effect 
come  under  consideration. 


Council  Chamber,  Whitehall, 
11  March  1845. 


AT  a  Meeting  of  the  Railway  Board ; 
present : 

The  Earl  of  Dalhousie. 


Major-general  Pasley. 
Mr.  O'Brien. 


Mr.  Porter. 
Mr.  Laing. 


M?  Lords  proceeded  to  consider  the  following  schemes  deposited  with  the 
Railway  Department,  for  extending  Railway  communication  between  London 
and  York,  and  in  the  intermediate  districts,  to  the  east  of  the  pres  ent  line  of 
Railway,  viz. 

The 
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The  Barnsly  and  Goole. 

The  Bedford  and  London  and  Birmingham. 

The  Cambridge  and  Lincoln. 

The  Direct  Northern. 

The  Eastern  Counties  (Cambridge  and  Huntingdon). 

The  Eastern  Counties  (Ely  and  Lincoln  Extension). 

The  Eastern  Counties  (Brandon  and  Peterborough  Deviatioi 

The  Eastern  Counties  (Hertford  and  Biggleswade  Junction) 

The  Ely  and  Lincoln. 

The  Goole  and  Snaith. 

The  Great  Grimsby  and  Sheffield. 

The  Hull  and  Gainsborough. 

The  London  and  York. 

The  Lincoln,  York,  and  Leeds. 

The  Midland  Railway  (Syston  to  Peterborough). 

The  Midland  Railway  (Nottingham  and  Lincoln). 

The  Midland  Railway  (Swinton  to  Lincoln). 

The  Rotherham,  Bawtay,-  and  Gainsborough. 

The  Sheffield  and  Lincolnshire. 

The  Tottenham  and  Farringdon-street  Extension. 

The  Wakefield,  Pontefract,  and  Goole. 

The  York  and  North  Midland  and  Doncaster. 

The  York  and  North  Midland  and  Goole. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  h 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour 

The  Bedford,  London,  and  Birmingham. 

The  Cambridge  and  Lincoln. 

The  Direct  Northern  (as  to  the  portion  between  Lincoln  an< 

The  Eastern  Counties  (Brandon  and  Peterborough  Deviatio 

The  Eastern  Counties  (Hertford  and  Biggleswade  Junction). 

The  Great  Grimsby  and  Sheffield, 

The  Midland  Railway  (Syston  and  Peterborough). 

The  Midland  Railway  (Nottingham  and  Lincoln). 

The  Midland  Railway  (Swinton  to  Lincoln,  as  to  the  portion 

and  Doncaster). 
The  Tottenham  and  Farringdon-street  Extension. 
The  Wakefield,  Pontefract,  and  Goole. 

And  against  the 

Barnsly  and  Goole. 

Direct  Northern  (as  to  the  portion  between  Lincoln  and  Loi 

The  Eastern  Counties  (Cambridge  and  Huntingdon). 

The  Eastern  Counties  (Ely  and  Lincoln  Extension). 

Ely  and  Lincoln. 

Goole  and  Snaith. 

Hull  and  Gainsborough. 

London  and  York. 

Lincoln,  York,  and  Leeds. 

Midland  Railway  (Swinton  to  Lincoln,  as  to  the  portion  be 

and  Lincoln). 
Rotherham,  Bawtry,  and  Gainsborough. 
Sheffield  and  Lincolnshire. 
York  and  North  Midland  and  Doncaster. 
York  and  North  Midland  and  Goole. 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  tl 
1  lth  March  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  writ 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving 
right  to  recommend,  in  those  cases  where  the  Report  is  favo 
ditions  and  modifications  as  may  appear  necessary  when  the  dc 
for  carrying  such  schemes  into  effect  come  under  consideratioi 
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Council  Chamber,  Whitehall, 
21  March  1*45* 

AT  a  Meeting  of  the  Railway  Board; 

PRESENT : 

The  Earl  of  Dalhousie. 

Major-general  Pasley.  J  Mr.  Porter. 

Mr.  O'Brien.  |  Mr.  Laing. 

My  Lords  proceeded  to  consider  the  following  Railway  schem«  deposited 
with  the  Railway  Department,  viz. 

The  Aberdare. 

Brighton,  Lewes,  and  Hastings  (Keymer  Branch). 

Cockermouth  and  Workington. 

Dunstable,  London,  and  Birmingham. 

Erewash  Valley. 

Manchester,  Sheffield,  and  Midland  Junction. 

Newark  and  Sheffield. 

North  Wales  Mineral  Railway  (Extension). 

Preston  and  Wyre  (Lytham  and  Blackpool  Branches). 

Shrewsbury,  Oswestry,  and  Chester. 

Sunderland,  Durham,  and  Auckland. 

Wear  Valley. 

Ely  and  Bedford. 

Launcestdn  and  Tavistock. 

South  Devon  and  Tavistock. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Aberdare. 

Brighton,  Lewes,  and  Hastings  (Keymer  Branch). 

Cockermouth  and  Workington. 

Dunstable,  London,  and  Birmingham. 

Erewash  Valley. 

Manchester,  Sheffield,  and  Midland  Junction. 

Newark  and  Sheffield. 

North  Wales  Mineral  Railway  (Extension). 

Preston  and  Wyre  (Lytham  ana  Blackpool  Branches). 

Shrewsbury,  Oswestry,  and  Chester. 

Sunderland,  Durham,  and  Auckland. 

Wear  Valley* 

And  recommending  the  postponement  until  a  future  period  of  the 

Ely  and  Bedford. 
Launceston  and  Tavistock. 
South  Devon  and  Tavistock. 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Qaastte  of 
the  21st  March  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend,  in  those  cases  where  the  Report  is  favourable,  such  con- 
ditions and  modifications  as  may  appear  necessary  when  the  details  of  the  Bills 
for  carrying  such  schemes  into  effect  come  under  consideration. 
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Council  Chamber,  Whitehall, 
25  March  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present : 

The  Earl  of  Dalhousie. 

Major-general  Paslev.  I  Mr.  Porter. 

Mr.  O'Brien.  "  | 

My  Lords  proceeded  to  consider  the  following  Railway  schemes  deposited 
with  the  Railway  Department,  viz. 

The  Eastern  Counties  (Brandon  and  Peterborough  Deviation). 
West  London  (Thames  Extension). 
,  Newcastle  and  Darlington  and  Brandling  Junction  Extension. 
Ashton,  Staley  Bridge,  and  Liverpool  Junction  (Ardwick  Extension). 
Manchester  South  Junction  and  Altrincham. 
Manchester  and  Birmingham  (Macclesfield  Extension  and  Junction  with  the 

Sheffield  and  Manchester). 
Midland  Railway  (Darfield  to  Warsborough). 
Midland  Railway  (Darfield  to  Elscar). 
Midland  Railway  (Cherit  to  Horbury). 
Midland  Railway  (Oakenstraw  to  Wakefield). 
Midland  Railway  (Ambergate  to  Crich). 
London  and  Brighton  (Horsham  Branch). 
Harwich  Railway  and  Pier. 
Richmond  (Yorkshire)  Railway. 
Hull  and  Bridlington  Branch. 
Middlesborough  and  Redcar. 
Dartford  and  Romford. 

Eastern  Counties  (Cambridge  and  Bury  St  Edmund's  Extension). 
West  London  (Knightsbridge  Extension). 

Ashton,  Staley  Bridge  and  Liverpool  Junction  (Guide  Bridge  Extension). 
Kentish  Coast  Railway. 
Huddersfield  and  Manchester. 
Harwich  Railway. 
Harwich  and  Colchester. 
Ipswich  and  Harwich. 
Colchester  Junction. 
Harrowgate  and  Ripon  Junction. 
Leeds  and  Thirsk. 
York  and  North  Midland  and  Harrowgate. 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  deliberated 
thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Eastern  Counties  (Brandon  and  Peterborough  Deviation). 

Newcastle  and  Darlington  and  Brandling  Junction  Extension. 

West  London  (Thames  Extension). 

Ashton,  Staley  Bridge,  and  Liverpool  Junction  (Ardwick  Extension). 

Manchester  South  Junction  and  Altrincham. 

Manchester  and  Birmingham  (Macclesfield  Extension  and  Junction  with 

the  Sheffield  and  Manchester). 
Midland  Railway  (Darfield  to  Warsborough). 
Midland  Railway  (Darfield  to  Elscar). 
Midland  Railway  (Cherit  to  Horbury). 
Midland  Railway  (Oakenstraw  to  Wakefield). 
Midland  Railway  (Ambergate  to  Crich). 
London  and  Brighton  (Horsham  Branch). 
Harwich  Railway  and  Pier. 
Richmond  (Yorkshire)  Railway. 
Hull  and  Bridlington  Branch, 


Middlesborough  and  Redcar. 
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And  against  the 

Dartford  and  Romford. 

Eastern  Counties  (Cambridge  and  Bury  St.  Edmund's  Extension). 

West  London  (Knightsbridge  Extension). 

Ashton,  Staley  Bridge,  and  Liverpool  Junction  (Guide  Bridge  Extension). 

Kentish  Coast  Railway. 

Huddersfield  and  Manchester. 

Harwich  Railway. 

Harwich  and  Colchester. 

Ipswich  and  Harwich. 

And  recommending  the  postponement  until  a  future  period  of  the 

Colchester  Junction. 

Harrowgate  and  Ripon  Junction. 

Leeds  and  Thirsk. 

York  and  North  Midland  and  Harrowgate. 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Gazette  of  the 
25th  March  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend,  in  those  cases  where  the  Report  is  favourable,  such  condi- 
tions and  modifications  as  may  appear  necessary  when  the  details  of  the  Bills 
for  carrying  such  schemes  into  effect  come  under  consideration. 


Council  Chamber,  Whitehall, 
27  March  1845. 

AT  a  Meeting  of  the  Railway  Board ; 

present  : 
The  Earl  of  Dalhousie. 

Major-general  Pasley.  j  Mr.  Porter, 

Mr.  O'Brien.  | 

My  Lords  proceeded  to  consider  the  following  Railway  schemes  which  have 
been  deposited  with  the  Railway  Department,  viz. 

Birkenhead,  Manchester,  and  Cheshire  Junction. 

Chester  and  Birkenhead  Extension. 

Blackburn  and  Preston  (Alterations,  Extensions,  and  Branch). 

Coventry,  Bedworth,  and  Nuneaton. 

Eastern  Counties  (Finsbury  Extension). 

Huddersfield  and  Sheffield  Junction. 

Lancaster  and  Carlisle  (Deviation  in  the  Parish  of  Kendal). 

Lancaster  and  Carlisle  (Branch  to  Newcastle  and  Carlisle  Railway). 

Ditto  (Scotforth  to  Slyne). 

Newcastle-upon-Tyne  and  North  Shields  (Tynemouth  Extension  and  New 

Quay  Branch). 
North  Union  Extension  to  the  River  Ribble. 

Sheffield  and  Rotherham  (Branch  to  the  Sheffield  and  Manchester  Railway). 
Norwich  and  Brandon  (Extension  into  Norwich). 
York  and  North  Midland  (Bridlington  Branch). 
Liverpool  and  Manchester  (Rainforth  and  Liverpool  Branch). 
Chester  and  Preston  Brook. 

Eastern  Counties  (Thames  Junction  and  North  Woolwich). 
Great  North  of  England,  Clarence  and  Hartlepool  Junction  (Extension  and 

Branches). 
Grand  Junction  (Friar's  Park  to  Dudley  Branch). 
J^ondon  and  Gravesend  (yid  North  Woplwich). 

Liverpool, 
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Liverpool,  Ormskirk,  and  Preston. 

Southport  and  Euxton. 

Preston  Brook  and  Runcorn  Junction. 

Epping. 

Grand  Junction  (Potteries  Branch). 

My  Lords,  with  the  several  Members  of  the  Railway  Board,  having  delibe- 
rated thereon,  resolve  that  Report  be  made  to  Parliament  in  favour  of  the 

Birkenhead,  Manchester,  and  Cheshire  Junction. 

Chester  and  Birkenhead  Extension* 

Blackburn  and  Preston  (Alterations,  Extensions,  and  Branch). 

Coventry,  Bedworth,  and  Nuneaton. 

Eastern  Counties  (Finsbury  Extension). 

Huddersfield  and  Sheffield  Junction. 

Lancaster  and  Carlisle  (Deviation  in  Parish  of  Kendal). 

Ditto  (Branch  to  Newcastle  and  Carlisle  Railway). 

Ditto  Scotforth  to  Slyne. 

Newcastle-upon-T)me  and  North  Shields  (Tynemouth  Extension  and  New 

Quay  Branch). 
North  Union  Extension  to  the  River  Ribble. 

Sheffield  and  Rotherham  (Branch  to  the  Sheffield  and  Manchester  Railway). 
Norwich  and  Brandon  (Extension  into  Norwich). 
York  and  North  Midland  (Bridlington  Branch). 

And  against  the 

Liverpool  and  Manchester  (Rainforth  and  Liverpool  Branch). 

Chester  and  Preston  Brook. 

Eastern  Counties  (Thames  Junction  and  North  Woolwich). 

Great  North  of  England  (Clarence  and  Hartlepool  Junction,  Extension,  and 

Branches). 
Grand  Junction  (Friar's  Park  to  Dudley  Branch). 
London  and  Gravesend  (vid  North  Woolwich). 

And  recommending  the  postponement  until  a  future  period  of  the 

Liverpool,  Ormskirk,  and  Preston. 

Southport  and  Euxton. 

Preston  Brook  and  Runcorn  Junction. 

Epping. 

Grand  Junction  (Potteries  Branch). 

My  Lords  direct  that  notice  of  this  decision  be  inserted  in  the  Gazette  of 
the  27th  March  1845. 

My  Lords  further  direct  that  letters  be  simultaneously  written  to  the  agents 
of  the  said  several  schemes  to  apprize  them  thereof,  reserving  to  my  Lords  the 
right  to  recommend,  in  those  cases  where  the  Report  is  favourable,  such  con- 
ditions  and  modifications  as  may  appear  necessary  when  the  details  of  the  Bills 
for  carrying  such  schemes  into  effect  come  under  consideration. 
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RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  proposed  Amalgamations  of  Railways. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  7  May  1846. 


Railway  Department,  Board  of  Trade, 
Whitehall,  7  May  1845. 

Thk  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had  under  con- 
sideration various  Bills  for  carrying  into  effect  the  amalgamations  of  certain  Rail- 
way Companies,  now  proceed,  in  conformity  with  the  recommendation  contained 
in  tbe  Fifth  Report  of  the  Select  Committee  of  the  House  of  Commons  on 
Railways,  that  this  Board  might  advantageously  examine  Bills  with  regard  to, 
"  8.  All  provisions  of  magnitude  which  may  be  novel  in  their  principle,  or  may 
involve  extended  considerations  of  public  policy;  for  example,  amalgamations 
and  agreements  between  separate  Companies,  extensions  of  capital, '  &c,  to 
submit  the  following  Report  for  the  consideration  of  Parliament. 

We  may  premise  that  under  the  term  "  Amalgamation  Bills/'  we  include  all 
applications  to  Parliament  for  powers  either  to  consolidate  the  stocks  of  two  or 
more  independent  Railway  Companies,  or  to  authorize  the  purchase  or  leasing  of  one 
Railway  by  the  proprietors  of  another,  or  in  any  other  way  to  transfer  the  control 
and  management  of  a  Railway  from  the  hands  of  the  Company  to  whom  it  was 
originally  entrusted  by  Parliament,  to  those  of  another  Company,  constituted  for 
different  purposes. 

Hitherto  Bills  of  this  description  have  usually  been  brought  forward  as  un- 
opposed Bills,  and  have  passed  through  Parliament  without  much  discussion  ;  but 
now  amalgamations  are  proposed  to  be  carried  to  so  great  an  extent,  that  we 
venture  to  suggest  for  the  consideration  of  Parliament,  whether  such  extensive 
transfers,  not  only  of  property,  but  of  powers  and  privileges,  conferred  by  the 
Legislature,  ought  any  longer  to  be  treated  as  matters  of  course,  involving  only 
the  private  interests  of  tbe  Companies  seeking  to  make  tbem. 

It  is  true  that  in  many  Railway  Acts  clauses  have  been  introduced,  authorizing 
Railway  Companies  to  lease  their  tolls  ;  but  this  was  done  under  the  impression 
then  entertained  by  the  Legislature  that  other  persons  might  place  and  run  other 
engines  and  carriages  on  the  line  upon  payment  of  certain  tolls  to  the  Company 
for  the  use  of  their  line ;  on  which  subject  the  Select  Committee  of  the  House  of 
Commons  in  1.839  stated  in  their  Second  Report : 

"  The  intention  of  Parliament  in  this  respect  cannot,  however,  be  carried  into 
effect  in  the  way  contemplated  by  the  Legislature,  for  it  is  obvious  that  the  pay- 
ment of  legal  tolls  is  only  a  very  small  part  of  the  arrangement  which  is  necessary 
to  open  railroads  to  public  competition. 

"  The  safety  of  the  public  also  requires,  that  upon  every  Railway  there  should 
be  one  system  of  management,  under  one  superintending  authority,  which  should 
have  the  power  of  making  and  of  enforcing  all  regulations  necessary  for  the  pro- 
tection of  passengers,  and  for  duly  conducting  and  maintaining  this  new  mode  of 
communication.  On  this  account  it  is  necessary  that  the  Company  should  possess 
a  complete  control  over  their  line  of  road,  although  they  should  thereby  acquire 
an  entire  monopoly  of  the  means  of  communication.  But  if  these  extensive 
powers  are  to  be  granted  to  private  Companies,  it  becomes  most  important  that 
they  should  be  so  controlled  as  to  secure  the  Public,  as  far  as  possible,  from  any 
abuse  which  might  arise  under  this  irresponsible  authority."  The  Select  Com- 
mittee appointed  in  1840  state  in  tbeir  Report: 

"  At  the  time,  however,  when  the  first  Acts  by  which  the  sanction  of  Parliament 
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was  given  to  any  extensive  lines  of  Railway  communication,  the  subject  was  im- 
perfectly understood ;  powers  were  consequently  conceded  to  these  Companies 
which  counteracted  and  rendered  of  no  avail  the  evident  purposes  of  the  Le- 
gislature." 

The  monopolies  thus  on  every  side  acknowledged  to  exist,  and  necessarily  so, 
are  at  present  sought  to  be  transferred ;  and  as  they  were  conferred  by  Parliament 
under  a  misapprehension  of  the  effect  which  they  would  produce,  now  that  they 
are  again  brought  before  the  Legislature,  a  certain  revision  of  the  facts  bearing  on 
each  case  seems  to  be  desirable,  in  order  to  ascertain  how  far  the  interests  of  the 
Public,  as  well  as  of  the  proprietors  of  the  respective  Railways,  are  likely  to  be 
affected,  before  sanctioning  measures  of  such  importance  as  the  proposed  amal- 

famations.  It  may  be  sufficient  to  refer  to  one  instance,  in  order  to  show  that  the 
'ublic  have  an  interest  in  the  question  of  amalgamations  frequently  not  less  than 
in  that  of  the  rejection  or  sanction  of  proposed  new  schemes.  The  Leeds  and 
Selby  Railway  having  been  sold  to  the  York  and  North  Midland  Railway  Com- 
pany, has,  in  consequence  of  the  sale,  for  many  years  been  rendered  useless  to  the 
Public,  after  a  large  capital  had  been  expended,  and  an  extensive  interference 
with  private  rights  and  property  had  been  sanctioned,  on  the  faith  of  the  assurance 
contained  in  the  preamble  of  the  Bill,  that  the  undertaking  would  be  of  great 
public  benefit.  Several  similar  cases  are  referred  to  by  the  Select  Committee  on 
Railways  of  last  Session,  in  their  Fifth  Report,  which  fully  bear  out  their  state- 
ment, that  "  these  important  questions  of  principle  have  been  treated  slightly  and 
superficially  :  that  the  demands  of  Companies  have  not  been,  and  scarcely  could 
have  been  scrutinized,  unless  there  were  opposing  parties  in  the  field ;  and  that 
there  have  been  many  such  demands  not  resisted  by  any  particular  interests,  which 
nevertheless  it  would  have  been  important  to  sift  and  investigate  in  the  interest  of 
the  Public." 

With  the  increasing  complication  of  interests  and  multiplication  of  Railways, 
competing  or  partially  competing  with  one  another,  it  is  perfectly  manifest  that 
similar  instances  to  those  quoted  by  the  Committee  may  frequently  occur  where 
it  would  be  for  the  direct  pecuniary  interest  of  a  Railway  Company  to  sell  its  line 
to  a  powerful  neighbour  with  a  view  to  its  being  wholly  or  partially  shut  up.  What- 
ever may  be  the  amount  of  advantage  to  the  Public  likely  to  ensue  from  com- 
petition, there  can  be  no  reasonable  expectation  of  realizing  such  advantage  if  an 
unlimited  power  is  conceded  to  Railway  Companies  of  forming  permanent  and  in- 
dissoluble combinations  against  the  Public  the  very  first  moment  when  they  dis- 
cover that  monopoly  may  be  more  profitable  than  competition ;  accordingly  we 
suggest  for  the  consideration  of  Parliament  that  general  and  unlimited  powers  of 
granting  or  accepting  a  sale  or  lease  of  a  Railway  or  Canal  by  another  Railway  or 
Canal  Company,  or  of  otherwise  merging  the  independence  of  one  Company  in 
another,  should  not  be  allowed  to  be  inserted  in  any  Bill ;  and  that  when  such 
powers  are  applied  for  in  any  specific  instance,  they  should  only  be  granted  after 
a  full  consideration  of  the  probable  results  as  regards  the  interests  of  the  Public  as 
well  as  of  the  parties. 

With  regard  to  this  latter  point,  we  apprehend  that  nothing  would  be  more 
difficult  than  to  lay  down  any  general  principle  by  which  all  amalgamation  cases 
might  be  decided,  and  that  careful  discrimination  is  required  in  each  particular 
instance. 

It  is  certain  that,  in  many  cases,  the  Public  as  well  as  the  Companies  themselves 
may  derive  benefit  from  the  amalgamation  of  Railways ;  and  that  the  tendency  of 
Railway  experience  during  the  last  few  years  has  been  to  show  that  many  dis- 
advantages result  from  the  existence  of  small  independent  links  and  portions  of 
continued  lines  of  communication  and  of  systems  which  the  necessities  of  the 
traffic  require  to  be  worked  under  one  uniform  management. 

Experience  has  shown  that  lines  of  short  length  are  generally  worked  at  great 
disadvantage;  and  the  saving  of  expense  that  results  from  the  consolidation 
of  establishments  is  another  reason  why  amalgamation  is  frequently  calculated  to 
add  to  the  pecuniary  prosperity  of  the  Companies,  upon  which  the  efficient  work- 
ing of  their  lines  and  the  liberality  of  their  system  towards  the  Public  depend. 
For  this  reason  the  amalgamation  of  short  independent  links  and  branches,  and  of 
unprofitable  lines,  with  others'  of  larger  extent  and  in  more  prosperous  circum- 
stances, may  often  be  beneficial  to  the  Public.  Another  and  even  more  important 
consideration  is,  that  the  full  development  of  the  traffic  upon  a  system  of  Railways 
often  depends  very  materially  upon  the  existence  of  an  uniform  system  of  manage- 
ment 
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ment  and  unity  of  interest  over  a  considerable  extent  of  line.  For  instance,  to  take 
the  important  point  of  the  carriage  of  coals :  experience  has  shown  that  coals 
may  frequently  be  carried  with  a  profit  upon  a  large  scale,  and  where  the  average 
rate  of  haulage  per  mile  is  reduced  by  the  trains  being  run  for  considerable  dis- 
tances, at  rates  not  exceeding  1  d.  or  £  d.  per  ton  per  mile,  or  even  lower ;  and  we 
have  repeatedly  had  occasion  to  refer  to  the  great  benefits  to  all  classes  of  the. 
community  which  appear  likely  to  result  from  this  circumstance ;  but  it  is  manifest 
that  if  the  Railway  Company  upon  whose  line  the  pits  are  situated  has  to  hand 
over  the  trains  after  a  few  miles'  run  to  another  Company,  with  which  it  has  no 
connexion,  it  may  not  be  thought  worth  its  while  to  increase  its  stock  of  engines, 
or  to  incur  the  trouble  and  expense  of  providing  for  a  large  mineral  traffic  for  the 
sake  of  the  small  proportion  of  receipts  that  would  fall  to  its  share :  also  the 
existence  of  any  one  link  upon  the  line  of  communication  between  the  coal  field 
and  the  consumer,  the  proprietors  of  which  might  not  think  proper  to  come  into 
the  general  arrangement,  would  in  many  cases  effectually  prevent  the  possibility 
of  bringing  a  cheaper  article  into  competition. 

This  is  only  one  instance  of  what  holds  good  to  a  greater  or  less  extent  in  regard 
to  the  transport  of  every  description  of  goods  and  merchandize.  In  regard  to 
passengers  also,  serious  inconveniences  have  frequently  resulted  from  the  conflict 
of  interest  and  want  of  uniformity  of  system  among  independent  Companies.  Tho 
more  obvious  of  these  evils  are  those  in  which  attempts  have  been  made  by  Com- 
panies holding  one  portion  of  a  great  line  of  communication,  to  extract  an  undue 
charge,  by  compelling  passengers,  who  may  have  arrived  at  their  terminus  in 
gecond  or  third  class  carriages,  either  to  wait  or  to  proceed  in  carriages  of  a  more 
expensive  class.  Even  first  class  passengers  also  have  been  often  subjected  to 
delay  and  inconvenience  in  changing  carriages,  luggage,  &c.  upon  the  journey, 
owing  to  the  same  cause ;  and  it  may  be  safely  assumed  that  the  more  complete 
the  unity  of  interest  and  management  throughout,  the  more  satisfactory  and  effi- 
cient are  likely  to  be  the  arrangements  in  regard  to  all  traffic  that  has  to  pass  over 
more  than  one  line,  unless  where  some  counter  interest  exists,  which  may  tend  to 
interfere  with  the  natural  and  legitimate  working  of  the  traffic  to  the  greatest 
advantage. 

On  the  other  hand  it  is  evident,  that  to  allow  amalgamation,  may,  in  many 
cases,  be  to  sanction  and  confirm  monopoly,  and  to  hand  over  important  interests 
and  districts  to  the  control  of  a  single  Company.  To  a  certain  extent  this  may  be 
met  by  inserting  provisions  for  securing  a  moderate  tariff,  a  periodical  right  of 
purchase  and  revision,  and  such  other  guarantees  as  were  recommended  by  the 
Select  Committee  of  last  Session  in  their  Report,  or  as  may  appear  necessary,  in 
the  Acts  authorizing  the  amalgamation ;  and  it  certainly  appears  to  us  that  reason- 
able guarantees  of  this  description  might  properly  be  required  whenever  any  amal- 
gamation is  allowed  which  gives  much  additional  power  and  security  to  an  existing 
Company. 

But  even  with  the  most  stringent  securities  that  could  be  devised,  we  must  not 
conceal  from  ourselves  that  the  amalgamation  of  powerful  Railway  interests  is 
calculated  to  deprive  the  Public  of  a  great  proportion  of  those  checks  which  have 
hitherto  operated  most  powerfully  in  protecting  them  against  the  evils  incidental 
to  monopoly.  The  principal  of  such  checks  has  been  the  fear  of  new  and  com- 
peting lines,  and  the  chance  of  seeing  such  lines  brought  forward  has  often 
depended  very  much  on  the  existence  of  neighbouring  Companies  in  a  state  of 
independence,  and  often  of  rivalry.  In  fact,  one  of  the  principal  motives  to  amal- 
gamation among  existing  Rail*  ay  Companies,  has  been  to  obtain  mutual  security 
against  competing  lines  or  branches ;  and,  without  great  precaution,  there  is  reason 
to  fear  that  the  effect  of  allowing  such  amalgamations  might  often  be  either  to 
impede  the  formation  of  new  Railways  where  they  were  really  required,  or  to 
make  the  interests  of  existing  Railway  Companies,  rather  than  those  of  the  district 
to  be  accommodated,  the  condition  by  which  the  direction  of  such  new  lines  was 
determined. 

Instances  of  this  might  easily  be  quoted,  as  also  of  the  necessity  of  caution 
in  sanctioning  permanent  amalgamations,  on  account  of  the  relations  of  the 
Companies  proposing  to  amalgamate,  having,  in  a  short  time,  undergone  a  complete 
revolution ;  so  that  if  an  amalgamation  between  them  had  been  sanctioned  during 
their  short  period  of  alliance,  they  might  not  improbably  have  wished,  within  a 
few  months,  for  a  dissolution  of  the  union.      This  has  actually  taken  place  in 
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several  other  instances,  such  as  those  of  the  proposed  amalgamations  of  the  Shef- 
field and  Manchester  with  the  Midland  and  Manchester  and  Birmingham  ;  of  the 
Hull  and  Selby  with  the  Manchester  and  Leeds ;  and  of  the  Chester  and  Birken- 
head with  the  Chester  and  Holyhead ;  where  the  very  parties  who  had  entered 
into  agreements  to  amalgamate,  have,  after  a  short  time,  discovered,  or  fancied 
that  they  have  discovered,  that  their  true  interests,  as  well  as  those  of  the  Public, 
are  opposed  to  such  a  step. 

The  present  unsettled  state  of  the  Railway  system,  when  almost  every  day 
brings  forward  some  proposal  for  a  new  Railway,  or  some  new  combination  among 
existing  interests,  renders  it  peculiarly  undesirable  that  permanent  amalgamations 
should  be  precipitately  allowed,  unless  in  cases  where  the  advantage  to  the  Public 
is  perfectly  manifest. 

These  observations  apply  principally  to  the  case  of  amalgamations  between 
Railways  which  have  been  originally  projected  and  sanctioned  as  independent 
undertakings.  There  is  another  class  ot  cases  where  new  lines  are  brought  forward 
by  the  aid  of,  and  in  alliance  with  existing  Companies,  who  subscribe  a  portion 
of  the  capital,  or  guarantee  a  certain  return  upon  it,  and  take  powers  to  lease  or 
purchase  the  line  when  made.  In  such  cases  it  is  evident  that  greater  latitude 
must  be  allowed,  as  otherwise  the  inducement  to  the  existing  Company  to  support 
the  new  line  would  be  in  a  great  measure  withdrawn,  and  in  many  cases  the  under- 
taking could  not  otherwise  be  supported.  In  such  cases  it  would  appear  to  be 
fair  to  allow  an  existing  Company  promoting  a  line  sanctioned  as  an  useful  under- 
taking, in  exchange  for  a  guarantee  on  their  part  to  complete  what  they  undertake, 
to  purchase  or  amalgamate  with  themselves  such  small  lines  as  may  be  considered 
natural  branches  of  the  parent  line,  and  to  lease,  for  a  long  period,  such  larger 
schemes  as  they  may  have  promoted. 

Where  such  new  schemes,  however,  are  of  sufficient  magnitude  to  support 
themselves  independently,  and  are  not  so  intimately  connected  with  the  parent 
line,  as  to  be  necessarily  worked  along  with  it,  it  may  in  some  cases  be  advisable 
to  make  some  provision  for  the  existence  of  a  degree  of  independence  and  local 
management  in  the  new  concern  ;  and  also  for  limiting  the  period  during  which 
the  union  of  interest  is  to  exist  without  the  necessity  of  a  fresh  application  to 
Parliament. 

We  refrain,  however,  from  entering  more  particularly  upon  the  details  of  such 
cases,  since  they  are  necessarily  brought  fully  under  the  cognizance  of  the  Commit- 
tee on  each  Bill,  in  the  course  of  the  general  investigation  of  the  merits  of  the  pro- 
jected lines  which  it  is  proposed  to  amalgamate  with  existing  Companies ;  and  we 
shall  confine  our  observations  more  especially  to  those  in  which  the  amalgamation  of 
existing  independent  Companies  is  proposed,  and  in  which  the  bearings  of  the  case 
upon  public  interests  are  not  necessarily  brought  under  consideration  by  opposing 
parties. 

With  regard  to  these,  we  incline,  under  present  circumstances,  and  on  the  whole,  to 
the  opinion  that  such  amalgamations  should  only  be  allowed  where  there  is  a  natural 
and  manifest  identity  of  interest  for  public  purposes  among  the  different  portions 
of  Railway  which  seek  to  unite  into  one  whole.  For  instance,  when  two  or  more 
lines  form  continuous  portions  of  what  is  evidently,  for  permanent  public  purposes, 
one  great  line  of  communication,  or  whenever  in  fact  there  can  be  no  reasonable 
doubt  that  if  the  whole  system  were  now  proposed  for  the  first  time,  an  integral 
scheme  would  obtain  a  preference  over  separate  and  unconnected  portions,  we 
think  that  the  benefits  which  we  have  already  pointed  out  as  likely  to  ensue  from 
unity  of  management,  may  be  considered  as  sufficient  to  justify  the  sanction  of 
amalgamation  under  proper  guarantees  and  conditions. 

But  where  there  is  any  appearance  of  any  conflict  of  interest  between  the 
Companies  proposing  to  amalgamate  and  the  Public,  and  if  there  be  any  reason 
to  suspect  that  the  amalgamation  is  sought  as  a  defensive  measure  to  ward  off 
legitimate  competition,  or  to  prevent  new  and  useful  projects  from  being  brought 
forward,  it  appears  to  us  very  undesirable  that  amalgamation  should  be  permitted. 
And  even  in  cases  where  there  is  no  very  evident  interest  adverse  to  the  Public 
at  the  present  moment,  but  where  there  is  no  such  natural  identity  of  interest  as 
properly  to  unite  the  lines  proposing  to  amalgamate  into  one  whole,  we  think, 
that  having  regard  to  the  present  fluctuating  state  of  Railway  affairs,  it  would, 
generally  speaking,  be  more  prudent,  at  any  rate  for  the  present,  to  pause  before 
sanctioning  such  proposals,  and  uniting  irrevocably,  or  for  long  periods,  Com- 
panies whose  relations  to  one  another  might  in  a  few  months  have  been  entirely 
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changed,  or  which  might  be  discovered  to  have  some  unforeseen  interests  adverse 
to  those  of  the  Public. 

We  are  the  more  inclined  to  recommend  this  course,  as  no  great  evil  could  result 
from  the  postponement  of  such  amalgamations  for  a  year  or  two,  by  which  time 
further  experience  will  have  been  gained,  both  of  the  true  interests  and  relations  of 
the  Company  and  of  the  Public,  as  well  as  of  the  efficacy  of  any  legislative  pro- 
visions against  undue  monopoly.  In  the  present  state  of  experience,  it  would 
hardly  be  wise  to  trust  much  to  such  provisions,  unless  in  cases  where  they  shall 
be  seconded  by  an  obvious  coincidence  of  interest  between  the  Company  and  the 
Public. 

There  is  also  reason  to  believe,  that  many  of  the  benefits  sought  for  from  amal- 
gamation, may  be  obtained  without  unions  of  this  permanent  character  by  mileage 
arrangements,  arrangements  for  the  supply  of  locomotive  power,  and  others  of  a 
similar  description,  which  would  not  be  open  to  the  same  objections ;  and  this,  in 
our  opinion,  affords  another  reason  why,  in  cases  which  are  at  all  doubtful,  the 
more  prudent  course  would  be  to  postpone,  lor  the  present,  the  concession  of 
powers  to  carry  into  effect  lasting  amalgamations. 

We  now  proceed  to  apply  those  principles  to  some  of  the  more  important  cases 
in  which  applications  for  powers  to  effect  amalgamations  have  been  submitted  to 
Parliament. 

I.  The  proposed  Amalgamation  of  the  Grand  Junction,  Liverpool  and  Manchester, 
and  North  Union  Railway  Companies. 

In  this  case  the  principal  arguments  urged  in  favour  of  the  amalgamation  are, 
that  as  Liverpool  is  the  common  terminal  station  of  the  Railways  in  question, 
and  as  a  portion  of  the  Liverpool  and  Manchester  line  is  used  for  the  traffic  of 
the  two  other  Companies,  public  convenience  and  safety  would  be  promoted  by 
an  identification  of  interest  and  unity  of  management. 

It  is  especially  urged  that  the  union  of  capital  of  the  three  concerns  would  enable 
them  to  provide  more  effectually  for  the  wants  of  the  Public  by  extending  their 
station  accommodation  in  Liverpool,  and  giving  increased  facilities  for  ingress  and 
egress  to  and  from  the  town ;  and  it  is  said  that  a  complete  amalgamation  would 
alone  justify  them  in  incurring  the  heavy  expenditure  necessary  for  that  purpose. 

On  the  other  hand,  memorials  from  the  Chamber  of  Commerce  \)f  Manchester, 
from  the  Town  Council  of  Bolton,  from  traders  and  manufacturers  of  Man- 
chester, Liverpool,  and  Belfast,  and  other  parties,  have  been  addressed  to  us, 
objecting  strongly  to  the  amalgamation  in  question,  on  the  ground  of  its  being 
calculated  to  create  a  monopoly  very  injurious  to  the  trade  of  the  district,  and  to 
the  ports  of  Fleetwood  and  Birkenhead. 

The  Liverpool  and  Manchester  Company  have  offered,  in  order  to  meet  the 
objection  of  monopoly,  to  limit  themselves,  in  the  event  of  the  amalgamation 
being  sanctioned,  not  to  exceed  their  present  charges  on  passengers,  which  they 
state  to  be  at  the  rate  of  a  little  under  2  J  d.  per  mile  for  first  class  passengers, 
1  J  d.  per  mile  for  second  class,  and  1  d.  per  mile  for  third  class,  and  to  bind  them- 
selves to  run  at  least  two  third  class  trains  a  day  each  way,  protected  from  the 
weather,  and  with  proper  accommodation. 

After  a  careful  consideration  of  the  arguments  on  each  side,  we  have  arrived  at 
the  conclusion  that  those  against  the  amalgamation  greatly  preponderate.  It  is 
true  that  the  convenient  working  of  the  joint  trains  over  the  Liverpool  and  Man- 
chester line,  and  use  of  the  joint  station  at  Liverpool,  would,  in  all  probability,  be 
facilitated  by  a  complete  union  of  interest.  It  does  not  appear,  however,  from 
past  experience,  that  any  serious  danger  or  inconvenience  has  been  found  to  result 
from  the  present  system,  or  that  arrangements  might  not  be  made  to  attain  the 
object  sufficiently  well  without  permanent  amalgamation.  In  regard  to  the  exten- 
sion of  station  accommodation  in  Liverpool,  there  seems  no  sufficient  reason  to 
doubt  that  the  pressure  of  competition  from  other  quarters  will  be  sufficient  to 
induce  the  existing  Companies  to  provide  whatever  is  required  for  the  necessities 
of  the  traffic,  and  that  the  resources  either  of  the  Grand  Junction  or  Liverpool 
and  Manchester  Companies  are  sufficient  to  enable  them  to  do  so  without  an 
union  of  capital  for  that  purpose. 

On  the  other  hand,  the  objections  are  very  serious  to  sanctioning  an  union  of 
companies  having  so  little  natural  identity  of  interest,  and  which  would  have  the 
effect  of  placing  the  carrying  trade  by  Railway  of  the  great  manufacturing  district 
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of  Lancashire  with  Liverpool,  in  a  great  measure,  in  the  hands  of  a  single 
Company. 

It  seems  very  undesirable  that  the  Liverpool  and  Manchester  Railway,  which  is 
the  great  channel  of  communication  between  the  capital  of  the  manufacturing 
districts  and  their  principal  port,  and  as  such,  receives  the  traffic  of  a  number  of 
different  Railways  centreing  in  Manchester,  should  be  united  to  Railways  like  the 
Grand  Junction  and  North  Union,  which  form  links  in  quite  a  different  line  of 
communication ;  viz.  that  from  north  to  south. 

If  united,  these  three  Companies  would  manifestly  have  interests  in  many 
respects  opposed  to  those  of  the  Public.  For  instance,  it  would  be  the  interest  of 
the  amalgamated  Companies  to  prevent  by  any  means  in  their  power  the  opening 
up  of  new  lines  to  Liverpool,  Birkenhead,  and  Fleetwood,  and  to  divert  as  much 
as  possible  traffic  from  the  two  last-mentioned  ports  to  Liverpool,  and  a  glance 
at  the  map  will  be  sufficient  to  show  that  the  union  of  the  Grand  Junction  with  the 
Liverpool  and  Manchester  would  give  great  power  of  doing  so  to  the  south  of 
Liverpool,  while  the  union  of  the  Liverpool  and  Manchester  and  North  Union  would 
give  still  greater  opportunities  of  obstruction  to  the  north.  The  guarantees  offered 
by  the  Liverpool  and  Manchester  Company  appear  to  us  to  be  quite  insufficient  to 
obviate  these  objections,  more  especially  as  regards  the  traffic  of  goods  and  mer- 
chandize,  which  is  of  equal  importance  for  a  district  like  that  of  Lancashire  to  the 
passenger  traffic.  The  advantages  offered  to  the  Public  are  also  less  than  those 
which  have  been  offered  by  other  Companies  in  the  same  district,  such  as  the 
Bolton,  Wigan,  and  Liverpool,  and  Birkenhead  and  Manchester,  and  certainly 
less  than  under  the  circumstances  of  the  case  may  be  reasonably  anticipated  from 
competition.  But  even  if  these  advantages  were  much  greater,  we  should,  for  the 
reasons  already  stated,  hesitate  before  we  recommended  sanction  being  given  to  an 
amalgamation  which  appears  in  other  respects  so  objectionable. 

II.  The  Lease  of  the  Sheffield  and  Manchester  Railway  to  the  Midlands  and 
Manchester  and  Birmingham  Railway  Companies. 

In  this  case  the  agreement  to  amalgamate  has  been  rescinded  by  the  share- 
holders of  the  Sheffield  and  Manchester  Company ;  and  we  are  therefore  not 
aware  whether  the  measure  may  be  submitted,  as  proposed,  for  the  sanction  of 
Parliament.  In  the  event  of  its  being  proposed,  we  have  to  report  that  this 
appears  to  us  to  be  another  instance  of  the  proposed  amalgamation  of  Companies, 
which  not  only  have  no  natural  identity  of  interest,  but,  on  the  contrary,  have 
interests,  to  a  certain  extent,  opposed  to  one  another,  and  which  could  only  be 
reconciled  at  the  expense  of  the  Public.  The  projected  lines  from  Sheffield  to 
the  east,  viz.  the  Manchester  and  Sheffield  and  Midland  Junction,  and  Newark 
and  Sheffield,  in  connexion  with  the  Cambridge  and  Lincoln,  or  any  new  line 
between  London  and  York,  would  form,  together  with  the  Sheffield  and  Man- 
chester, a  great  line  of  communication  between  the  Eastern  Counties  and 
Manchester,  and  between  Manchester  and  the  manufacturing  districts  and  London, 
which  might,  to  a  certain  extent,  compete  with  the  existing  routes  by  Birmingham 
and  Rugby. 

To  authorize  an  amalgamation  of  the  Sheffield  and  Manchester  with  either  the 
Manchester  and  Birmingham,  or  the  Midlands  Companies,  would  evidently  be  to 
risk  much  of  the  benefit  that  might  be  expected  to  result  from  the  opening  up  of 
these  new  communications  ;  and  there  appears  to  be  no  material  advantage  resulting 
from  it,  which  might  not  equally  be  attained  by  amicable  arrangements  of  a 
temporary  character,  dictated  by  mutual  convenience,  the  more  especially  as  the 
Sheffield  and  Manchester  line,  with  the  proposed  new  lines  connected  with  it, 
will  be  of  quite  sufficient  extent  to  support  themselves  independently. 

III.  The  proposed  Amalgamations  of  the  Manchester  and  Leeds  Railway  Com- 
pany with  the  Hull  and  Selby,  and  Manchester,  Bolton,  and  Bury  Railway 
Companies. 

The  former  of  these  amalgamations  is  understood  to  have  been  lately  rescinded 
by  the  shareholders  of  the  Hull  and  Selby  Company,  and  will  probably,  there- 
fore, not  become  the  subject  of  an  application  to  Parliament  Should  it  be  so,  we 
should  have  to  report  our  opinion,  that  although  there  is  a  considerable  identity  of 
interest  and  some  convenience  to  the    Public  might  probably  result  from  unity 
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of  management  iu  conducting  the  traffic  between  Manchester  and  Hull,  yet  on 
the  whole  it  appears  to  us  more  desirable,  on  public  grounds,  that  the  outlet  to  a 
great  shipping  port  like  Hull,  for  the  traffic  not  only  of  the  Manchester  and  Leeds 
line,  but  of  the  York  and  North  Midland,  Midlands,  Sheffield  and  Manchester, 
and  other  lines,  should  remain  in  independent  hands,  and  not  be  placed  in  a 
position  in  which  an  inducement  might  exist  to  favour  the  traffic  coming  by  one 
route  rather  than  by  another ;  and  as  the  Manchester  and  Leeds  Company  are 
promoting  a  line  to  Goole,  this  affords  another  reason  why  the  communication  to 
Hull  should  not  be  placed  under  their  exclusive  control. 

These  arguments  have  been  urged  in  a  memorial  addressed  to  us  by  the  York 
and  North  Midland  Railway  Company  against  the  proposed  amalgamation;  and, 
for  the  reasons  already  stated  in  reference  to  the  Liverpool  and  Manchester  line, 
they  appear  to  us  to  be  conclusive  against  the  measure. 

As  regards  the  Manchester,  Bolton,  and  Bury  line  the  principal  objection  to  an 
amalgamation  with  the  Manchester  and  Leeds  Company  arises  from  the  uncer- 
tainty of  what  may  be  the  decision  of  Parliament  with  respect  to  the  new  lines 
now  proposed  to  be  constructed  to  the  north  of  Manchester.  The  Manchester, 
Bolton,  and  Bury  line  is  indirectly  an  essential  link,  both  of  the  Bolton,  Wigan, 
and  Liverpool  line ;  and  also  of  the  Bolton,  Blackburn  and  Darwen,  Manchester 
and  Rossendale,  and  Blackburn,  Burnley,  and  Accrington,  Preston  and  Wyre 
Extension,  and  other  lines  which  are  proposed  or  contemplated  in  that  quarter; 
and  it  will  probably  be  found  necessary  to  identify  its  interest  closely  with  some 
of  these  lines  when  completed,  in  order  to  secure  uniformity  of  management.  In 
the  meantime,  therefore,  it  would  appear  premature  to  allow  this  important  outlet 
from  Manchester  to  the  north-west  to  be  amalgamated  with  the  Manchester  and 
Leeds  Company. 

IV.  The  proposed  Amalgamation  of  the  Chester  and  Birkenhead  with  the  Chester 

and  Holyhead  Railway  Company. 

In  this  case  also  the  agreement  to  amalgamate  has  been  rescinded  by  the  share- 
holders of  the  Chester  and  Birkenhead  Company,  and  we  are,  therefore,  uncertain 
whether  the  application  may  be  prosecuted. 

In  this,  as  in  other  similar  cases,  we  are  anxious  that  it  should  be  distinctly 
understood  that  we  express  no  opinion  as  to  the  merits  of  the  questions  in  dispute 
between  the  Companies  where  amalgamation  has  been  rescinded  by  one  party 
previous  to  their  having  received  the  sanction  of  the  Legislature ;  nor  do  we 
entertain  the  question  of  the  effect  of  any  amalgamation  upon  the  pecuniary  in- 
terests of  shareholders,  but  confine  ourselves  strictly  to  what  appear  to  us  to  be 
the  bearings  of  the  proposed  measure  upon  public  interests,  and  to  the  points 
which,  in  accordance  with  the  views  expressed  by  the  Select  Committee  of  last 
year,  appear  to  require  the  special  consideration  of  the  Legislature. 

In  this  point  of  view  we  have  to  report  that  there  appear  to  us  to  be  no  suffi- 
cient public  reasons  to  authorize  such  an  amalgamation  as  that  which  is  proposed 
between  the  Chester  and  Holyhead,  and  Chester  and  Birkenhead  Railways.  The 
Chester  and  Holyhead  Railway  is  an  important  link  in  the  great  communication 
between  London  and  Dublin,  and  being  closely  identified  with  the  London  and 
Birmingham  Railway  Company,  who  subscribe  1,000,000/.  of  capital  towards  its 
construction,  it  may,  in  fact,  be  almost  considered  as  an  extension  of  the  London 
and  Birmingham  line  to  Holyhead.  The  Chester  and  Birkenhead  line,  on  the 
other  band,  is  a  line  essential  to  the  traffic  of  the  docks  at  Birkenhead,  and  calcu- 
lated to  afford  an  access  to  those  docks  for  traffic  coming  by  a  number  of  different 
Railways  from  Manchester  and  the  manufacturing  districts,  and  from  Cheshire, 
Shropshire,  and  North  Wales.  For  the  reasons  already  stated,  with  reference  to 
the  Liverpool  and  Manchester  and  Hull  and  Selby  lines,  it  appears  to  us  unde- 
sirable that  the  line  which  affords  a  common  access  to  a  great  shipping  port,  from 
a  variety  of  sources  should,  in  the  present  state  of  experience,  be  placed  perma- 
nently and  irrevocably  under  the  exclusive  control  of  a  great  Company  having 
other  interests.  In  this  case  it  is  no  doubt  desirable  that  friendly  arrangements 
should  be  entered  into,  by  -which  every  mutual  facility  may  be  afforded  by  the 
Chester  and  Holyhead,  and  Chester  and  Birkenhead  Companies,  for  forwarding 
traffic  and  providing  station  accommodation ;  but  it  does  not  appear  to  us  that 
there  could  be  any  difficulty  in  making  such  arrangements  without  a  permanent 
amalgamation.  * 
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The  postponement  of  the  Birkenhead  and  Manchester  Railway  for  the  present 
Session,  and  the  prospect  of  new  schemes  in  that  quarter  for  another  year,  also 
appear  to  us  to  render  it  undesirable  that  an  amalgamation  of  the  line  which 
affords  the  sole  access  to  Birkenhead  should  be  sanctioned  until  it  is  seen  what 
arrangements  in  the  district  may  be  finally  proposed,  and  approved  by  Parliament. 

V.  The  Amalgamation  of  the  Birmingham  and  Gloucester,  and  Bristol  and 
Gloucester,  and  Lease  of  the  United  Companies  to  the  Midlands  Railway 
Company. 

In  our  Report  on  the  Worcester  and  Wolverhampton  district,  we  have  already 
referred  at  considerable  length  to  the  great  inconvenience  which  has  been  expe- 
rienced by  many  important  branches  of  traffic,  owing  to  the  interruption  at 
Gloucester,  occasioned  by  the  meeting  of  two  independent  Railways  with  different 
gauges.  This  inconvenience  has  beeu  so  serious,  that  an  amalgamation  of  the 
two  Companies,  with  a  view  to  introducing  uniformity  of  system  and  of  gauge 
between  Birmingham  and  Bristol,  has  become  a  measure  obviously  desirable  for  the 
interests  of  the  Public  ;  and  as  the  two  lines  manifestly  form  links  of  one  com- 
munication, and  have  a  perfect  identity  of  interest,  the  usual  objections  to  amal- 
gamation do  not  apply. 

Whether  the  proposed  lease  of  the  amalgamated  lines  to  the  Midlands  Com- 
pany should  also  be  sanctioned,  must  depend  very  much  on  the  decision  at  which 
Parliament  may  arrive  respecting  the  projected  lines  in  the  Worcester  and  Wol- 
verhampton district.  In  our  Report  on  that  district,  to  which  we  here  beg  to  refer, 
we  have  stated  our  opinion  that  the  question  involved  is,  mainly,  whether  the  wide 
gauge  should  be  extended  to  Birmingham  and  Rugby,  or  the  narrow  gauge 
extended  to  Bristol  and  Oxford.  If  Parliament  should  take  the  former  view,  it 
would  be  obviously  improper  to  sanction  a  lease  of  the  Birmingham  and  Gloucester 
and  Bristol  and  Gloucester  lines  to  the  Midlands  Company,  whose  line  is  on  the 
narrow  gauge,  and  who  propose  to  take  the  lease  for  the  avowed  object  of  extending 
that  gauge  to  Bristol ;  but  if,  on  the  other  hand,  Parliament  should  be  of  opinion 
that  the  reasons  which  may  be  adduced  are  valid  to  establish  the  great  commercial 
importance  of  extending  the  narrow  gauge  to  Bristol  and  Oxford,  the  proposed 
lease  would  greatly  facilitate  the  attainment  of  this  object. 

In  this  case,  also,  the  lines  which  it  is  proposed  to  amalgamate  form  one  con- 
tinued communication,  nearly  in  a  straight  line,  from  Bristol  through  Birmingham 
and  Derby  to  Leeds  and  Hull,  and  in  the  Report  referred  to,  we  have  shown 
numerous  instances  of  important  branches  of  through  traffic,  passing  in  transit 
through  Birmingham  along  this  line. 

Another  advantage  of  the  lease  would  be,  that  it  would  insure  a  junction  being 
effected  in  Birmingham,  between  the  Birmingham  and  Gloucester  and  Birmingham 
and  Derby  lines,  whose  termini  are  at  present  on  different  levels. 

Having  regard  to  these  considerations,  we  are  inclined  to  think  that  the  conve- 
nience of  the  Public,  and  the  development  of  the  traffic  between  the  West  of 
England  and  the  Midland  Counties  and  Yorkshire,  would  be  promoted  by  air 
arrangement  which  should  insure  uniformity  of  gauge  and  management  from 
Leeds  to  Bristol. 

For  these  reasons  we  are  not  prepared  to  report  that  we  see  any  sufficient  public 
reasons  against  allowing  the  proposed  amalgamation  of  the  Birmingham  and 
Gloucester  and  Bristol  and  Gloucester  Railway  Companies,  and  the  lease  of  the 
two  lines  to  the  Midlands  Company,  in  the  event  of  Parliament  being  of  opinion 
that  the  extension  of  the  narrow  gauge,  rather  than  of  the  wide  gauge,  is  to  be 
desired. 

VI.  The  proposed  Amalgamation  of  the  London  and  Birmingham  with  the  Trent 

Valley  Railway  Company. 

This  was  originally  proposed  as  part  of  an  extensive  amalgamation  of  the 
London  and  Birmingham  with  the  Trent  Valley,  the  Churnet  Valley,  and  the 
Manchester  and  Birmingham  Railway  Companies,  so  as  to  form,  in  fact,  one  com- 
prehensive line  from  London  to  Manchester.  The  Bills  for  authorizing  the  con- 
struction of  the  Churnet  Valley  line,  and  the  sale  of  the  Manchester  and  Birming- 
ham Railway  have,  however,  been  rejected  on  account  of  noncompliance  with 
Standing  Orders ;  and  the  consideration  of  the  question  as  a  whole  cannot  therefore 
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be  brought  before  Parliament  in  the  present  Session.  It  appears  unnecessary  for 
us,  therefore,  to  enter  upon  any  consideration  of  the  arguments  in  favour  of  the 
amalgamation,  or  of  the  objections  to  it  which  have  been  urged  in  a  memorial 
addressed  to  us  by  the  Grand  Junction  Railway  Company. 

As  regards  the  Trent  Valley  line,  we  are  aware  of  no  Public  reasons  why  the 
proposed  amalgamation  with  the  London  and  Birmingham  Company  should  not 
be  permitted,  subject  to  proper  provisions  for  securing  the  use  of  it  upon  equitable 
terms  for  all  traffic  that  may  come  upon  it.  Being,  in  fact,  rather  an  improve- 
ment in  existing  communications  than  a  new  integral  line,  the  Trent  Valley  line 
could  hardly  be  maintained  as  an  independent  undertaking  without  neutralizing 
many  of  the  anticipated  advantages  of  superior  economy  and  despatch ;  and  this 
being  the  case,  we  are  aware  of  no  reason  why  the  lease  to  the  London .  and 
Birmingham  Company  should  not  be  sanctioned  under  proper  conditions. 

VII.  Amalgamation  of  the  Sheffield  and  Rotherham  Railway  with  the  Midlands. 

This  appears  unobjectionable  ;  the  Sheffield  and  Rotherham  being  a  line  too  short 
to  be  worked  with  advantage  independently,  and  forming  a  natural  branch  from  the 
Midlands  Railway  to  the  adjacent  town  of  Sheffield. 

VIII.  Amalgamation  of  the  Newcastle  and  North  Shields  with  the  Newcastle  and 

Berwick. 

This  depends  mainly  on  the  decision  of  Parliament  upon  the  competing  New- 
castle  and  Berwick  and  Northumberland  Railways.  If  the  former  should  be  sanc- 
tioned, as  its  traffic  will  pass  over  a  portion  of  the  Newcastle  and  North  Shields 
line,  it  appears  desirable,  for  public  convenience,  that  they  should  be  united  under 
one  management. 

IX.  Amalgamation  of  the  Whitby  and  Pickering  with  the  York  and  North  Midland 

Railway  Company. 

The  Whitby  and  Pickering  is  a  short  line,  pow  worked  by  horse  power,  for 
which  only  it  is  adapted;  and  the  York  and  North  Midland  Company,  with  whose 
Scarborough  line  it  communicates,  propose  to  purchase  it  for  the  purpose  of  im- 
proving and  converting  it  into  a  locomotive  line.  We  are  aware  of  no  objection,, 
on  public  grounds,  to  this  amalgamation  being  allowed. 


DALHOUSIE. 

C.  W.  PASLEY,  G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
Schemes  for  extending  Railway  Communication  in  various  Districts* 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  16  April  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  16  April  1845. 

THE  Board  constituted  by  the  Lords  of  the  Committee  of  Privy  Council  for 
Trade  for  the  transaction  of  Railway  Business,  having  had  under  con- 
sideration  the  following  schemes  for  extending  Railway  communication,  viz. : 

The  Aberdare  Railway ; 

Brighton,  Lewes,  and  Hastings  (Keymer  Branch) ; 

Coventry,  Bedworth,  and  Nuneaton  ; , 

Dunstable,  London,  and  Birmingham ; 

Eastern  Counties — Cambridge  and  Huntingdon ; 

Ditto  -    -    -    -    Brandon  and  Peterborough  Extension ; 

Ditto  -    -    -    -    Finsbury  Extension ; 

Ditto  -    -    -    -    Cambridge  and  Bury  St.  Edmund's  Extension ; 

Ditto  -    -    -    -    Dartford  and  Rumford  Railway  and  Steam  Ferry ; 

Erewash  Valley  Railway ; 

Epping  Railway ; 

Eastern  Counties — Thames  Junction  and  North  Woolwich ; 

Lynn  and  Ely  Railway,  with  a  Branch  to  Wisbeach. 

London  and  Gravesend  vid  North  Woolwich  Railway ; 

Great  North  of  England,  Clarence  and  Hartlepool  Junction — Extension 

and  Branches ; 
Kentish  Coast  Railway : 
Launceston  and  South  Devon; 
South  Devon  Amendment  and  Tavistock  Branch  Railway ; 

Darfield  to  Worsbrough ; 

Ditto  to  Elsecar ; 

Ch'evet  to  Horbury ; 

Oakenshaw  to  Wakefield ; 
I  Ambergate  to  Crich ; 
Newcastle-upon-Tyne  and  North  Shields  Railway — Tynemouth  Extension 

and  New  Quay  Branch ; 
North  Union  Railway — Branch  to  River  Ribble ; 

Sheffield  and  Rotherham — Branch  to  Sheffield  and  Manchester  Railway ; 
West  London  Railway — Thames  Extension ; 
Ditto      -    -    -    -    -    Knightsbridge  Extension ; 
York  and  Scarborough  Deviation ; 


Midland  Railway 


have  determined  to  submit  the  following  Report  thereon,  for  the  consideration 
of  Parliament. 

The  Railway  projects  above  enumerated  are  not  so  connected  with  any 
particular  district  as  to  make  it  necessary  to  class  them  with  any  of  the  groups 
or  families  of  schemes  which  have  come  under  examination.  They  consist 
generally  of  lines  either  small  in  themselves,  or  of  a  local  character,  or  they 
are  minor  extensions  and  alterations  of  Railways  already  executed. 

The  Aberdare  Railway, 

about  8  miles  in  length,  is  principally  intended  for  the  conveyance  of  coal, 
iron,  and  other  minerals,  from  the  Valley  of  Aberdare,  in  the  county  of  Gla- 
morgan, to  the  port  of  Cardiff,  for  shipment.  It  branches  from  the  Taff  Valley 
Railway,  which  connects  Merthyr  Tydfil  with  that  port.  The  present  means 
of  communication  with  Cardiff  is  by  canal,  which,  however,  is  alleged  to  be 
quite  inadequate  to  convey  the  traffic.  We  are  of  opinion  that  there  are  no 
public  reasons  against  this  project  receiving  the  sanction  of  Parliament. 
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The  Brighton,  Lewes,  and  Hastings — Keymer  Branch. 

This  is  a  branch  from  the  Brighton,  Lewes,  and  Hastings  Railway,  at  Lewes, 
to  the  London  and  Brighton  Hallway  near  Keymer,  in  length  9  miles  and 
12  chains.  Its  object  is  to  cut  off  the  angle  at  Brighton,  and  shorten  the 
Railway  distance  between  Lewes  and  London,  and,  consequently,  between 
Hastings  and  London,  by  8  or  9  miles.  There  are,,  in  our  opinion,  no  public 
reasons  against  this  project  receiving  the  sanction  of  Parliament. 

The  Coventry,  Bedworth,  and  Nuneaton  Railway. 

This  proposed  line  commences  near  the  Coventry  station  of  the  London  and 
Birmingham  Railway,  and  terminates  by  forming  a  junction  with  the  proposed 
Trent  Valley  scheme  near  Nuneaton,  in  the  parish  of  Bedworth,  its  length 
being  6  miles  58  chains.  It  has  for  its  object  to  open  a  direct  communication 
between  the  important  districts  of  Coventry,  Leamington,  and  Warwick,  and 
extensive  collieries  in  Warwickshire  and  Leicestershire. 

The  statement  of  traffic  furnished  by  the  promoters  of  the  scheme  appears  to 
justify  the  probable  cost  of  its  construction.  We  are  of  opinion  that  there 
are  no  public  reasons  against  this  project  receiving  the  sanction  of  Parliament. 

The  Dunstable,  London,  and  Birmingham  Railway. 

This  Railway  is  intended  to  commence  at  the  Leighton  Buzzard  Station  of 
the  London  and  Birmingham  Railway,  and  to  terminate  at  the  entrance  to  the 
town  of  Dunstable ;  the  length  of  the  line  being  7  miles.  The  line,  when  com* 
pleted,  is  proposed  to  be  leased  and  worked  by  the  London  and  Birmingham 
Railway  Company.  The  traffic  tables  laid  before  this  Board  by  the  projectors 
appear  to  justify  the  outlay  of  the  capital  necessary  for  the  construction  of  the 
line.  We  are  of  opinion  that  no  public  reasons  exist  against  this  project 
receiving  the  sanction  of  Parliament. 

Eastern  Counties — Cambridge  and  Huntingdon. 

This  line  is  intended  to  commence  at  Huntingdon  and  to  pass  through  St. 
Ives,  to  join  the  Eastern  Counties  Extension  a  little  to  the  north  of  Chester- 
ton, near  Cambridge.  Its  length  is  1/  miles  35  chains,  and  it  has  a  branch  of 
1  mile  50  chains*  for  the  accommodation  of  Godmanchester.  The  object  of  this 
scheme  is  to  connect  the  towns  of  Huntingdon  and  Godmanchester  with  the 
Eastern  Counties  Railway,  in  case  any  of  the  great  trunk  schemes  between 
York  and  London,  passing  in  that  direction,  should  not  receive  the  sanction  of 
the  Legislature.  We  have,  however,  already  reported  to  Parliament  on  the 
main  question,  and  believe  this  scheme  to  be  incompatible  with  the  establish- 
ment of  a  direct  main  line,  such  as  we  have  recommended  in  the  Report  alluded 
to.  Between  Cambridge  and  St.  Ives  it  would,  in  fact,  be  a  competing  line  with 
the  proposed  Cambridge  and  Lincoln  Railway.  Under  these  circumstances, 
we  think  there  are  sufficient  public  reasons  why  it  should  not  receive  the 
sanction  of  Parliament. 

Eastern  Counties — Brandon  and  Peterborough  Extension. 

In  explanation  of  this  scheme  it  is  necessary  to  remark  that  the  Eastern 
Counties  Railway  Company  obtained  last  year  an  Act  for  making  a  line  from 
Ely  to  pass  midway  between  Chatteris  and  Doddington,  by  Whittlesea  to  Peter- 
borough. The  object  of  the  present  scheme  is  to  make  a  deviation  which* 
avoiding  Chatteris,  may  accommodate  the  town  of  March. 

The  length  of  the  fine  would  be  thus  increased  by  about  3  miles,  but  the 
promoters  allege  that  the  outlay  would  not  be  augmented  thereby,  and  that  the 
contractors,  who  had  agreed  to  make  the  original  line,  now  undertake  to 
construct  the  deviated  and  longer  line  at  the  same  cost  as  the  shorter. 

The  first  8  miles  from  Ely  of  the  proposed  deviation  are  coincident  with 
the  same  portion  of  the  Ely  and  Lincoln  proposed  Railway ;  and  if  the  latter 
scheme  were  carried  into  effect,  a  proportionate  reduction  in  the  expense  would 
result.  We  must  add,  however,  that  we  have  reported  our  reasons  why  the  Hty 
and  Lincoln  proposed  Railway  ought  not  to  receive  the  sanction  of  Parliament. 

The  project  is  objected  to  by  the  inhabitants  of  Chatteris,  who  will  suffer 
inconvenience  if  the  line,  as  it  has  already  been  sanctioned  by  Parliament,  should 
be  removed  from  them. 
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If  the  line  could  be  considered  as  a  main  trunk  line,  a  deviation  involving  an 
increase  of  3  miles  in  distance  might  be  considered  to  affect  unreasonably  the 
general  convenience  of  the  public ;  but  the  project  in  question  must  be  viewed 
more  with  regard  to  local  accommodation  than  to  through  traffic. 

March  is  a  place  of  greater  population  than  Chatteris ;  the  former  containing 
by  the  last  Census  5,706  persons,  and  the  latter  4,813.  March  also  contains 
1,163  inhabited  houses,  while  Chatteris  has  but  956.  Considering,  therefore, 
that  the  new  line  may  be  made  as  cheaply,  that  it  will  afford  rather  more  local 
accommodation  than  the  original  line,  and  that  the  through  traffic  is  not 
likely  to  be  very  great,  there  are  no  public  reasons  which,  in  our  opinion, 
ought  to  be  decisive  against  it. 

At  the  same  time,  we  deem  it  our  duty  to  suggest  whether,  as  the  direct  line 
has  received  the  sanction  of  Parliament,  the  Company  should  not  be  required 
so  to  regulate  their  fares  as  to  charge  no  more  on  the  extra  distance,  on  the 
through  traffic,  than  they  were  empowered  to  charge  on  the  direct  distance. 

Eastern  Counties — Finsbury  Extension. 

This  is  a  prolongation  of  the  Northern  and  Eastern  Railway,  through  the 
terminus  near  Shoreditch,  across  that  street  and  several  others,  to  the  City 
Road,  near  the  north  side  of  Finsbury-square,  in  length  800  yards.  This 
scheme  partakes  something  of  the  character  of  the  Tottenham  and  Farringdon 
Extension  project,  which  has  already  been  reported  upon  by  this  Board  in  con- 
nexion with  the  London  and  York  schemes ;  that  is  to  say,  the  object  of  each 
is  to  obtain  a  more  central  metropolitan  terminus.  The  distance  is  only  800 
yards  between  the  present  and  the  proposed  terminus  of  the  Eastern  Counties 
Railway;  yet  the  cost  of  making  the  extension  will  be  considerable,  and  it 
may  not  therefore  be  to  the  interest  of  the  company  to  incur  such  an  expense, 
if  the  Tottenham  and  Farringdon-street  project  should  be  carried  out. 

It  is  further  very  important  that  so  essential  a  part  of  the  communication 
between  London  and  York,  as  is  afforded  by  the  Tottenham  and  Farringdon- 
street  Branch,  should  not  be  interfered  with  by  any  minor  project  of  this 
description. 

On  the  other  hand  it  appears  desirable,  with  regard  to  the  counties  of  Nor- 
folk, Suffolk,  and  Esse*,  which  are  supplied  by  the  Eastern  Counties  Railway, 
that  it  should  have  a  more  central  terminus  than  that  at  present  in  use  at 
Shoreditch. 

Therefore,  although  we  think  that  the  Finsbury  Extension  is  inferior  to  the 
Farringdon-street  terminus  as  regards  the  northern  traffic,  and  that  it  should 
not  by  any  means  be  sanctioned  in  lieu  thereof,  we  are  of  opinion  that,  having 
respect  to  the  eastern  traffic,  no  public  reasons  exist  why  it  should  not  receive 
the  sanction  of  the  Legislature. 

Eastern  Counties — Cambridge  and  Bury  St.  Edmund's  Extension. 

This  line  would  run  in  a  direct  course  between  the  towns  of  Cambridge  and 
Bury,  a  distance  of  25  miles  and  50  chains,  through  a  level  country,  presenting 
no  engineering  difficulties  of  consequence ;  but,  on  the  other  hand,  offering 
very  small  inducement  for  the  outlay  of  capital  on  even  the  most  economical 
scale.  The  district  through  which  it  would  be  carried  is  but  thinly  inhabited ; 
the  population  of  all  the  parishes  lying  between  Cambridge  and  Bury,  and 
which  it  would  traverse,  being  under  12,000,  and  Newmarket  being  the  only 
town  on  the  route.  There  is  at  present  little  or  no  traffic  between  the  terminal 
towns,  both  of  which  will  be  amply  supplied  with  Railway  accommodation  by 
means  of  projects  now  before  the  Legislature,  and  which  will  bring  them  into 
connexion:  Cambridge  with  London,  Norwich,  the  North  of  England,  and 
Scotland ;  and  Bury  St.  Edmund's  with  London,  Norwich,  and  Ipswich. 

There  are,  no  doubt,  at  certain  times,  a  considerable  number  of  persons 
repairing  to  Newmarket ;  but  the  opening  of  lines  that  would  convey  them  to 
Cambridge  would  sufficiently  answer  their  purpose.  Newmarket  has  little  or 
no  trade,  or  other  means  of  supporting  a  Railway,  even  of  the  cheapest 
construction. 

Under  these  circumstances,  we  can  see  no  public  reasons  to  lead  us  to 
reeommend  this  extension  line  to  the  favourable  consideration  of  Parliament. 
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Dart/ord  and  Rurnford  Railway  and  Steam  Ferry. 

This  line  would  begin  in  the  High- street  of  Dartford,  and  it  would  proceed 
in  nearly  a  direct  course  to  the  bank  of  the  Thames  opposite  to  Purfleet.  The 
conveyance  of  the  traffic  across  the  river  would  be  by  means  of  a  steam  ferry, 
and  from  the  Essex  bank  of  the  river  the  line  would  proceed  in  a  direct  course 
to  the  Eastern  Counties  Railway  at  Rurnford.  The  entire  length  of  Railway 
to  be  consthicted  would  be  9  miles  and  10  chains. 

The  construction  would  not  be  difficult  nor  expensive;  but  there  is  no 
existing  traffic  between  Dartford  and  Rurnford,  and  no  good  reason  has  been 
adduced  for  supposing  that  any  such  is  likely  to  arise  whereby  a  Railway 
could  be  supported,  and  we  are  of  opinion  that  there  are  no  public  grounds 
upon  which  Parliament  can  be  called  on  to  sanction  this  project. 

Erewash  Valley  Railway. 

This  line  of  Railway  is  intended  to  issue  from  the  Long  Eaton  Station  of  the 
Midland  Railway  Branch  between  Derby  and  Nottingham,  and  to  pass  with 
nearly  a  direct  course  up  the  valley  of  the  Erewash,  to  join  the  Mansfield  and 
Pinxton  Railway,  in  the  parish  of  Selstone.  It  is  designed  principally  for  the 
accommodation  of  the  numerous  iron  works  and  collieries  situated  in  the 
district  through  which  it  passes,  and  to  which  as  many  as  13  short  branches 
are  thrown  out  to  the  right  and  left  in  its  course.  The  produce  of  these  works 
has  hitherto  been  conveyed  to  market  by  means  of  canals,  which  being  subject 
to  the  various  disadvantages  of  being  circuitous  and  tedious  when  in  operation, 
and  liable  to  frequent  interruptions  through  floods  or  frosts  in  winter,  and 
from  deficiency  of  water  in  summer,  a  more  rapid  and  certain,  and  at  the  same 
time  a  less  expensive  means  of  transport  is  sought  through  the  construction  of 
this  Railway. 

This  scheme  was  brought  forward  in  1836  as  a  branch  of  the  Midland 
Counties  Railway,  and  was  favourably  reported  on  by  a  Committee  of  the 
House  of  Commons  at  that  time,  notwithstanding  the  opposition  of  the  canal 
companies,  who  now  again  come  forward  against  it.  The  statement  of  the  pro- 
moters is,  "  that  it  was  withdrawn  in  consequence  of  expectations  which  have 
not  been  realized," 

The  main  line  is  15  J  miles  in  length,  and  the  total  extent  of  Railway  to  be 
constructed,  including  the  13  branches,  is  25  miles  67  chains.  The  works  will 
be  light,  and  the  curves  and  gradients  favourable  on  the  main  line,  the  steepest 
inclination  being  1  in  200.  On  the  branches  the  gradients  are  severe,  being 
1  in  32  J,  1  in  35,  1  in  50,  1  in  56,  1  in  76,  and  1  in  97 ;  but  as  they  all  ascend 
from  the  main  line  to  the  works  with  which  they  are  connected,  and  will  be 
used  for  the  conveyance  downwards  of  coal  and  iron,  there  is  but  little  objection 
to  them.  Many  bridges  will  be  required  for  crossing  the  river  Erewash  and 
the  different  canals. 

The  statements  of  traffic  brought  forward  lead  us  to  believe  that  the  Railway 
will  be  adequately  supported. 

Under  these  circumstances  we  feel  called  upon  to  state  that  we  are  not 
aware  of  any  public  reasons  which  should  induce  the  Legislature  to  withhold 
its  sanction  from  this  scheme. 

The  Epping  Railway. 

This  line  is  projected  in  connexion  with  the  London  and  Blackwall  Railway. 
Its  commencement  is  at  the  Stepney,  station  of  that  Railway,  and  its  terminus 
at  the  town  of  Epping,  the  length  of  the  line  being  15  miles  29  chains. 

The  object  of  the  promoters  is  to  turn  to  more  profitable  account  their 
London  terminus  in  Fenchurch-street,  by  making  it  available  for  the  con- 
venience of  the  inhabitants  of  various  populous  villages  lying  east  of  the  City 
of  London,  viz.  Laytonstone,  Wanstead,  Woodford,  Chigwell,  and  Loughton, 
and  who  appear  from  the  traffic  tables  furnished,  to  have  constant  intercourse 
with  London.  The  population  of  those  places,  added  to  that  of  Epping,  amount 
to  13,475  persons. 

The  line  would  necessarily  be  very  costly.  At  its  departure  from  the  Black- 
wall  Railway,  it  is  proposed  to  cany  it  upon  an  arched  viaduct  2,480  yards  in 
length — nearly  H  mile— at  a  height  varying  from  18  to  33  feet,  and  this  via- 
duct is  to  be  followed  by  an  embankment  1J  mile  long,  averaging  18  feet  in 
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height,  which  embankment  would,  however,  be  saved  by  connecting  the  line 
with  the  Eastern  Counties  Railway,  at  the  termination  of  the  arched  viaduct, 
provision  for  which  connexion  is  made  in  the  plans  lodged  by  the  promoters. 
Should  this  connexion  not  be  made,  the  line  would  run  for  a  mile  parallel 
with  and  close  to  the  Eastern  Counties  Railway  which  it  then  would  cross 
obliquely  and  on  the  level  just  beyond  the  spot  where  the  Cambridge  Branch 
separates  from  the  Eastern  Counties  line.  With  the  exception  of  some  heavy 
cuttings  and  embankments  which  occur  in  the  last  24  miles,  the  works  are  not 
otherwise  expensive  or  objectionable. 

The  experience  of  existing  lines  of  Railway  connected  with  the  same  locality, 
will  not  justify  the  hope  of  any  adequate  return  foe  capital  invested  in  so  very 
costly  an  undertaking  as  this  must  necessarily  be,  if  carried  through  on  the 
plans  now  offered. 

The  proposal  to  cross  the  Eastern  Counties  Railway  diagonally,  on  a  level 
close  to  a  spot  where  the  traffic  will  be  the  greatest,  appears  to  be  highly 
objectionable  on  the  score  of  safety  to  the  public,  when  no  peculiar  necessity 
can  be  shown  for  the  adoption  of  such  a  course.  The  connexion  of  this  Rail- 
way with  the  Blackwall  line,  the  latter  being  worked  by  means  of  stationary 
engines,  ropes,  and  pulleys,  while  the  line  to  Epping  is  to  be  worked  by. loco- 
motive engines,  appears  to  involve  considerable  difficulty,  and  some  delay, 
if  it  be  not  also  attended  with  danger. 

The  consideration  of  these  various  points  has  led  us  to  the  conclusion  that  no 
adequate  public  advantage  could  result  from  the  sanction  of  the  scheme  as  now 
proposed,  and  we  would  suggest  therefore  its  postponement  to  some  future 
time,  when  if  further  examination  should  confirm  the  expectations  of  profit 
put  forth  in  the  traffic  tables  of  the  promoters,  some  less  costly  and  otherwise 
less  objectionable  plan  may  be  offered  for  giving  Railway  accommodation  to  the 
district  in  question. 

The  Eastern  Counties — Thames  Junction  and  North  Woolwich  Railway. 

The  Eastern  Counties  Company  has  already  obtained  powers  to  make  a 
branch  of  their  Railway  from  Stratford  to  the  east  side  of  Bow  Creek,  on  the 
river  Thames,  where  it  is  disposed  to  construct  a  wharf  and  dep6t  for  goods. 
The  project  now  brought  forward  is  for  an  extension  of  that  branch  along  the 
bank  of  the  Thames  to  a  point  called  the  Horse  Ferry,  opposite  to  the  Wool- 
wich Arsenal.  The  length  of  the  line  would  be  2  miles  65  chains.  Its  course 
would  be  through  marshes  or  perfectly  level  ground,  and  it  would  conseqently 
be  easy  of  construction.  On  the  other  hand,  there  is  at  present  no  traffic 
whatever  either  of  goods  or  passengers,  and  not  a  single  house  or  building  of 
any  kind  along  the  proposed  line.  The  idea  of  thus  giving  Railway  communi- 
cation to  the  Royal  Arsenal  at  Woolwich  with  the  centre  and  the  North  of 
England,  appears  altogether  chimerical,  and  there  do  not  present  themselves 
any  public  grounds  to  justify  the  outlay  of  capital,  in  order  to  provide  means 
of  transit  for  traffic  which  is  to  be  called  into  existence  at  some  futu  re  time 
by  the  facility  to  be  thus  provided. 

Lynn  and  Ely  Railway,  with  a  Branch  to  Wisbeach. 

This  line,  commencing  at  the  port  of  Lynn,  terminates  at  Ely,  where  it  forms 
a  junction  with  the  Railway  between  Cambridge  and  Ely,  thus  affording  a  con- 
tinued line  of  communication  from  Lynn  to  London.  The  length  of  tide  main 
line  is  25  miles  70  chains.  From  a  point  about  6  miles  south  of  Lynn  a  branch 
to  Wisbeach  is  thrown  off,  in  length  10  miles  8  chains,  which  runs  nearly  in  a 
straight  direction  to  that  town.  Including  a  short  branch  to  Lynn  Harbour, 
and  a  short  extension  at  Ely,  the  whole  extent  of  Railway  to  be  constructed  is 
37  miles  56  chains,  and  as  the  district  is  quite  flat  the  cost  will  be  comparatively 
small.  The  estimate  of  traffic,  which  we  have  examined,  appears  to  us  to 
justify  the  promoters  in  prosecuting  the  scheme ;  and  on  the  whole,  we  are 
aware  of  no  public  reasons  which  ought  to  be  decisive  against  it. 

The  London  and  Gravesend,  vik  North  Woolwich,  Railway. 

This  project  is  designed  to  connect  the  Eastern  Counties  Railway  with  the 
bank  of  the  Thames  near  to  Tilbury  Fort,  opposite  to  Gravesend.  It  would 
therefore  have  no  connexion  with  either  Woolwich  or  Gravesend,  except  by 
ferries  across  the  river.     There  are  not  any  towns  or  populous  places  in  its 
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course  to  be  served  by  it ;  and  although  from  the  level  nature  of  the  eountrjr 
through  which  it  would  pass,  the  work  would  be  inexpensive,  it  is  not  possible 
to  believe  that  the  traffic  can  be  such  as  to  afford  any  return  for  the  capital 
embarked. 

Great  North  of  England,  Clmrence  and  Hartlepool  Junction-*- Branches  or 

Extensions. 

The  branches  or  extensions  proposed  are  four  in  number;  one  of  them, 
however,  is  an  alternative  branch,  reducing  the  number  actually  intended  for 
construction  to  three,  having  an  aggregate  length  of  71  chains  ;  they  may  be 
thus  described: 

No.  1. — A  branch  to  join  the  Newcastle  and  Darlington  Junction  Railway 
on  a  level,  by  bending  to  the  northward,  with  a  curve  of  about 
17  chains  radius,  and  at  a  descending  gradient  of  1  in  55. 

No.  2. — A  branch  also  to  join  the  Newcastle  and  Darlington  Junction 
Railway  on  a  level,  by  bending  to  the  southward,  with  a  curve 
of  23  J  chains  radius,  and  at  a  descending  gradient  of  1  in  64. 

No.  8. — An  alternative  branch  in  place  of  No.  2,  shorter,  but  having  a 
sharper  curve  of  8  chains  radius,  and  rit  a  steeper  descending 
gradient  of  1  in  60. 

No.  4. — A  branch  to  join  the  Sherburne  Branch  of  the  Clarence  Railway 
on  a  level,  by  a  curve  of  6  chains  radius,  and  at  a  descending 
gradient  of  1  in  180. 

.  We  are  of  opinion,  that  having  regard  to  the  safety  of  the  public,  the  first 
three  of  these  branches,  intended  to  form  a  junction  with  a  greater  passenger 
Railway,  are  objectionable  on  account  of  the  sharpness  of  the  curves  and  the 
severity  of  their  gradients  ;  and  that  the  fourth,  for  making  the  junction  with 
the  Clarence  Railway,  is,  notwithstanding  the  more  favourable  gradient,  objec- 
tionable by  reason  of  its  curve  of  only  6  chains  radius. 

Kentish  Coast  Railway. 

This  line  commences  at  Heme  Bay,  passes  a  short  distance  to  the  eastward 
of  Heme,  Chislet,  and  Stonrmouth,  and  at  10  {  miles  throws  out  a  branch  to 
the  eastward  to  Ramsgate ;  it  then  passes  on  the  west  side  of  Sandwich,  and  at 
Sholden,  15  miles  50  chains,  throws  out  a  branch  to  Deal.  It  then  proceeds  by 
Walmer,  Ringwold,  East  Langdon  and  Gaston  to  Dover.  The  length  of  the 
main  line  and  branches  together  is  29  miles  74  chains.  Its  object  is  to  connect 
*the  towns  of  Dover,  Deal,  Sandwich,  and  Ramsgate  with  each  other  and  with 
Heme  Bay,  as  affording  the  means  of  a  ready  intercourse  by  steam  vessels  with 
London.  Another  advantage,  as  alleged  by  the  promoters,  consists  in  the  com- 
pleting of  the  coast  line  of  Railway,  there  being  otherwise  a  gap  in  that  coast 
line  between  Deal  and  Dover,  which  no  other  company  has  proposed  to  fill  up. 

It  will  be  seen,  from  the  foregoing  description,  that  the  Kentish  Coast  line 
must,  if  executed,  prove  directly  competing  with  a  portion  of  the  lines  of  the 
South  Eastern  Railway  Company  already  sanctioned  by  Parliament,  and  with 
other  projects  of  the  same  company,  as  set  forth  in  the  Report  of  tins  Board 
44  on  the  Kentish  and  South  Eastern  Railway  Scheme,"  already  presented  to 
Parliament. 

The  works  would  necessarily  be  expensive.  Included  in  them  are  two  tun- 
nels, one  of  720,  the  other  of  1,76©  yards.  The  last  two  and  a  half  miles' into 
Dover,  in  which  the  longer  tunnel  occurs,  would  be  very  heavy  in  construction, 
the  approaches  to  the  tunnel  being  in  cuttings  of  88  and  90  feet. 

Professing  to  complete  the  coast  line  of  Railway,  this  project  is  defective  in 
this  very  particular.  Its  terminus  at  Dover  would  be  on  the  west  side  of 
Dover  Castle,  at  a  spot  about  80  feet  higher  than  the  terminus  of  the  South 
Eastern  Railway,  and  having  the  town  and  the  backwater  basin  of  the  harbour 
of  Dover  between  them,  thus  still  leaving  a  gap  in  the  coast  communication 
which  could  not  be  supplied  except  at  an  enormous  outlay. 

The  Plan  and  Sections  lodged  in  this  department,  under  the  Standing  Orders 
of  the  House  of  Commons,  were  imperfect  in  almost  every  essential  particular. 

More  correct  and  better  executed  descriptions  have  very  recently  (26  March) 
been  lodged  in  this  department,  and  complaint  having  been  made  of  the  inser- 
tion 
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tion  in  the  London  Gazette  of  a  notice  of  our  intention  to  report  unfavourably 
to  Parliament  upon  the  merits  of  the  project,  it  may  be  proper  for  us  to  give  a, 
short  explanation  of  the  circumstance. 

It  has  been  the  practice  of  this  Board  since  its  first  formation,  having  given 
notice  in  the  Gazette  of  the  intention  to  consider  certain  Railway  projects,  then 
to  receive  from  the  projectors  any  statements  which  they  might  think  it  ad- 
visable to  offer  in  support  of  their  schemes,  and  to  receive,  upon  application 
being  made  to  them  to  that  effect,  deputations  of  the  promoters,  when  they 
might  desire  to  give  personal  explanations  affecting  the  merits  of  their  under- 
takings. It  never  formed  any  port  of  the  plans  of  this  Board  to  seek  such 
interviews ;  but  in  no  case  have  they  ever  been  refused  to  parties  showing, 
reasonable  cause  for  asking  the  same.  In  the  case  of  the  Kentish  Coast 
Railway  the  promoters  applied  on  the  6th  of  January  last,  requesting  that 
an  interview  might  be  granted  to  the  members  of  the  Provisional  Com- 
mittee, and  in  compliance  with  that  request  the  22d  of  that  month  was 
mentioned  as  the  day  when  it  would  be  convenient  to  receive  those  gentle* 
men.  On  the  21st,  however,  the  solicitor  called  at  the  office  of  the  Board 
of  Trade,  and  stated  that  it  would  not  be  convenient  for  them  to  attend  on 
the  day  appointed.  No  other  day  was  at  that  time  or  subsequently  fixed 
for  the  purpose,  and  the  promoters  having  been  informed  that  on  their  making 
application  an  interview  would  be  granted,  and  no  application  for  such  inter- 
view having  been  made,  nor  any  statement  presented,  this  Board  having, 
withheld  any  Report  on  the  Kentish  Coast  line  until  the  last  moment. open  to 
them,  proceeded  on  the  25th  of  March  to  consider  the  same  with  reference  to 
the  plans,  &c.  furnished  to  them  in  compliance  with  the  Standing  Orders  of  the 
House  of  Commons,  and  published  their  opinion  in  the  London  Gazette.  It  has 
since  appeared  that  the  promoters  of  the  line  received  an  erroneous  impression 
that  they  would  be  invited  to  attend  with  their  statement  before  the  Board  prior 
to  the  decision  of  the  case.  We  beg  distinctly  to  state,  that  the  impression 
under  which  the  promoters  of  this  project  rested,  that  they  would  receive  an 
invitation  to  attend  at  this  Board,  arose  from  a  misconception  on  their  own 
part ;  but  although  such  was  the  fact,  this  Board,  considering  that  their  Report 
had  not  yet  been  submitted  to  Parliament,  and  that  the  case  was  entirely  an 
exceptional  one,  has  thought  itself  justified  in  receiving  the  statement  which 
the  misapprehension  of  the  parties  had  delayed,  and  in  considering  it  pre- 
viously to  the  final  submission  of  their  Report.  The  result,  however,  has  been 
fully  to  confirm  the  opinion  at  which  they  had  originally  arrived,  that  the  scheme, 
as  a  whole,  presents  no  advantages  which  can  entitle  it  to  be  preferred  to  projects 
already  in  part  sanctioned  by  Parliament  in  a  former  Session,  and  the  remainder 
of  which  have  subsequently  been  favourably  reported  on  by  this  Board. 


Launceston  and  South  Devon  Railway. 

This  line,  as  proposed,  is  12.  miles  and  72  chains  in  length ;  it  is  intended  to 
form  a  junction  with  the  proposed  Tavistock  Branch  of  the  South  Devon  Rail- 
way, and  to  take  a  northwesterly  course  to  the  town  of  Launceston.    , 

The  favour  with  which  the  scheme  has  been  received  on  the  spot,  where  the 
whole  capital  required  has  been  raised,  sufficiently  attest  the  desirableness  of 
the  undertaking ;  and  if  the  nature  of  the  country  were  such  as  to  warrant  the 
belief  that  it  could  be  constructed  so  as  to  be  worked  by  any  means  hitherto 
successfully  adopted,  it  might  have  been  our  duty  to  report  that  we  see  no 
public  reasons  why  the  sanction  to  it  of  the  Legislature  should  be  withheld ; 
but  so  seriously  objectionable  are  the  curves  and  gradients  as  laid  down  in  the 
plans  submitted  to  us,  that  we  are  unable,  with  the  present  amount  of  expe* 
rience  on  the  subject,  to  regard  the  project  as  unobjectionable. 

.    Of  the  35  curves  which  occur  on  this  short  line,  there  are ; 

1  of  12  chains  radius.  1  of  25  chains  radius. 


4  of  15 

1  of  18 

15  of  20 

1  of  24 


7  of  30 

3  of  45 

and  2  of  60 


226.  a  4  The 


Digitized  by 


Google 


8  REPORT  FROM  THE  BOARD  OF  TRADE  ON 

The  gradients  are  very  severe,  being  in  various  places  at  a  rise  of  1  in  26£, 
1  in  27J,  1  in  34,  1  in  43J ;  nearly  5J  miles  are  steeper  than  1  in  50,  and 
although  their  severity  is  for  the  most  part  mitigated  by  their  being  in  planes  of 
short  length,  there  is  one  of  nearly  2  J  miles  at  1  in  34.  There  occur  two 
tunnels  with  an  aggregate  length  of  940  yards,  and  two  viaducts  of,  together, 
176  yards ;  there  are  cuttings  of  from  34  to  62  feet  in  extreme  depth,  and 
embankments  of  from  42  to  62  feet  in  extreme  height ;  numerous  bridges  will 
be  required  for  crossing  roads,  &c;  and  thus  notwithstanding  the  severity  of 
the  gradients,  the  works  altogether  will  be  expensive. 

It  is  proposed  to  work  this  line  on  the  atmospheric  system  of  propulsion, 
which  forms  the  justification  of  the  projectors  for  the  adoption  of  such  gradients 
and  curves  as  are  here  described.  It  cannot  be  necessary  to  repeat  here  what  we 
have  already  stated  upon  the  subject  of  projects  thus  formed  in  anticipation  of 
the  success  of  the  atmospheric  system ;  but  we  may  remark  that  the  difficulties 
to  be  encountered  upon  this  Railway  are  much  more  serious  than  occur  upon 
the  line  between  Kingstown  and  Dalkey,  where  the  steepest  gradient  is  1  in  57, 
occurring  at  the  end  of  the  line,  while  the  remaining  inclinations  are  not  below 
1  in  100. 

We  have  had  reasons  offered  to  us  why  a  line  better  than  that  now  proposed 
may  be  found  for  the  construction  of  a  Railway  to  connect  Lancaster  and 
Tavistock ;  and  it  appears  to  us  that,  under  the  circumstances  of  the  case,  the 
delay  of  a  Session  will  not  prove  a  practical  disadvantage,  since  the  full  benefit 
of  this  work  would  not  be  experienced  until  the  South  Devon  Railway  should 
be  open  for  traffic. 

On  the  grounds,  therefore,  of  the  unfavourable  nature  of  the  undertaking ; 
considering  that  it  must  be  altogether  objectionable,  except  as  an  atmospheric 
line,  and  by  no  means  free  from  probable  difficulty  if  even  that  system  shall  be> 
made  available ;  and  with  the  hope  that  some  other  line  may  be  traced  which 
will  be  less  open  to  the  objections  here  mentioned,  we  would  express  an  opinion 
that  there  are  public  grounds  why  the  sanction  of  Parliament  should,  for  the* 
present,  be  withheld  from  this  project. 

South  Devon  Amendment  and  Tavistock  Branch  Railway. 

This  line  partakes  of  the  character  of  the  Launceston  and  South  Devon. 
Railway  last  described,  and  with  which  it  is  intended  to  form  a  junction  :  its 
length  is  13  miles  35  chains. 

Leaving  the  main  line  of  the  South  Devon  Railway  at  3  miles  8  chains  from 
its  terminus  at  Stonehouse  it  takes  a  northerly  course  to  Tavistock,  which  is 
circuitous,  and  makes  the  distance  between  Plymouth  and  Tavistock  greater 
by  three  miles  than  it  would  be  if  a  more  direct  course  were  adopted. 

Of  the  whole  35  there  are  : — 


The 

curves  are, 

some 

of  them, 

severe. 

5  of  15  chains  radius. 

2  of  16 

99 

« 

16  of  20 

» 

99 

3  of  25 

99 

99 

3  of  30  chains  radius 

1  of  35 

99 

5) 

2  of  40 

JJ 

» 

2  of  64 

99 

» 

1  of  65 

3J 

99 

The  gradients  also  are  severe,  being  at  an  inclination  of  1  in  30  for  1  mile- 
3  chains,  following  1  in  45  for  60  chains ;  1  in  41  for  1  mile  30  chains,  1  in  42 
for  60  chains ;  altogether  more  than  one  half  of  the  line  is  steeper  than  1  in- 
100.  There  are  3  tunnels  of  1,342*  yards  aggregate  length,  and  a  viaduct  of 
110  yards,  and  58  feet  high.  There  are,  besides,  cuttings  of  from  32  to  81  feet 
in  extreme  depth,  and  embankments  of  from  36  to  80  feet  in  extreme  height. 

On  the  same  grounds  that  are  set  forth  with  respect  to  the  Launceston  Rail- 
way, and  with  the  like  hope  of  some  means  being  found  for  lessening  the 
disadvantages  of  the  scheme  as  now  proposed,  we  must  express  our  opinion 
that  it  is  desirable,  on  public  grounds,  to  postpone  the  consideration  of  this 
scheme  also  in  the  present  Session. 

There  are  five  short  branches  of  the  South  Devon  Railway,  included  in  the 
plans,  the  aggregate  length  of  which  is  4  miles  49  chains,  which  partake  of  the 
character  of  the  Tavistock  Branch  as  respects  their  gradients,  and  we  con- 
sider that  the  delay  recommended  in  the  case  of  that  branch  may  be  desirable- 
as  regards  these  also. 
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-  Darfield  to  Worsbrough ; 
Ditto  to  Elsecar ; 
Midland  Railway  Branches :  I  Chevet  to  Horbury ; 

Oakenshaw  to  Wakefield; 
v  Ambergate  to  Crich. 

The  first  named  of  these  branches  is  5  miles  6  chains  in  length.  It  com- 
mences near  the  Darfield  Station  of  the  North  Midland  Railway,  and  at  the  first 
mile  approaches  the  Dearne  and  Dove  Canal,  the  course  of  which  it  follows  to 
Worsbrough  Bridge  after  once  crossing  the  Canal. 

The  branch  from  Darfield  to  Elsecar  is  the  same  as  the  former  branch  for 
the  first  half-mile,  but  then  bending  southward  it  follows  the  south  bank  of  the 
Elsecar  Branch  of  the  Dove  and  Dearne  Canal.    Its  length  is  3  miles  36  chains. 

The  branch  from  Chevet  to  Horbury,  3  miles  39  chains  in  length,  begins  in 
the  North  Midland  Railway,  near  Walton,  and  terminates  at  the  Manchester 
and  Leeds  Railway,  near  Horbury. 

The  branch  from  Oakenshaw  to  Wakefield,  1  mile  and  50  chains  long,  con- 
nects the  North  Midland  with  the  Manchester  and  Leeds  Railway,  at  the 
stations  respectively  named  of  the  two  lines.  In  the  event  of  the  projected 
Wakefield,  Pontefract,  &nd  Goole  Railway  receiving  Parliamentary  sanction, 
this  branch,  which  is  identical  with  the  Wakefield  end  of  that  undertaking, 
will  be  of  course  unnecessary. 

The  Ambergate  and  Crich  Branch,  2  miles  and  25  chains,  appears  to  be 
intended  for  mineral  traffic  only,  the  severity  of  the  gradients  being  such  as  to 
unfit  it  for  locomotive  traction.  It  will  form  an  extension  of  an  existing  tram- 
way, having  gradients  of  1  in  6,  1  in  5  J,  1  in  4,  and  1  in  3  J.  The  proposed 
branch  has  gradients  of  1  in  27,  and  1  in  13.  The  object  appears  to  be  the 
connexion  of  some  limekilns  with  the  limestone  quarries.  Its  course  is 
northerly. 

We  are  of  opinion  that  with  the  exception  of  the  contingency  affecting  the 
Wakefield  and  Oakenshaw  branch,  as  before  stated,  there  are  not  any  public 
reasons  which  should  lead  us  to  recommend  to  Parliament  to  withhold  its 
sanction  from  these  five  short  branches  of  an  existing  and  important  Railway. 

Newcastle-upon-Tyne  and  North  Shields  Railway — Extension  to  Tynemouth — 

Branch  to  Quay  at  Newcastle. 

The  first  of  these  is  a  scheme  for  prolonging  the  Newcastle  and  North  Shields 
Railway  through  the  present  terminus  at  North  Shields,  and  under  a  part  of 
that  town,  to  a  new  terminus  at  the  bathing  village  of  Tynemouth. 

To  effect  this  object  a  tunnel,  761  yards  in  length,  must  be  constructed 
under  circumstances  attended  with  some  difficulty ;  as  the  line  of  rails  will 
be  only  from  17  feet  to  20  feet  6  inches  under  the  streets  of  North  Shields. 
There  is  also  a  ravine,  60  feet  deep,  to  be  filled  up. 

The  length  of  the  extension  is  one  mile.  Involving  works  such  as  have  been 
described,  the  propriety  of  the  scheme  would  be  very  doubtful  if  it  had  been 
projected  by  an  independent  Company ;  but  proposed  as  it  is  by  the  managers 
of  an  existing  Railway,  upon  which  800,000  persons  are  conveyed  during  the 
year,  it  may  be  presumed  that  they  are  adequate  judges  of  the  case,  and  that 
they  would  not  propose  the  outlay  of  a  considerable  sum  of  money  but  with 
the  hope  of  a  profitable  return. 

The  branch  to  the  quay  at  Newcastle  has  for  its  object  the  connexion  of  the 
shipping  in  the  River  Tyne  at  Newcastle,  with  the  Newcastle  and  Carlisle,  and  * 
the  Newcastle  and  Darlington  Railways,  as  ikell  as  with  the  line  to  the  North 
now  before  Parliament.  This  object  can  only  be  accomplished  by  the  con- 
struction of  a  Railway  which  shall  connect  the  North  Shields  line  with  the 
Railways  running  to  the  South  and  West,  as  a  part  of  the  project  for  carrying 
a  line  from  Newcastle,  northward,  to  join  the  North  British  Railway  at  Ber- 
wick ;  the  expensive  nature  of  the  work  being  such  that  it  could  not  be 
justifiably  undertaken  except  as  a  part  of  a  more  considerable  undertaking. 
The  sanction  of  this  branch  must  consequently  be  dependent  upon  the  sanction 
of  the  project  for  traversing  the  town  of  Newcastle,  and  connecting  the  other 
existing  Railways  with  the  North  Shields  line,  with  a  view  to  proceeding  thence 
to  Berwick. 
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The  length  of  the  proposed  branch  is  only  36  chains,  more  than  one-half  of 
which  (443  yards)  consists  of  a  tunnel,  constructed  in  a  gradient  of  1  in  14 
for  nearly  the  whole  of  its  length,  for  which  reason  it  must  be  worked  by  means 
of  a  stationary  engine.  It  is  proposed  that  the  cargoes  of  vessels  at  the  quay 
of  Newcastle  shall  be  at  once  discharged  into  the  railway  waggons,  and  again 
that  goods  from  those  waggons  may  be  put  directly  into  the  ships;  which  would 
doubtless  be  productive  of  economy  and  convenience.  The  work  will  neces- 
sarily be*  expensive ;  but  the  promoters  state  their  conviction  that  the  revenue 
will  furnish  an  adequate  return  for  the  outlay. 

We  have  to  express  our  opinion  that  there  are  not  any  public  grounds  for 
withholding  Parliamentary  sanction  from  these  projects. 

North  Union  Railway — Branch  to  the  Victoria  Quays  on  the  River  Ribble.    % 

This  branch,  which  is  of  64  chains  in  length,  proceeds  out  of  the  North 
Union  Railway,  near  the  station  in  the  town  of  Preston.  There  do  not 
appear  to  be  any  public  grounds  of  objection  to  the  construction  of  this 
branch. 

Sheffield  and  Rotherham  Railway — Branch  to  connect  that  Line  with  the 
Sheffield  and  Manchester  Railway. 

This  connecting  branch,  32  chains  long,  consists  in  part  of  a  tunnel  363 
yards  in  length,  under  the  town  of  Sheffield.  It  is  a  work  of  evident  utility, 
and  there  are  not,  in  our  opinkm,  any  public  grounds  of  objection  to  the 
sanctioning  of  its  construction. 

West  London  Railway — Thames  Extension — Knightsbridge  Extension. 

The  first  named  of  these  extensions,  1  mile  43  chains  in  length,  proceeding 
out  of  the  terminus  of  the  West  London  Railway,  near  the  head  of  the  basin 
of  the  Kensington  Canal,  and  passing  along  the  eastern  side  of  the  London  and 
Westminster  Cemetery,  terminates  on  the  bank  of  the  Thames,  a  short  dis- 
tance above  Battersea  Bridge. 

This  Railway  has  passed  into  the  hands  of  the  London  and  Birmingham 
Railway  Company,  and  the  proposed  branch  would  in  various  ways  be  useful 
to  that  Company.  There  are  not  any  public  reasons  which,  in  our  opinion, 
should  lead  to  the  rejection  of  this  project. 

With  regard  to  the  proposed  Knightsbridge  Extension,  the  case  is  altogether 
different.  It  could  only  be  carried  out  at  an  enormous  expense,  and  without 
offering  any  general  benefit  as  a  compensation  for  this  evil.  These  reasons 
are,  in  our  opinion,  sufficient  to  justify  us,  on  public  grounds,  in  recommending 
that  the  Knightsbridge  Branch  of  the  West  London  Railway  should  not  receive 
Parliamentary  sanction. 

York  and  Scarborough  Deviation,  near  the  City  of  York. 

The  line  as  sanctioned  by  Parliament  proposed,  after  crossing  the  Ouse  river, 
to  terminate  in  a  curve  of  15  chains  radius,  which  after  crossing  the  coal 
branch  of  the  Great  North  of  England  Railway,  was  to  be  united  with  the  main 
line  of  that  Railway,  and  to  enter  with  it  the  passenger  station  common  to  all 
the  present  York  Railways. 

The  proposed  deviation,  which  is  3  miles  5  chains  in  length,  is  to  cross  the 
river  Ouse,  at  York,  about  a  quarter  of  a  mile  south  of  the  spot  selected  for  the 
crossing  originally.  It  will  then  proceed  in  nearly  a  straight  line  across  both 
the  coal  branch  and  the  main  trunk  of  the  Great  North  of  England  Railway — 
both  crossings  being  on  a  level — and  will  join  the  York  and  North  Midland 
Railway  about  27  chains  distant  from  the  before-mentioned  passenger  station. 

The  directors  of  the  Great  North  of  England  Railway  object  to  the  proposal 
now  made  of  crossing  their  line  and  branch,  on  the  ground  of  the  interruption 
which  would  thus  be  occasioned  to  their  traffic.  If  the  York  and  Scarborough 
line  were  carried  over  the  Great  North  of  England  Railway,  which  might  be 
done  by  incurring  additional  expense,  all  difficulty  would  of  course  be  thereby 
avoided ;  but  the  crossing  on  a  level  having  been  proposed  by  both  companies, 
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who  only  differ  as  to  the  mode  of  effecting  this  object,  it  is  therefore  necessary 
to  examine  the  matter  in  order  to  determine  which  of  the  two  methods  pro- 
posed would  be  attended  by  the  least  amount  of  inconvenience,  delay,  and 
danger  to  the  traffic  of  the  companies  interested. 

According  to  the  showing  of  the  York  and  North  Midland  Company,  the 
point  of  crossing  the  main  line  of  the  Great  North  of  England  Railway  is 
where  trains  coming  from  the  north  always  stop  in  order  to  collect  the  passen- 
gers' tickets.  The  point  of  crossing  their  coal  branch  is  distant  about  a  quarter 
of  a  mile  from  the  coal  depots,  a  space  which  is  never  likely  to  be  occupied  by 
any  train  of  coal-wagons  when  at  rest.  It  does  not  therefore  appear  likely 
that,  with  the  use  of  ordinary  caution,  any  danger  or  inconvenience  could 
result  from  the  adoption  of  the  proposed  deviation. 

The  proposal  of  the  Great  North  of  England  Company  is,  that  trains  coming 
from  Scarborough  shall  enter  the  coal  branch,  and  proceed  along  it  to  the 
junction  with  the  main  line,  when  they  shall  back  along  the  latter  (till  it  joins 
the  York  and  North  Midland  line)  by  the  portion  of  Railway  common  to  both, 
and  leading  into  their  joint  station. 

This  plan  would  require,  either  that  an  extra  engine  should  be  always 
awaiting  the  arrival  of  the  trains  from  Scarborough,  or  that  the  trains  should  be 
pushed  from  behind,  between  the  coal  branch  and  the  station,  a  proceeding 
which  would  occupy  more  time  and  cause  more  obstruction  to  the  business  of 
both  Railways  than  the  simple  mode  proposed  of  crossing  the  Great  North  of 
England  Railway  and  its  branch  at,  or  nearly  at,  right  angles ;  and  the  same 
difficulties  and  delay  would  take  place  in  respect  to  trains  leaving  the  station  at 
York  for  Scarborough. 

For  these  reasons  we  consider  that  the  proposed  deviation  is  an  improvement 
upon  the  original  plan,  and  that  it  is  safer  and  more  convenient  than  the  mode 
of  entering  and  leaving  the  station  at  York  which  is  suggested  by  the  Great 
North  of  England  Company. 

We  are  therefore  of  opinion  that  there  are  not  any  public  grounds  for  with- 
holding the  sanction  of  Parliament  from  this  proposed  deviation. 

In  conclusion,  we  would  draw  attention  to  the  passage  in  the  Fifth  Report  of 
the  Select  Committee  on  Railways  of  1844,  in  which  it  is  stated,  while  recom- 
mending that  Reports  should  be  made  to  Parliament  by  this  department  upon 
Railway  schemes,  "That  no  such  Report  should  be  held  to  prejudice  the  claims 
of  private  pe&ons,  the  examination  of  which  should  be  altogether  reserved  to 
the  Houses  of  the  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived;,  with  a  view  to  the  informa- 
tion and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in 
question,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are 
anxious  that  it  should  be  distinctly  understood  that  we  have  arrived  at  these 
results  solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations 
how  far  such  results  might  require  to  be  modified  by  a  due  regard  for  private 
rights  and  interests. 


DALHOUS1E. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN. 


Digitized  by 


Google 


Id 

10 


2. 

s 


8- 

I 

3 

3 


J- 

a 

w 

s. 

o 

*d 

> 

o 

sr 

C5 
<< 

73 

0 

50 
H 

o 

o 
**> 

o 

o 

•*> 

3 

H 

si. 

3 

s 

P 
> 

2. 

9 

w 

o 

£0 

> 

M 

5* 

D 

D 

* 

5" 

2 

d 

3 

2 

s 

CO 

TJ 

> 

OB 

* 

d 

3> 

H 
2 

ao 

W 

■t 

<D 

as 

o* 

>4 

H 

S? 

J? 

3 

O 

r* 

3 

cr 

03 

o 

> 

> 

GO 


Digitized  by 


Google 


RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board  of  Tb 
for  extending  Railway  Communication  in  various 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  8  May  \i 


Railway  Department,  B 
Whitehall,  8  Ma 

THE  Board  constituted  by  the  Minute  of  the  Lords  of  1 
Privy  Council  for  Trade,  for  the  transaction  of  Railway 
had  the  following  Railway  schemes,  viz. : 

Porthdynllaen  and  Bangor ; 

Chester  and  Holyhead ; 

Ditto — Mold  Branch ; 

Brighton,  Lewes,  and  Hastings — Rye  and  Ashford  Branch ; 

have  decided  on  submitting  the  following  Report  thereon  for  i 
of  Parliament : 

The  Porthdynllaen  and  Bangor  (or  North  Wales  Railway 
the  port  of  Porthdynllaen,   runs  along  the  coast  of  the   Ir 
Clynog  and  Caernarvon,  to  Bangor;   its  length  being  28  i 
The  earth-works  on  the  whole  will  exceed  an  average,  and  a 
704  yards  in  length.    At  the  6th  mile  is  an  embankment  118 
the  1 1th  mile  a  cutting  71  feet  deep ;  and  several  run  from  4C 

The  promoters  of  the  scheme  state,  that  by  bringing  into 
the  city  and  Port  of  Bangor  and  the  town  of  Caernarvon,  the  1 
important  commercial  advantages  upon  the  interests  of  North 
its  further  course  through  the  mineral  and  agricultural  dis 
open  additional  supplies  of  copper,  lead,  slates,  grain,  and  pi 
and  extended  markets-  Especially  they  lay  stress  on  the  a 
derived  from  opening  out  the  extensive  slate  quarries  in  the  di 

With  regard  to  passengers,  they  reckon  upon  a  considerab 
along  the  proposed  line,  particularly  in  summer  and  autumn 
tables,  which  have  been  submitted  with  the  statement  of  the 
seem  to  justify,  so  far  as  it  is  in  our  power  to  form  an  opini 
which  they  contain,  their  assumption  that  the  line  will  be  rem 

We  have  stated  that  the  earth-works  on  the  whole  will  ex 
and  that  a  tunnel  occurs  704  yards  in  length ;  consequently  tl 
an  expensive  description.  The  promoters  of  the  scheme,  ho^ 
estimate  the  cost  at  300,000/.,  state  that  arrangements  have 
responsible  contractors  to  complete  the  Railway  within  the  enj 
both  as  to  time  and  amount 

The  projectors  are  particular  in  their  statement,  that  thei 
intended  to  rival  the  Chester  and  Holyhead  Railway,  nor  to  dis 
arrangements  between  that  Company  and  the  Government; 
local  purposes,  and  it  appears  to  have  received  very  general  lo< 

No  statement  has  been  made  to  the  Board  of  Trade  in  c 
scheme,  and  we  are  not  aware  of  any  circumstances  tending  1 
case  of  the  promoters. 

In  these  circumstances  it  becomes  our  duty  to  report,  in  con 
Fifth  Report  of  the  Select  Committee  of  the  House  of  Comm 
are  no  public  reasons  which  ought,  in  the  opinion  of  this  d< 
decisive  against  it." 
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The  object  of  the  Chester  and  Holyhead  Railway  Bill  is  to  complete  the  con- 
tinuous communication  from  Chester  to  Holyhead  by  the  passage  of  the  Menai 
Straits,  by  means  of  one  of  two  alternative  lines,  the  first  of  which,  4  miles 
63  chains  in  length,  passes  over  the  town  of  Bangor  by  a  viaduct  bridge  ;  the 
other,  4  miles  26  chains  in  length,  passes  about  half  a  mile  south  of  Bangor, 
and  effects  a  saving  of  37  chains*  in  distance.  The  gradients  on  both  lines  are 
good. 

The  point  selected  for  the  passage  of  the  Menai  is  at  the  Britannia  Rock,  in 
the  centre  of  the  Strait,  which  affords  a  convenient  position  for  the  central  pier 
of  a  bridge  of  two  arches ;  but  as  an  objection  was  taken  to  the  bridge  proposed 
to  be  constructed,  the  Lords  Commissioners  of  the  Admiralty  directed  a  local 
examination  to  be  made  by  Sir  John  Rennie  and  Mr.  Rendel,  civil  engineers, 
in  company  with  Captain  Vidal,  Royal  Navy.  We  beg  to  refer  the  Committee 
on  the  Bill,  to  the  reports  of  Sir  John  Rennie  and  Mr.  Rendel,  in  which  the 
Inspector  general  of  Railways  concurs. 

The  Mold  Branch  of  the  Chester  and  Holyhead  Railway  has  been  formally 
withdrawn  by  the  projectors,  with  the  intention  of  bringing  it  forward  in  an 
improved  form  at  a  future  period. 

The  Brighton,  Lewes,  and  Hastings  (Rye  and  Ashford  Branch),  is  29  miles 
27  chains  in  length,  with  a  subsidiary  branch  to  Hastings,  1  mile  21  chains 
in  length. 

The  main  branch  commences  at  a  point  on  the  Brighton,  Lewes,  and  Hastings 
Railway,  about  two  miles  westward  of  the  St.  Leonard's  terminus,  and  about 
31  miles  from  Brighton;  and,  sweeping  round  to  the  north  of  Hastings,  to 
which  it  throws  off  the  subsidiary  branch  which  we  have  mentioned,  passes  by 
Winchelsea  and  Rye  to  Ashford,  where  it  terminates  at  the  station  of  the 
South  Eastern  Railway. 

In  the  Report  from  the  Board  of  Trade  on  the  Kentish  and  South  Eastern 
Railways,  we  stated,  with  regard  to  the  South  Eastern  Company's  scheme 
(Ashford  to  Hastings),  which  is  an  important  link  in  the  coast  line  of  commu- 
nication, that  we  were  aware  of  no  public  grounds  why  it  should  not  receive 
the  sanction  of  the  Legislature ;  and  we  omitted  to  notice  expressly  the  scheme 
which  is  now  before  us,  in  consequence  of  the  directors  of  the  Brighton, 
Lewes,  and  Hastings  Railway  having,  in  a  memorial  received  at  the  Board  of 
Trade  on  the  7th  of  January,  made  the  following  statement : 

"  The  extension  of  the  coast  line  to  a  point  on  the  Dover  Railway  which 
would  complete  the  chain  of  communication  along  the  coast,  between  Dover 
and  Portsmouth,  at  the  eastern  end  of  the  chain,  is  an  object  which  has  been 
viewed  by  the  directors  to  be  of  great  public  importance,  and  one  which  it 
was  much  their  interest  and  desire  to  promote,  and  for  such  purpose  they  have 
caused  surveys  to  be  made  and  the  country  in  that  direction  thoroughly 
explored ;  but  they  feel  bound  to  say,  that  any  interference  with  the  prospects 
of  their  Railway,  by  the  adoption  of  any  line  having  for  its  object  the  abstrac- 
tion of  the  Hastings  and  London  traffic,  will  probably  be  fatal  to  such  an  under- 
taking, and  that,  pending  a  state  of  uncertainty  and  doubt  as  to  the  decision 
which  may  be  arrived  at,  all  efforts  towards  its  accomplishment  on  their  part 
must  be  suspended,  although  of  course  they  could  not  object  to  its  accomplish- 
ment by  any  other  parties." 

Considering,  therefore,  that  the  Hastings  and  Ashford  project  was  with- 
drawn, we  omitted  all  notice  of  it  from  the  Report  on  the  Kentish  schemes ;  but 
as  the  Brighton,  Lewes,  and  Hastings  Company  have  since  requested  us  to 
report  specially  upon  the  project,  we  beg  to  state,  with  reference  to  that 
scheme,  that  inasmuch  as  a  line  of  Railway  from  Hastings  to  Ashford  will  be  an 
important  link  in  the  chain  of  the  south  coast  communication,  we  think  it 
ought  to  be  made ;  and  that,  having  regard  to  all  the  circumstances  of  the  case, 
as  set  forth  in  our  Report  on  the  Kentish  schemes,  we  are  of  opinion  that  the 
branch  will  be  best  constructed  by  the  South  Eastern  Railway  Company. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
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Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of 
that  Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  infor- 
mation and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes 
in  question,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are 
anxious  that  it  should  be  distinctly  understood  that  we  have  arrived  at  these 
results  solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations 
how  far  such  results  might  require  to  be  modified  by  a  due  regard  for  private 
rights  and  interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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RAILWAYS. 

REPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
the  Schemes  for  extending  Railway  Communication  in  the  Districts 
of  Berkshire,  Hampshire,  Wiltshire,  Dorsetshire,  and  Somersetshire. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  28  February  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  28  February  1845. 


THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  following  schemes  for  extending  Railway  communication 
in  the  districts  of  Berkshire,  Hampshire,  Wiltshire,  Dorsetshire,  and  Somerset- 
shire, intermediate  between  the  Great  Western  and  South  Western  Railways, 
viz.  the  Basingstoke  and  Didcot  Junction  ;  Bristol  and  Exeter — Yeovil  Branch ; 
London  and  South  Western — Hook  Pit  Deviation  ;  London  and  South  Western 
— Salisbury  to  Yeovil ;  Reading,  Basingstoke,  and  Hungerford ;  Southampton  and 
Dorchester ;  Salisbury,  Dorchester  and  Weymouth ;  Wilts,  Somerset,  and  Wey- 
mouth ;  have  determined  on  submitting  the  following  Report  thereon  for  the 
consideration  of  Parliament. 

The  different  Railways  in  the  above  list  are  combined  so  as  to  form  two  great 
schemes  for  supplying  the  extensive  district  situated  between  the  Great  Western 
and  South  Western  Railways ;  the  first  promoted  by  the  Great  Western  Com- 
pany, consisting  of  the  Reading,  Hungerford,  and  Basingstoke ;  Wilts,  Somerset, 
and  Weymouth  ;  Bristol  and  Exeter — Yeovil  Branch  ;  Southampton  and  Dor- 
chester ;  the  other,  promoted  by  the  London  and  South  Western  Company,  con- 
sisting of  the  Basingstoke  and  Didcot  Junction ;  London  and  South  Western — 
Hook  Pit  Deviation;  London  and  South  Western — Salisbury  to  Yeovil;  Salisbury, 
Dorchester  and  Weymouth.  For  the  sake  of  distinction  these  may  be  referred 
to  shortly  as  the  Great  Western  and  South  Western  schemes.  The  lines  are 
delineated  on  the  map  accompanying  this  Report. 

The  promoters  of  the  South  Western  scheme  have  publicly  announced  their 
intention  of  abandoning  the  whole  of  their  lines,  and  withdrawing  all  opposition 
to  those  of  the  Great  Western  scheme ;  but  as  the  two  schemes  were  fully  inves- 
tigated by  us  before  arriving  at  the  opinion  which  we  have  formed  as  to  their 
comparative  merits,  we  shall  proceed  to  state  our  grounds  for  this  opinion 
without  reference  to  circumstances  which  have  subsequently  occurred. 

An  inspection  of  the  map  will  show  that  the  two  scheihes  are  based  on  oppo- 
site principles.  The  leading  idea  of  the  South  Western  scheme  is  to  supply 
the  district  between  the  Great  Western  Railway  and  the  coast  by  a  central 
trunk  line  running  east  and  west  through  Salisbury  and  Yeovil,  with  branch 
lines  north  and  south,  draining  the  traffic  from  each  side  into  this  trunk. 

The  leading  idea  of  the  Great  Western  scheme,  on  the  other  hand,  is  to 
supply  the  same  district  by  a  Coast  line  to  Southampton,  affording,  with  the 
Great  Western  Railway,  East  and  West  communications  along  the  boundary  lines 
of  the  district,  with  cross  lines  between  the  two,  affording  North  and  South  com- 
munications. 

The  Southwestern,  Salisbury  line,  straightened  by  the  Hook  Pit  Deviation,  toge- 
ther with  the  extension  from  Salisbury  to  Yeovil,  form  the  central  trunk  line  of 
the  first  system,  which  it  would  probably  have  been  proposed  to  complete  in  a 
subsequent  Session  by  a  line  from  Yeovil  to  Exeter ;  and  in  connexion  with  this 
trunk  it  was  at  first  proposed  to  run  a  branch  nearly  at  right  angles  from 
Shaftesbury  to  Dorchester  and  Weymouth,  which,  however,  was  subsequently 
modified  into  the  Salisbury,  Dorchester,  and  Weymouth  scheme,  taking  a  more 
direct  course  towards  London. 

The  Southampton  and  Dorchester,  in  connexion  with  the  portion  of  the  Wilts 

and  Somerset  scheme  from  Weymouth  to  Bridport,  constitute  the  Coast  line  or 
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base  of  the  other  scheme ;  and  the  remaining  portion  of  the  Wilts  and  Somerset 
scheme,  with  the  Yeovil  branch  of  the  Bristol  and  Exeter,  form  a  comprehensive 
system  of  North  and  South  communication  between  this  Coast  line  and  the  Great 
Western. 

The  Reading,  Basingstoke,  and  Hungerford,  and  Basingstoke  and  Didcot 
Junction  lines  are  portions  of  these  two  great  schemes,  which  compete  with 
one  another  for  a  part  of  the  Berkshire  and  Hampshire  district,  which  is  to  a 
certain  extent  isolated  from  the  main  question,  and  may  be  considered  sepa- 
rately. 

It  soon  became  evident  to  us,  from  the  statements  of  the  parties,  and  from 
the  estimates  of  traffic,  that  of  the  two  great  schemes  above  described,  one  only 
could  be  supported  by  the  resources  of  the  district. 

The  Coast  line  and  other  lines  of  the  Great  Western  scheme  could  only  hope 
to  exist  by  combining  with  the  local-  traffic  3uch  portions  of  the  traffic  towards 
the  Metropolis  as  would  be  diverted  from  them  by  the  construction  of  a  more 
direct  central  line  ;  and,  on  the  other  hand,  the  central  line  passing  through  a 
district  comparatively  destitute  of  local  traffic,  could  only  be  supported  by  drain* 
ing  into  it  the  whole  traffic  towards  London. 

We  had,  therefore,  at  the  outset  to  consider  which  of  the  two  arrangements 
appeared,  on  the  whole,  to  be  preferable  for  public  purposes. 

The  principal  advantage  of  the  South  Western  scheme  appeared  to  be,  that 
it  afforded  a  somewhat  shorter  communication  from  the  Western  Counties  to 
London.  By  this  scheme  the  distance  from  Yeovil  to  London  would  be  about 
130  miles,  as  compared  to  142  by  the  Great  Western  scheme;  from  Dorchester 
to  London,  124  miles,  as  compared  to  137 ;  and  if  continued  to  Exeter,  it  is 
calculated  that  about  20  miles  would  be  saved  over  the  present  route  by  way  of 
Bristol. 

On  the  other  hand,  the  Great  Western  scheme  affords  a  very  much  better 
local  connexion  of  the  different  towns  of  the  district  among  themselves,  and 
places  them  all  in  Railway  communication,  not  only  with  London  and  the  East, 
but  also  with  Bath,  Bristol,  and  the  North. 

An  inspection  of  the  map  will  show,  that  by  this  scheme  Southampton,  Salis- 
bury, Poole,  Dorchester,  Weymouth,  Bridport,  Yeovil,  Warminster,  Frome, 
and,  in  fact,  almost  every  town  of'any  importance  in  the  extensive  district  be- 
tween the  Great  Western  and  South  Western  Railways,  afe  placed  on  good  lines 
of  communication  with  one  another,  with  London,  and  with  Bristol. 

By  the  South  Western  scheme,  on  the  other  hand,  no  outlet  is  afforded  to- 
wards Bristol  or  Bath,  and  of  the  towns  in  question  some  are  entirely  omitted, 
while  others  only  obtain  a  very  circuitous  connexion  with  one  another,  while 
no  town  of  any  note  except  Shaftesbury  is  accommodated  by  the  South  Western 
scheme  and  omitted  by  the  other. 

From  the  evidence  submitted  to  us,  it  appears  that  a  very  large  proportion  of 
the  traffic  of  almost  the  whole  district  in  question  flows  towards  Bath,  Bristol,  and 
the  North,  and  that  consequently  a  scheme  of  Railway  communication  which 
afforded  no  outlet  in  that  direction  would  be,  comparatively  speaking,  of  little 
value.  It  appears  also,  from  the  result  of  the  various  public  meetings  that  have 
been  held,  and  from  the  different  memorials  that  have  been  addressed  to  us,  that 
a  very  general  and  decided  feeling  exists  throughout  by  far  the  greater  part  of 
the  district  in  question  in  favour  of  the  Great  Western  scheme,  as  combining  the 
advantages  of  local  accommodation  and  of  a  Northern  outlet  with  that  of  a  suffi- 
ciently good  London  communication. 

These  considerations  appear  to  us,  under  the  peculiar  circumstances  of  the 
case  in  question,  to  outweigh  the  slight  advantage  in  distance  from  a  few  prin- 
cipal points  to  London ;  and  accordingly  we  have  arrived  at  the  conclusion 
that  the  Great  Western  scheme  is  calculated  to  afford,  on  the  whole,  better  accom- 
modation to  the  districts  to  be  supplied  than  the  competing  scheme. 

The  advantages  afforded,  in  a  national  point  of  view,  by  the  Coast  line, 
which  forms  an  integral  portion  of  the  Great  Western  scheme,  have  been  already 
referred  to  in  our  Report  on  the  South  Eastern  district,  and  constitute,  in  our 
opinion,  an  important  additional  recommendation  in  favour  of  this  scheme. 

When  we  proceed  to  examine  the  different  lines  of  the  two  schemes  which  are 
in  competition  with  one  another  more  in  detail,  we  are  confirmed  in  the  prefer- 
ence which,  upon  general  grounds,  appears  to  be  due  to  the  Great  Western 
scheme. 
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I.  As  regards  the  Berkshire  or  Newbury  District. 

The  Great  Western  line  runs  from  Hungerford,  through  Newbury,  to  Read- 
ing, and  from  Reading  to  Basingstoke.  That  of  the  South  Western  Company 
from  Basingstoke  to  Newbury,  and  thence  with  an  alternative  branch  either  to 
Didcot  or  Swindon. 

The  traffic  tables  submitted  to  us,  as  well  as  the  evidence  given  before  Parlia- 
ment last  year,  show  that  the  principal  traffic  of  Newbury,  Hungerford,  and  the 
district  to  be  accommodated,  is  with  London. 

The  Great  Western  line,  by  way  of  Reading,  gives  this  traffic  a  shorter  route 
of  8  J  miles,  than  the  South  Western  line  by  way  of  Basingstoke. 

The  Great  Western  line  also  affords  a  direct  communication  from  Newbury 
and  Hungerford  to  Reading,  Maidenhead,  and  the  different  towns  along  the  line 
of  the  old  Great  Western  road,  with  which  the  intercourse  is  considerable. 

The  South  Western  line  affords  no  communication  in  this  direction,  and  sub- 
stitutes for  it  only  a  communication  towards  Basingstoke  and  Southampton,  in 
which  direction  the  traffic  is  inconsiderable,  and  which  is  afforded  without  any 
very  great  circuit  by  the  Great  Western  scheme,  by  way  of  Reading. 

With  regard  to  the  North  and  South  communication,  the  prospect  of  a  con- 
nexion being  effected  between  Rugby  and  Oxford,  leaves  no  doubt  that  the 
communication  by  way  of  Oxford  is  preferable  to  that  by  Swindon,  as  affording 
a  more  direct  route  not  only  to  the  Northern  and  North  Western,  but  also  to 
the  Midland  and  North  Eastern  portions  of  the  kingdom*  It  is  evident  also  that 
there  is  at  present  no  sufficient  traffic  to  support  two  lines  of  communication  to 
the  North,  and  the  advantages  of  that  by  Swindon  are,  to  a  great  extent,  obtained 
by  the  proposed  extension  of  the  Wilts  and  Somerset  line  to  Salisbury. 

We  may  assume,  therefore,  that  the  alternative  branch  of  the  South  Western 
Company  to  Swindon  is  untenable,  and  that  the  comparison  lies  between  their 
Didcot  line  and  that  of  the  Great  Western  Company  from  Reading  to  Basing- 
stoke. 

The  sole  advantage  of  the  Didcot  line  is,  that  it  shortens  the  distance  from 
Didcot  to  Basingstoke  (or,  in  other  words,  from  the  North  to  Southampton,) 
by  5  i  miles,  as  compared  with  the  Great  Western  route  by  Reading.  But,  on 
the  other  hand,  its  .gradients  are  very  inferior,  and  it  involves  the  construc- 
tion of  26  $  miles  of  Railway,  in  great  part  of  an  expensive  character,  through 
a  thinly  populated  country,  while  the  length  of  the  Great  Western  Railway 
from  Reading  to  Basingstoke  is  only  15  miles. 

Had  the  through-traffic  from  the  North  been  sufficient  in  itself  to  support  a 
line,  much  might  have  been  said  in  favour  of  one  from  Basingstoke  to  Didcot 
on  the  narrow  gauge,  which  would  not  only  have  given  the  most  direct  route, 
but  also  have  afforded  a  prospect  of  attaining  an  unbroken  communication 
throughout,  since  in  that  case  the  portion  between  Oxford  and  Didcot  would 
alone  have  intervened  upon  the  wide  gauge.  But  it  appears  perfectly  well  esta- 
blished that  there  exists  at  present  no  thTough-trafcc  in  this  direction  that 
could  in  itself  warrant  or  support  a  line  of  26  miles  from  Basingstoke  to  Didcot, 
and  a  second  narrow  gauge  line  for  10  miles  between  Didcot  and  Oxford. 
Such  a  line  would  present  itself  under  very  different  circumstances,  if  the  traffic 
towards  Southampton  should  so  far  increase  as  to  be  capable  of  supporting  it ; 
but  in  the  meantime  it  is  evident  that  it  could  only  hope  to  be  supported  by 
the  London  traffic  from  the  Newbury  district  being  diverted  over  it,  in  the 
circuitous  and  inconvenient  direction  of  Basingstoke. 

Conceiving,  therefore,  this  traffic  and  the  connexion  with  Reading  and  the 
Eastern  towns  to  be  the  paramount  objects  required  for  the  accommodation  of 
the  district,  we  are  of  opinion  that  the  Great  Western  scheme,  which  effects  these 
objects  much  better  and  more  economically,  at  a  comparatively  slight  sacrifice  of 
distance  to  the  through-traffic  from  the  North,  is  preferable  to  the  competing 
scheme :  nor  do  we  think  that  this  preference  would  interfere  materially  with 
the  construction  hereafter  of  a  direct  and  uninterrupted  narrow-gauge  commu- 
nication between  the  North  and  Southampton  should  such  appear  to  be  required 
for  the  public  accommodation,  which,  however,  we  do  not  contemplate  as  likely 
to  be  the  case  under  existing  circumstances. 
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II.   The  Wilts  and  Somerset  line,  and  Bristol  and  Exeter  Branch  from 
Durston  to  Yeovil. 

These  together  form  a  very  complete  and  comprehensive  scheme,  comprisin  g 
148  miles  of  new  Railway,  for  supplying  local  accommodation,  and  a  double 
communication,  towards  London  and  Bristol,  to  ther  principal  towns  of  Wilt- 
shire, Somersetshire,  and  Dorsetshire.  By  combining  these  objects,  and  by 
ensuring  uniformity  and  economy  of  working  in  connexion  with  the  Great 
Western  Railway,  a  sufficient  return  may  be  expected  to  justify  the  outlay  of 
capital,  which,  from  the  comparatively  easy  nature  of  considerable  portions  of  the 
line,  is  estimated  not  to  exceed  1,700,000  L 

No  portions  of  this  scheme  appear  to  be  in  direct  competition  with  any  of  the 
lines  proposed  by  the  South  Western  Company,  none  of  which  supply  the  main 
object  of  a  communication  towards  Bristol  and  the  North. 

As  a  whole,  the  Wilts  and  Somerset  scheme  appears  a  very  useful  and  com- 
plete scheme  for  the  accommodation  of  the  district,  with  the  exception  of  the 
following  points : 

1.  The  communication  afforded  from  Salisbury,  Warminster,  Bradford,  and 
all  places  north  of  Yeovil,  towards  Bath  and  Bristol,  is  circuitous  and  imperfect, 
and  it  is  evident  that  a  communication  in  this  direction,  in  addition  to  that 
towards  London,  is  required  in  order  to  carry  out  properly  the  avowed  objects  of 
the  undertaking.  It  has  been  strongly  urged  by  various  local  interests,  includ- 
ing the  Chamber  of  Commerce  of  Bristol  and  other  public  bodies  of  that  city 
and  of  Bath,  that  the  completion  of  this  communication  by  a  line  from  Bradford 
to  Bath  ought  to  be  insisted  on,  as  a  condition  of  sanctioning  the  scheme.  The 
promoters  state,  however,  that  great  engineering  difficulties  exist  in  this  direction, 
and  that  it  is  by  no  means  certain  that  a  better  line  for  public  purposes  might 
not  be  found  by  Frome  and  Radstock,  or  in  some  other  direction.  They  have 
voluntarily  offered,  however,  to  pledge  themselves,  in  any  way  that  Parliament 
may  think  fit,  to  complete  their  scheme,  by  applying  next  Session  for  such  line 
of  improved  communication  towards  Bath  and  Bristol,  whether  by  Bradford  or 
in  any  other  direction,  as  upon  full  inquiry  shall  appear  the  best,  leaving  it  to 
the  Board  of  Trade,  or  other  authority  constituted  by  Parliament,  to  decide,  in 
case  of  difference,  which  line  shall  be  adopted,  and  whether  there  are  any  cir- 
cumstances that  may  reasonably  require  a  suspension  of  the  application. 

It  appears  to  us  that  this  pledge  offers  all  that  can  be  reasonably  demanded 
from  the  Company,  and  will  ensure  the  attainment  of  the  public  objects  which 
the  memorialists  have  had  in  view. 

2.  The  city  of  Wells  and  the  surrounding  district  are  left  without  Railway 
communication  by  the  present  combination. 

It  appears  to  us  very  desirable  that  this  object  should  be  attained,  in  order  to 
complete  the  Railway  communications  of  the  county ;  but  at  present  this  could 
only  be  done  by  the  sacrifice  of  objects  of  greater  importance. 

The  promoters  of  the  Wilts  and  Somerset  scheme,  as  well  as  the  Bristol  and 
Exeter  Company,  have,  however,  stated  their  intention  of  examining  the  Wells 
district,  with  a  view  to  extending  a  Branch  to  it  if  it  should  appear  that  such  an 
undertaking  would  be  justified  as  a  commercial  enterprise ;  and  we  hope,  there- 
fore, that  this  portion  of  the  county  will  not  be  long  excluded  from  a  partici- 
pation in  the  benefits  conferred  upon  the  rest. 

The  Bristol  and  Exeter  Company's  Branch  from  Durston  to  Yeovil  is  an 
integral  part  of  this  comprehensive  scheme  of  communication,  and  affords  a  con- 
nexion between  the  Bristol  Channel,  Devonshire  and  Cornwall,  and  the  South 
coast,  and  Coast  line  from  Dorchester  to  Southampton. 

HI.  With  regard  to  the  Lines  from  Dorchester  to  Southampton  and  Salisbury. 

The  general  features  of  these  competing  lines  have  been  already  described,  and 
the  grounds  upon  which  a  preference  appears  to  be  due  to  the  former  as  a  better 
local  line,  and  as  an  integral  portion  of  a  more  comprehensive  scheme,  notwith- 
standing the  advantage  of  a  somewhat  shorter  distance  to  London  by  the  Salis- 
bury line. 

It  only  remains  to  add,  that  the  Southampton  line  was  originally  projected 
by  an  independent  local  committee,  and  adopted  by  resolutions  passed  at 
county  meetings  and  public  meetings  held  at  the  principal  towns  of  the  district 
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for  the  purpose  of  considering  of  the  best  means  of  Railway  communication. 
It  is  obviously  preferable  to  the  Salisbury  scheme,  in  a  national  point  of  view, 
as  a  Coast  line,  and  affords  better  local  accommodation  to  Wareham,  Poole, 
Christchurch,  and  the  towns  on  the  coast ;  it  is  also  of  a  much  less  expensive 
character,  which  is  a  consideration  of  importance,  as  it  does  not  appear  that  the 
traffic  which  may  be  expected  will  be  sufficient  to  afford  a  fair  return  upon 
the  larger  capital  required  for  the  Salisbury  scheme.  On  the  whole,  there- 
fore, we  have  no  difficulty  in  stating  our  opinion  that  of  the  two  competing 
schemes  that  from  Dorchester  to  Southampton  appears  to  us  to  be  preferable. 

IV.  The  remaining  lines  are,  the  South  Western  Extension,  from  Salisbury 
to  Yeovil,  and  Hook  Pit  Deviation, 

Had  the  traffic  of  the  district  appeared  to  be  sufficient  to  support  a  direct 
Yeovil  or  Exeter  line,  in  addition  to  the  Coast  and  Wilts  and  Somerset  lines,  the 
preference  given  to  the  latter  would  not  have  been  conclusive  against  the  sanction 
of  the  former ;  but  it  appears  to  us  to  be  perfectly  well  established  that  neither 
the  local  or  through-traffic  are  at  present  of  sufficient  amount  to  enable  the  two 
schemes  to  exist  in  conjunction,  and  therefore,  as  a  consequence  of  the  opinion 
we  hav4B  expressed,  that  the  Great  Western  scheme  affords,  on  the  whole,  de- 
cidedly greater  public  advantages  ;  it  follows  that  we  must  equally  express  an 
opinion  unfavourable  to  the  line  from  Salisbury  to  Yeovil. 

It  may,  perhaps,  be  objected  that  the  effect  of  the  rejection  of  the  Salisbury 
and  Yeovil  line  will  be  to  create  a  monopoly  of  the  whole  traffic  of  the  West  of 
England  in  the  hands  of  the  Great  Western  Companv.  This  objection,  however, 
could  only  be  obviated  by  sanctioning  a  great  length  of  otherwise  unproductive 
line  for  the  sake  of  competition,  and  by  so  doing  defeating  a  scheme  greatly 
preferable  both  in  respect  of  local  accommodation  and  of  national  advantage. 
Nor  does  it  appear  to  us  that  any  monopoly  beyond  what  at  present  exists  would 
be  thus  created,  since  if  at  any  time  hereafter  circumstances  should  so  change, 
either  by  the  increasing  importance  of  the  through-traffic  or  by  any  possible 
abuse  of  their  powers  on  the  part  of  the  Great  Western  Company,  as  to  justify 
and  require  the  construction  of  a  shorter  or  competing  line  to  Exeter,  there 
would  be  nothing  in  the  present  settlement  to  prevent  such  line  from  being 
brought  forward,  either  by  the  South  Western  Company  or  by  other  parties. 

The  Hook  Pit  Deviation,  by  which  the  angle  at  Bishopstoke  of  the  Salisbury 
line,  sanctioned  last  year,  is  proposed  to  be  cut  off,  and  the  distance  from  Salis- 
bury to  London  shortened,  might  be  highly  desirable,  if  the  South  Western 
scheme  of  a  central  line  to  the  west  of  Salisbury  were  adopted.  But  if  this 
scheme  be  rejected,  there  hardly  appears  a  sufficient  case  for  proposing  a  new 
line  to  alter  one  so  recently  sanctioned,  and  which  is  not  yet  completed,  more 
especially  as  it  may  be  questionable  whether,  if  it  be  a  sufficient  object  for  the 
South  Western  Company  to  shorten  their  line  to  Salisbury  as  much  as  possible, 
that  object  might  not  be  better  attained  by  a  line  from  Basingstoke  by  way  of 
Andover,  which  would  at  the  same  time  accommodate  a  district  now  unprovided 
with  Railway  communication. 

We  have  thus  stated  the  grounds  on  which  we  should  have  been  induced  to 
express  a  preference  in  favour  of  the  lines  of  the  Great  Western  scheme  over  the 
competing  lines  of  the  South  Western  scheme,  had  both  been  brought  forward 
for  the  sanction  of  Parliament.  The  latter  scheme  has,  however,  as  we  have 
already  stated,  been  withdrawn  by  its  promoters.  An  arrangement  has  also  been 
entered  into,  by  which  the  Coast  line  from  Southampton  to  Dorchester,  which, 
although  connected  with  the  Great  Western  scheme,  is  promoted  by  an  inde- 
pendent Company,  is  proposed,  with  the  consent  of  the  different  parties  inte- 
rested, to  be  leased  to  the  South  Western  instead  of  to  the  Great  Western  Com- 
pany. This  arrangement  appears  to  us  advantageous  for  the  Public,  inasmuch 
as,  from  the  position  of  the  line  in  question,  terminating  at  Southampton,  and 
having  the  South  Western  Railway  for  the  outlet  of  all  its  Metropolitan  traffic,  it 
may  be  worked  more  conveniently  in  connexion  with  the  South  Western  than 
with  the  Great  Western  Company.  A  consequence  of  the  former  connexion  also 
is,  that  the  narrow  instead  of  the  wide  gauge  will  be  carried  westwards  from 
Southampton  to  Dorchester ;  and  although  this  will  be  an  inconvenience  for  all 
traffic  from  the  westward  of  Dorchester  to  Southampton,  and  places  short  of  it,  it 
will  be  a  great  advantage  for  all  traffic  passing  beyond  Southampton  to  London, 
and,  by  the  continuation  of  the  Coast  line,  towards  Portsmouth  and  Brighton. 
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In  order  to  obviate  as  far  as  possible  the  inevitable  inconveniences  arising  from 
the  meeting  of  the  two  different  gauges,  it  may  be  well  to  insert  clauses  into  the 
Bills  of  both  Companies  enabling  some  public  authority  to  enforce  hereafter,  at 
the  request  of  either  Company,  the  laying  down  of  additional  rails  over  portions 
of  the  other  line,  or  such  other  provisions  as  may  appear  practicable  and 
desirable,  subject  to  equitable  conditions.  For  instance,  between  Weymouth 
and  Dorchester  it  may  be  very  desirable  that  additional  rails  should  be  laid  down 
if  practicable,  so  as  to  allow  narrow-gauge  carriages,  &c.  to  run  on  to  London 
and  Southampton  without  interruption. 

Some  similar  provision  might  be  required  at  the  meeting  of  the  two  gauges 
at  Salisbury ;  and  there  also  it  is  essential  that  provision  should  be  made  to 
ensure  a  proper  junction  of  the  two  lines,  which  is  not  shown  on  the  plans. 

Subject  to  these  points,  and  to  other  provisions  of  detail,  it  appears  to  us  that 
the  system  of  lines,  and  the  arrangements  above  described,  and  which  are  now 
brought  forward  without  opposition,  as  far  as  the  different  Railway  interests  are 
concerned,  are  well  calculated  to  promote  public  convenience  and  to  provide  for 
the  accommodation  of  the  district. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  Department  upon  Railway 
Schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  informa- 
tion and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in 
question,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are 
anxious  that  it  should  be  distinctly  understood  that  we  have  arrived  at  these 
"results  solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations 
how  far  sucn  results  might  require  to  be  modified  by  a  due  regard  for  private 
rights  and  interests. 

DALHOUSIE. 

C.  W.  PASLEY.      G.  R.  PORTER. 

D.  O'BRIEN.        S.  LAING. 
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MAP 

OF  THE   SEVERAL 

PROJECTED     RAILWAYS, 

IN   THE 

WEST    OF    ENGLAND    DIVISION, 

INCLUDING 

WILTS  AND  DORSETSHIRE, 

REFERRED  TO  IN  THE 

REPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
the  Schemes  for  extending  Railway  Communication  in  the  Districts 
of  Berkshire,  Hampshire,  Wiltshire,  Dorsetshire,  and 
Somersetshire. 


Ordered,  by  The  House  of  Commons,  to  be  Printed^ 
28  February  1845. 
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RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
the  Colchester  and  Harwich  Railways. 

Ordered ,  by  The  House  of  Commons,  to  be  Printed,  31  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  31  March  1845. 

THE  Board  constituted  by  the  Minute  of  the  Lords  of  the  Committee  of 
Privy  Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  several  schemes  for  extending  Railway  communication 
to  Harwich;  viz.  Harwich  Railway  and  Pier  —  Braithwaite's  line;  Harwich 
Railway — Hoskins's  line ;  Harwich  and  Colchester — Mosse's  scheme ;  Ipswich 
and  Harwich  —  Eastern  Union  scheme;  have -decided  on  submitting  the 
following  Report  thereon  for  the  consideration  of  Parliament. 

It  will  be  remembered  that  at  different  times  projects  to  effect  this  purpose 
have  been  brought  before  Parliament,  and  from  various  causes  have  either 
fallen  of  themselves  or  have  been  rejected.  Last  year  the  struggle  was  of 
a  protracted  and  costly  character,  and  the  parties  who  contested  it,  to  avoid 
the  recurrence  of  such  a  struggle,  combined  to  form  a  general  measure,  which 
is  now  presented  as  Braithwaite's  line.  Neither  is  Hoskins's  line  a  new 
project  ;  it  was  brought  forward  first  in  1836,  and  subsequently  has  been 
repeatedly  before  the  public.  The  projects  of  Mr.  Mosse  and  the  Eastern 
Union  Company  are  now  for  the  first  time  before  Parliament. 

Braithwaite's  line  commences  2J  miles  to  the  east  of  the  Colchester  station, 
running  out  of  the  Eastern  Counties  Railway,  and  terminates  in  a  pier  at 
Harwich,  the  length  of  the  line  being  15  miles  30  chains. 

Hoskins's  line  has  a  double  commencement ;  one  forming  a  junction  with 
the  Eastern  Counties  Railway,  and  the  other  with  the  Eastern  Union  Railway 
near  to  Colchester :  its  length  is  15  miles  18  chains. 

fosse's  line  commences  close  to  the  Colchester  station  of  the  Eastern 
Counties  Railway,  and  terminates  in  a  proposed  pier :  its  length  is  17  miles 
17  chains. 

The  Eastern  Union  scheme,  though  called  the  Ipswich  and  Harwich  Rail- 
way, has  no  immediate  connexion  with  Ipswich.  It  branches  out  of  the 
Eastern  Union  Railway  about  three  quarters  of  a  mile  from  Manningtree, 
passes  through  that  place,  and  along  the  right  bank  of  the  Stour  to  Harwich, 
having  its  proposed  termination  at  the  extremity  of  an  intended  pier:  its 
length  being  1 1  miles. 
The  accompanying  map  shows  the  direction  of  the  several  lines.  /^  par^  paper 

These  lines  are  easy  of  construction,  and  without  any  engineering  obstacles  No.  88  corn?) 
of  importance. 

Braithwaite's  line  and  Hoskins's  line  save  respectively  about  half  a  mile  in  the 
total  distance  between  Colchester  and  Harwich,  when  compared  with  the 
Eastern  Union  scheme,  but  require  about  4  £  miles  more  of  new  Railway  to 
be  made.  Mosse's  line  saves  about  three  quarters  of  a  mile  in  the  total 
distance,  but  requires  about  6  £  miles  more  of  new  Railway. 

Two  of  these  schemes  are  put  forth  by  independent  parties,  and  two  by 
established  companies.  Hoskins's  and  Mosse's  are  independent  lines,  but 
Braithwaite's  line  is  to  be  leased  and  worked  by  the  Eastern  Counties  Railway 
Company,  and  the  Eastern  Union  scheme  is  in  fact  a  branch  from  the  Eastern 
Union  Railway. 

Where  the  traffic  is  so  great  as  to  enable  an  independent  company  to  run 
numerous  trains,  and  the  receipts  are  sufficient  not  only  to  maintain  the  line, 
but  to  enable  the  proprietors  to  deal  liberally  with  the  public,  its  independence 
forms  certainly  no  objection ;  but,  where  the  traffic  is  inconsiderable  an  inde- 
pendent company  must  economise  to  the  utmost :  its  stock  of  locomotive  engines 
and  carriages  must  be  reduced  to  the  lowest  limit  of  what  is  absolutely  neces- 
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sary  to  serve  the  traffic :  the  servants  of  the  company  will  be  barely  sufficient 
to  fulfil  their  duties,  and  consequently  both  the  convenience  and  safety  of  the 
public  may  be  compromised.  Besides,  a  short  line  cannot,  under  ordinary  cir- 
cumstances, be  worked  so  economically  as  a  long  line,  and  there  is  scarcely 
an  instance  of  a  short  Railway  having  existed  without  the  proprietors  either 
seeking  to  extend  it,  or  desiring  its  amalgamation  with  some  more  powerful 
company.  But  a  line  which  partakes  of  the  character  of  a  branch,  connected 
with  a  powerful  company,  which  has  the  means  of  extending  its  accommoda- 
tion without  crippling  its  resources  or  injuring  its  rate  of  dividend,  can  give 
to  the  public  advantages  beyond  what  it  is  possible  for  the  less  powerful 
-company  to  afford. 

The  limited  district  between  Colchester  and  Harwich  is  but  thinly  inha- 
bited ;  its  local  traffic  cannot  therefore  be  large.  It  is,  on  the  whole,  likely  to  be 
better  served  by  the  branch  or  extension  of  a  large  company  than  by  an  inde- 
pendent company. 

If  this  be  conceded,  the  question  is  narrowed  into  whether  Braithwaite's  or 
the  Eastern  Union  scheme  be  the  best ;  and  if  it  depended  on  their  being 
considered  solely  as  Railway  schemes,  irrespective  of  other  circumstances,  it 
would  be  reasonable  to  suppose  that  the  line  which  requires  only  1 1  miles  of 
new  formation  ought,  ceteris  paribus,  to  be  preferred  to  that  which  requires 
15J  miles. 

But  when  the  circumstances  of  the  Port  of  Harwich  are  taken  into  con- 
sideration, national  interests  become  mixed  up  with,  and  form  important 
ingredients  in  the  question,  especially  as  each  project  contemplates  the  erec- 
tion of  a  pier.  A  communication  has  therefore  been  made  by  this  Board  to 
the  Lords  of  the  Admiralty  on  the  subject,  and  they  have  stated,  that  though 
they  do  not  consider  their  objections  to  the  Eastern  Union  scheme  of  such 
vital  importance  as  to  be  at  once  fatal  to  it,  they  think  Braithwaite's  is,  upon 
the  whole,  the  most  expedient  and  the  best  for  the  public  interests. 

Therefore,  notwithstanding  the  Eastern  Union  scheme  only  requires  1 1  miles 
of  new  Railway,  we  are  of  opinion  that  the  statement  which  we  have  received 
from  the  Admiralty  is  conclusive  qgainst  it,  and  that  on  public  grounds  Braith- 
waite's Harwich  Pier  Railway  is  preferable  to  either  of  the  others. 


COLCHESTER  JUNCTION. 


The  length  of  this  line  is  six  miles,  and  it  has  a  branch  to  the  Port  of  Col- 
chester of  half  a  mile  in  extent. 

It  leaves  the  Eastern  Counties  line  about  22  miles  from  its  present 
terminus  near  Colchester,  and  slanting  in  a  south-eastern  direction,  passes 
through  that  town.  It  then  curves  round  in  such  a  manner  as  to  join  the 
Eastern  Union  line ;  thus  forming  an  alternative  line  or  loop  through  the  town  of 
Colchester,  with  so  much  of  the  Eastern  Counties  Railway  as  is  already  made, 
and  a  portion  of  the  Eastern  Union  Railway  now  in  course  of  formation. 

The  earthworks  are  moderate — apparently  about  an  average ;  but  as  it  is 
proposed  to  pass  through  the  town  of  Colchester  in  cutting,  and  as  there  will  be 
a  covered  arching  or  tunnel  220  yards  long  in  that  part,  the  line,  for  its 
length,  cannot  be  otherwise  than  expensive. 

TTie  deposited  plans  and  sections  are  very  imperfect,  and  the  scheme  has  the 
appearance  of  having  been  hastily  and  imperfectly  got  up. 

If  the  through  connexion  between  London  and  Ipswich  were  made,  and  ex- 
perience had  shown  to  parties  interested  in  developing  to  the  utmost  the 
traffic  of  the  district,  that  it  was  necessary  to  construct  a  line  in  this  direction 
for  the  accommodation  of  Colchester,  the  case  would  be  different.  But  here  is 
an  independent  party  in  the  field,  anxious  to  make  a  short  and  rather  costly 
Railway,  not  likely  by  itself  to  be  remunerative,  and  if  made,  coming  into  com- 
petition with  a  portion  of  the  already  constructed  line. 

In  these  circumstances  we  beg  to  report  that  there  are  public  reasons 
why  the  Colchester  Junction  Railway  scheme  should  be  postponed. 
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In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report 
of  the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending 
that  Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature. 

In  submitting  to  Parliament,  in  conformity  with  the  recommendation  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  informa- 
tion and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in 
question,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are 
anxious  that  it  should  be  distinctly  understood  that  we  have  arrived  at  these 
results  solely  upon  public  grounds,  and  to  the  exclusion  of  ail  considerations 
how  far  such  results  might  require  to  be  modified  by  a  due  regard  for  private 
rights  and  interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN. 


[Note**— .For  the  Plan  illustrative  of  the  Colchester  and  Harwich  line  of  Railways  above  reported  on, 
see  Parliamentary  Paper  (No.  88  corit?),  of  this  Session  1845.] 
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RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  Schemes  for  extending  Railway  Communication  in  Cornwall 
and  Devonshire. 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  4  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  4  March  1845. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  following  schemes  deposited  with  the  Railway  Depart* 
ment  for  extending  Railway  communication  in  Cornwall  and  Devonshire,  viz. : 

The  Cornwall  Railway  (Plymouth  to  Falmouth) ; 

The  Cornwall  and  Devon  Central  (Exeter  to  Falmouth) ; 

The  Great  Western  and  Cornwall  Junction  (Exeter  to  Falmouth) ; 

The  West  Cornwall; 

The  St.  Ives  Junction  ; 

The  Exeter  and  Crediton ; 

The  North  Devon  (Crediton  to  Barnstaple)  ; 

The  Torquay  and  Newton ; 

have  determined  on  submitting  the  following  Report  thereon  for  the  consideration 
of  Parliament. 

First,  as  regards  the  schemes  proposed  for  extending  Railway  communication 
to  Falmouth. 

In  this  case  the  question  is  not  so  much  what  is  preferable  as  what  is  prac- 
ticable. Had  the  question  of  Railway  extension  to  the  westward  of  Exeter  been 
an  open  one,  and  had  the  nature  of  the  country  admitted  of  the  construction, 
at  any  moderate  cost,  of  a  central  line  through  the  counties  of  Devon  and  Corn- 
wall, combining  the  traffics  of  Falmouth  and  Plymouth,  and  of  both  counties 
over  one  trunk,  we  are  by  no  means  insensible  to  the  advantages  which  such  a 
combination  would  have  presented,  both  as  shortening  the  distance  from  the 
extreme  points  to  London  and  to  the  rest  of  England,  and  as  affording  better 
accommodation  to  the  northern  and  central  portions  of  the  two  counties. 

The  question,  however,  assumes  a  very  different  aspect  when  we  consider  that 
the  Legislature  has  already  sanctioned  the  South  Devon  line  from  Exeter  to 
Plymouth,  by  which  a  large  proportion  of  the  traffic  which  was  calculated 
upon  to  support  a  central  line  is  irrevocably  diverted  into  another  channel ;  and 
such  an  advance  is  made  towards  Falmouth  that  the  construction  of  66  miles 
of  new  Railway  as  compared  to  100  j  by  the  Central  line,  will  be  sufficient  to 
complete  the  communication. 

As  regards  the  Central  line  the  question  is  therefore  reduced  to  this :  whether 
the  remaining  traffic,  that  of  Plymouth  and  its  vicinity,  and  probably  that  of 
Tavistock  in  connexion  with  the  Plymouth  line,  being  lost,  is  sufficient  to  render 
at  all  feasible,  as  a  commercial  speculation,  the  construction  of  100}  miles  of 
new  Railway  from  Falmouth  to  Exeter. 

Upon  this  point  we  have  no  hesitation  in  expressing  our  opinion,  after 
a  careful  examination  of  the  traffic  tables  and  other  evidence  submitted  to  us, 
that  there  would  be  no  probability  of  such  a  line  being  supported  in  a  state 
of  solvency,  unless  it  were  one  which  admitted  of  being  constructed  and  worked 
with  extreme  economy. 

The  existing  through  traffic  by  land  between  Falmouth  and  Exeter  supports 
only  two  coaches,  both  of  which  are  mails;  and  the  through  traffic  both  of 
goods  and  passengers,  which  now  goes  by  sea,  will  have  to  be  competed  for  with 
steamboats  and  sailing  vessels.     For  about  two-thirds  of  its  course  between 
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Bodmin  and  Exeter  the  Central  line  would  traverse  a  barren,  thinly-populated 
country,  hardly  passing  through  a  single  town,  and  consequently  could  not 
expect  to  command  much  local  traffic. 

An  examination  of  the  traffic  tables  prepared  by  the  County  Committee  in 
1841,  with  a  view  to  the  Central  line  then  proposed,  and  which  may  be  relied 
upon  as  erring  in  excess  rather  than  in  defect,  will  confirm  this  result,  and 
show  that  if,  on  the  one  hand,  the  Plymouth  and  Tavistock  traffic,  and  on  the 
other,  the  various  sources  of  local  traffic  which  would  have  been  commanded  by 
the  Central  line  then  projected,  but  not  by  the  present  line,  be  deducted,  there 
will  scarcely  remain  enough  to  justify  the  construction  of  a  line  of  100  miles 
in  length,  even  if  it  were  of  cheap  and  easy  execution. 

But  the  proposed  Central  Cornwall  and  Devon  Railway  would  be  of  a  most  diffi- 
cult and  expensive  character.  Throughout  its  whole  length  it  has  hardly  a  mile 
running  at  or  near  the  natural  surface  of  the  ground.  It  has  nine  tunnels 
whose  united  length  amounts  to  4,820  yards,  eight  miles  of  cutting  at  depths 
exceeding  50  feet;  nine  miles  of  embankment  of  a  height  exceeding  70  feet; 
and  1,076  yards  of  viaduct,  at  heights  of  83  and  45  Feet. 

The  difficulty  and  expense  of  such  immense  works  are  greatly  enhanced  by 
the  geological  character  of  the  district  through  which  they  would  have  to  be 
constructed.  It  appears  from  statements  submitted  to  us,  that  one  tunnel  of  700 
yards,  at  a  depth  of  146  feet  below  the  surface,  is  through  granite ;  a  cutting  of 
1 1  mile,  as  deep  in  parts  as  70  feet,  is  through  granite  and  hard  greenstone ; 
and,  generally  speaking,  a  great  part  of  the  line  runs  through  granite,  green- 
stone, silicious  slate,  and  other  rocks  of  a  hard  description. 

The  general  experience  of  Railway  construction  would  not  warrant  us  in 
assuming  that  a  line  of  this  description  could  be  constructed  at  a  less  cost  than 
30,000/.  or  40,000/.  per  mile ;  and  even  if  we  were  to  make  every  allowance  for 
the  superior  economy  of  construction  which  is  now  expected  to  prevail,  more 
especially  in  a  district  like  Cornwall,  where  mining  operations  are  so  well  under- 
stood, we  should  be  unable  to  satisfy  ourselves  that  there  was  any  reasonable 
probability  for  supposing  that  the  line  in  question  could  be  completed  for 
anything  like  the  estimate  of  1,500,000/. 

Neither  would  the  result  of  these  immense  works  be  to  attain  a  line  with  good 
gradients,  admitting  of  economical  and  expeditious  working.  On  the  contrary, 
the  gradients  of  the  proposed  Central  line  are  very  severe.  At  the  Falmouth 
end  there  is  a  gradient  of  2  miles  10  chains  in  length,  at  an  inclination  of 
1  in  60,  terminating  in  a  curve  of  20  chains  radius.  In  the  central  portion  of 
the  line  there  is  a  continued  ascent  to  the  summit  on  one  side  of  11  miles,  at  an 
average  inclination  of  1  in  92  ;  and  on  the  other  side,  of  10  miles  at  an  average 
inclination  of  nearly  1  in  100. 

It  is  evident  that  a  line  of  this  description  could  not  be  worked  with  speed  and 
punctuality,  as  an  important  passenger  locomotive  line,  without  incurring  heavy 
expense  for  power. 

Considering,  therefore,  the  unusually  expensive  nature  of  the  works  upon  the 
Central  line,  the  severity  of  its  gradients,  implying  additional  cost  in  working, 
and  the  comparatively  small  amount  of  traffic  that  could  be  expected  to  pass  over 
it,  we  have  had  no  hesitation  in  arriving  at  the  opinion  that  it  must  be  con- 
pidered,  under  present  circumstances,  as  altogether  impracticable  as  a  commer- 
cial undertaking. 

The  plans  and  sections  of  another  project  for  a  Central  line,  called  the  Great 
Western  and  Cornwall  Junction,  have  also  been  deposited  with  this  department ; 
and  although  it  does  not  appear  that  the  project  in  question  has  ever  obtained 
any  such  support,  either  from  Che  Public  or  from  local  interests,  as  would  war- 
rant us  in  assuming  it  to  be  a  substantive  scheme,  likely  to  be  submitted  to  Par- 
liament ;  we  have  thought  it  right  to  investigate  its  engineering  circumstances, 
in  order  to  ascertain  whether  there  was  any  probability  of  an  easier  line  than 
that  of  the  Cornwall  and  Devon  Central  being  found  in  a  different  direc- 
tion. The  result  of  this  investigation  has  been,  however,  to  satisfy  us  that 
the  project  in  question  was  even  more  objectionable  than  that  already 
described.  Although  the  plans  and  sections  deposited  with  us  are  in  such  an 
imperfect  state,  that  the  necessary  information  is  not  always  to  be  obtained  (the 
extreme  height  and  depth  of  the  embankments  and  cuttings  being,  for  instance, 
frequently  omitted),  enough  appears  upon  them  to  show  that  the  line  is  one  con- 
tinued succession  of  cuttings  and  embankments,  many  of  which  are  of  enormous 
dimensions.    There  are  31  cuttings,  whose  depth  exceeds  50  feet,  some  of  them 
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reaching  the  depth  of  90  and  100  feet;  11  embankments,  exceeding  70  feet  in 
height ;  4,380  yards  of  tunnels ;  and  nine  viaducts,  of  the  length  of  3,980 
yards. 

We,  therefore,  are  compelled  to  abandon  the  idea  of  a  Central  line,  as  alto- 
gether impracticable,  and  to  confine  ourselves  to  the  sole  question  of  the  Coast 
line  from  Plymouth  to  Falmouth.  This  line  is  only  66  miles  in  length,  and 
the  works  are  not,  on  the  whole,  of  a  very  heavy  character. 

The  total  length  of  cutting  exceeding  30  feet  in  depth,  is  only  four  miles, 
and  it  has  only  one  cutting  of  half  a  mile,  at  a  depth  exceeding  50  feet,  at  and 
beyond  which  depth  the  Central  line  had  eight  miles  of  cutting.  It  has  only 
2  4  miles  of  embankment  at  a  height  exceeding^  40  feet,  and  only  half  a  mile, 
as  compared  to  nine  miles  of  the  Central  line,  at  a  height  exceeding  70  feet. 
There  is  but  one  tunnel  of  580  yards,  and  739  yards  of  viaduct,  at  heights  vary- 
ing from  20  to  100  feet. 

There  does  not  appear,  therefore,  lo  be  any  material  difficulty  in  the  way  of 
the  Coast  line,  as  regards  expense  of  construction.  The  probability  of  a  suffi- 
cient traffic  is  also  greater  upon  this  line  than  upon  the  Central  line ;  since,  in 
the  event  of  the  latter  not  being  constructed,  it  will  command  the  greater  part  of 
the  same  through  traffic,  while  it  will  probably  obtain  a  much  larger  local  traffic 
in  proportion  to  its  length,  passing  as  it  does  through  a  more  populous  district, 
and  connecting  Cornwall  with  the  large  and  important  towns  of  Plymouth  and 
Devonport. 

We  are  of  opinion,  therefore,  that  the  extension  of  the  Coast  line  from  Ply- 
mouth to  Falmouth  may  fairly  be  sanctioned  as  a  commercial  speculation,  and 
that,  in  this  point  of  view,  it  affords  the  only  practicable  means  at  present  of 
extending  Railway  communication  to  the  county  of  Cornwall. 

The  principal  objections  to  the  line  arise  from  the  nature  of  its  curves  and 
gradients.  The  ruling  gradient  of  the  line  is  1  in  60,  at  which  high  inclination 
there  are  no  fewer  than  28  planes,  whose  united  length  amounts  to  very  nearly  26 
miles.  There  are  four  planes  even  steeper  than  this ;  one  of  a  mile  in  length, 
being  at  1  in  45,  and  three  others  at  1  in  50.  Generally  speaking,  these  steep 
inclines  are  for  short  lengths,  and  undulating,  the  longest  being  an  incline  of 
1  in  60  for  two  miles  six  chains. 

The  curves  of  the  line  are  also  very  severe,  there  being  about  60  curves,  of  1 5 
chains  radius,  and  several  others  approaching  the  same  degree  of  curvature,  and 
many  of  these  curves  are  upon  steep  gradients. 

The  promoters  state  that  the  line  has  been  laid  out  with  a  view  to  the  adoption 
of  the  atmospheric  system,  upon  which  system  the  gradients  and  curves  might 
not  be  objectionable. 

In  our  Report  upon  the  Newcastle  and  Berwick  schemes,  to  which  we  must 
here  refer,  we  have  fully  stated  our  views  with  regard  to  the  atmospheric  system, 
and  the  reasons  which  make  it  impossible  for  us  at  present  to  assume  its  complete 
success  in  making  a  comparison  between  competing  schemes.  In  the  present 
instance,  these  considerations  might  be  somewhat  modified  by  the  circumstance 
that,  in  our  opinion,  the  Central  scheme  cannot  be  considered  as  practicable,  and 
therefore  not  as  entering  into  competition  with  the  Coast  line.  Also,  the  com- 
parison is  not  with  a  line  which  offers  good  locomotive  gradients,  those  of  the 
Central  line  being  also  severe,  as  we  have  already  seen. 

At  the  same  time  we  feel  that  these  circumstances  do  not  obviate  the  objec* 
tions  which  may  be  urged  against  sanctioning  any  line  which,  in  the  present 
state  of  experience,  cannot  be  considered  practicable  for  the  locomotive  engine. 

Upon  this  point  we  have  fully  stated  our  views,  and  the  conclusions  which 
experience  appears  to  justify,  in  our  Report  upon  the  Manchester  and  Leeds 
district,  to  wnich  we  beg  to  refer. 

From  these  facts  it  does  not  appear  that  experience  wduld  warrant  us  in  pro- 
nouncing the  gradients  and  curves  proposed  upon  the  Cornwall  line  to  be 
absolutely  impracticable  or  dangerous  for  the  ordinary  locomotive  engine ;  and 
nothing  short  of  this  would,  as  we  conceive,  justify  us  in  reporting  to  Parliament 
an  opinion  adverse  to  a  line  which  affords,  in  our  belief,  the  Only  practicable 
means  of  attaining  such  an  important  object  as  the  connexion  of  the  county  of 
Cornwall  by  railway  with  the  rest  of  the  kingdom. 

The  necessity  of  a  passage  of  the  Hamoaze,  involved  by  this  line,  has  been 
strongly  objected  to,  as  calculated  to  create  delay  and  inconvenience.  Undoubt- 
edly, if  the  comparison  had  lain  between  this  line  and  one  equally  practicable  in 
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another  direction,  the  interruption  occasioned  by  the  ferry  would  have  been  a  strong 
argument  in  favour  of  the  competing  project.  It  does  not  appear,  however,  that 
this  passage  is  in  itself  so  objectionable  as  to  weigh  materially  in  a  consideration 
of  the  sole  practicable  line  proposed  into  Cornwall.  The  ferry  at  the  Hamoaze 
is  in  a  situation  sheltered  from  the  sea,  and  comparatively  little  affected  by  the 
tides ;  and  there  appears  to  be  no  insurmountable  impediment  in  the  way  of  trans- 
porting the  carriages  and  waggons  of  railway  trains  across  it,  by  a  moveable 
bridge  worked  by  machinery,  in  the  same  manner  as  the  ordinary  traffic  passing 
the  ferry  is  now  transported.  It  is  certified  to  us  by  the  treasurer  of  the  Tor- 
point  Steam  Ferry  Company,  that  the  present  bridge  has  been  in  operation  for 
the  last  ten  years,  and  has  never  on  any  occasion  experienced  interruption  from 
the  weather.  Also,  that  the.  bridge  crosses  every  quarter  of  an  hour  for  15 
hours  a  day,  and  that  the  actual  average  time  of  crossing  is  only  about  six  or 
seven  minutes. 

It  appears  to  us,  therefore,  that  independently  of  the  improvements  in  the 
present  mode  of  transit  which  the  promoters  of  the  Cornwall  Railway,  in  con- 
junction with  the  South  Devon  Railway  Company,  look  forward  to  introducing, 
there  is  no  such  objection  to  the  crossing  as  should  weigh  very  materially  in  a 
consideration  of  the  line. 

On  the  whole,  therefore,  considering  that  the  proposed  Cornwall  Railway  from 
Plymouth  to  Falmouth  affords  the  only  practicable  means  of  extending  Railway 
communication  to  Cornwall ;  that  it  will  thus  afford  great  benefits  to  a  large  and 
important  district ;  and  that  although  bad  in  respect  of  curves  and  gradients,  it 
is  not  absolutely  impracticable  as  a  locomotive  line,  and  not  inferior  to  any  other 
line  that  is  likely  to  be  obtained  at  any  moderate  expense ; — we  have  to  report 
our  opinion  that  there  are  no  sufficient  public  grounds  why  it  should  not  receive 
the  sanction  of  Parliament. 

The  West  Cornwall  Railway  is  an  unopposed  local  scheme  in  connexion  with 
the  above,  and  with  the  Hayle  Railway,  extending  Railway  communication, 
through  the  populous  mining  districts  west  of  Truro  as  far  as  Penzance.  There 
seems  no  reason  to  doubt  that  it  will  be  productive  of  a  considerable  local  benefit, 
and  will  command  a  large  local  traffic,  sufficient  to  warrant  its  construction!  be- 
sides affording  a  prolongation  of  the  trunk  line  almost  to  the  Land's  End.  The 
gradients  are  in  part  steep,  but  not  impracticable,  and  the  works  are  generally 
easy,  the  total  estimated  capital  for  a  single  line  of  23  miles  being  only  180,000/. 

Plans  have  been  deposited  for  a  portion  of  the  line  up  to  Truro,  common  to 
the  Cornwall  Railway ;  but  of  course  this  portion  ought  to  be  in  the  hands  of  the 
more  important  company,  and  the  West  Cornwall  line  should  be  considered  as 
commencing  at  the  junction. 

The  St  Ives  Railway  is  a  short  branch,  in  connexion  with  the  above,  of  three 
miles  in  length,  from  Hayle  to  St.  Ives,  intended  to  afford  access  to  that  port. 

We  are  aware  of  no  public  reasons  why  this  and  the  West  Cornwall  scheme 
should  not  receive  the  sanction  of  Parliament. 

In  connexion  with  the  question  of  Railway  communication  westward  of 
Exeter,  we  have  had  to  consider  that  proposed  by  the  Exeter  and  Crediton,  and 
Crediton  and  Barnstaple  Railways  to  North  Devon. 

No  other  schemes  being  actually  in  the  field,  the  sole  question  has  been,  whe- 
ther these  lines  came  within  the  spirit  of  the  recommendations  in  the  Report  of 
the  Select  Committee  of  last  year,  directing  our  attention  to  the  case  "  where  the 
line  taken  affords  strong  presumption  that  it  does  not  afford  the  best  means  of 
communication  between  the  termini,  and  of  accommodating  the  local  traffic," 
and  "  where  a  Bill  of  inferior  merits  may  be  brought  before  Parliament,  and 
where  a  preferable  scheme  is  in  bon&Jide  contemplation,  although  not  suffi- 
ciently advanced  to  come  simultaneously  before  Parliament." 

In  this  case  it  was  strongly  urged  upon  us  by  representations  from  Barnstaple, 
Ilfracombe,  South  Molton,  and  Tiverton,  that  the  proper  direction  for  a  line 
to  place  Barnstaple  and  North  Devon  in  connexion  with  the  Railway  system  of 
England,  was  by  Tiverton,  and  not  by  Crediton  and  Exeter. 

The  advantages  of  a  Tiverton  line  were  stated  to  be,  that  it  would  save  20 
miles  in  distance  upon  the  great  bulk  of  the  traffic  of  the  district  going  towards 
London,  Bristol,  and  the  North,  as  compared  with  the  Crediton  route;  while  for 
the  much  smaller  portion  of  the  traffic  going  towards  Exeter  and  Plymouth,  it 
would  only  involve  a  circuit  of  about  eight  miles.  Also  that  it  would  accom- 
modate a  more  populous  district,  retain  the  traffic  in  its  accustomed  channel, 
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connect  Barnstaple  and  South  Molton  with  Tiverton,  and  require  the  construe- 
tion  of  only  about  34  miles  of  new  Railway  as  compared  with  54  miles, 

It  was  further  stated,  that  a  Tiverton  line  would  enter  the  town  of  Barn- 
staple,  and  admit  of  an  easy  extension  to  the  coast  of  the  Bristol  Channel  at 
Ilfracombe ;  while  the  Crediton  line  would  terminate  at  a  point  separated  from 
Barnstaple  by  a  navigable  river  nearly  half  a  mile  wide. 

Although  not  in  a  position  to  express  a  definitive  opinion  how  far  these  argu- 
ments may  be  correct,  and  may  outweigh  any  that  can  be  urged  in  favour  of  a 
Crediton  line,  or  whether  the  existence  of  the  two  lines  may  be  absolutely 
incompatible,  we  consider  that  a  sufficient  prima  facie  case  has  been  established 
to  make  it  desirable  that  the  question  should  not  be  prematurely  decided  by 
sanctioning  the  Crediton  scheme  before  it  is  ascertained  whether  a  practicable 
line  can  be  formed  by  way  of  Tiverton  ;  and  before  an  opportunity  has  been 
afforded  to  Parliament  of  a  deliberate  comparison  of  the  advantages  of  the  two 
schemes. 

We  have  to  state  our  opinion,  therefore,  that,  upon  public  grounds,  it  appears 
to  us  to  be  desirable  that  the  Crediton  and  Barnstaple,  and  Exeter  and  Crediton 
schemes  should  be  postponed  until  a  future  period;  and  we  are  fortified  in 
expressing  this  opinion  by  the  consideration  that  until  it  is  known  what  decision 
Parliament  may  come  to  with  reference  to  the  Cornwall  and  Devon  Central 
line,  the  question  of  Railway  communication  for  North  Devon  can  hardly  be 
properly  entertained. 

The  only  other  scheme  in  this  district  is  the  Newton  and  Torquay,  a  short 
line,  of  4  J  miles  in  length,  to  Torquay  from  the  South  Devon  Railway.  This 
line  is  proposed  to  be  constructed  by  an  independent  Company,  but  it  is  mani- 
festly too  short  to  support  itself,  and  must  be  considered  as  a  branch  of  the 
South  Devon  line. 

As  the  South  Devon  Railway  is  not  yet  completed,  and  it  is  not  yet  certain 
whether  the  atmospheric  or  locomotive  system  of  propulsion  may  be  ultimately 
used  upon  it ;  and  as  the  branch  in  question  has  heavy  works,  severe  gradients 
and  curves,  and  a  terminus  apparently  not  very  well  adapted  for  local  conve- 
nience, and  is  moreover  strongly  opposed  by  a  respectable  body  of  residents  in 
the  town  and  neighbourhood,  as  uncalled  for  and  calculated  to  injure  the  place ; 
it  appears  to  us  in  every  respect  desirable  that  the  construction  of  it  should  not 
be  at  present  entrusted  to  an  independent  Company,  but  that  the  consideration 
of  the  scheme  'should  be  postponed  until  the  South  Devon  Railway  is  further 
advanced  towards  completion,  when  it  will  be  better  seen  whether  a  Branch  for 
the  accommodation  of  Torquay  may  be  properly  undertaken  by  the  South 
Devon  Company. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results  solely 
upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far  such 
results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

DALHOUSIE. 
D.  O'BRIEN.  G.  R.  PORTER. 

T.  CODDINGTON.         S.  LAING. 
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RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board 
of  Trade  on  the  Kentish  and  South  Eastern  Railway 
Schemes. 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  13  February  1845. 


Railway  Department, 
Board  of  Trade,  Whitehall,  Feb.  13, 1845. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  different  Schemes  deposited  with  the  Railway  Depart- 
ment for  extending  Railway  communication  in  Kent,  and  the  South  Eastern 
district,  have  determined  on  submitting  the  following  Report  thereon  for  the, 
consideration  of  Parliament. 

The  list  of  Bchemes  in  this  district  shows  that  on  the  one  hand  a  very  exten- 
sive and  comprehensive  system  for  the  accommodation  of  the  whole  Kentish  and 
South  Eastern  district  is  proposed  by  the  South  Eastern  Company,  in  connexion 
with  their  existing  lines ;  while,  on  the  other  hand)  the  same  or  nearly  the  same 
objects  are  proposed  to  be  attained  by  a  number  of  new  and  independent  schemes. 

This  renders  it  necessary  that  we  should  begin  by  an  explicit  statement  of 
the  principles  which  have  guided  us,  in  this  and  similar  cases,  in  forming  an 
opinion  whether  a  preference  ought  or  ought  not  to  be  given,  and  if  given, 
tinder  what  conditions  and  to  what  extent,  to  lines  for  completing  the  accom- 
modation of  particular  districts,  which  lines  are  in  connexion  with  existing 
Railways  in  those  districts. 

In  this,  as  in  every  other  case,  we  have  endeavoured  to  keep  steadily  in  view 
the  attainment  of  the  greatest  amount  of  public  advantage.  We  have  not  recog* 
nized  the  existence  of  anything  like  a  vested  right  in  existing  Companies  to  te 
protected  from  the  same  description  of  competition  which  they  have  themselves 
inflicted  on  canals  and  other  existing  modes  of  communication.  Beyond, 
perhaps,  a  bare  preference,  in  cases  of  absolute  equality,  due  to  the  interests  of 
shareholders,  who  themselves  constitute  a  portion  of  the  Public,  we  have  not 
considered  that  an  existing  Railway  Company  could  claim  aby  preference  over 
other  parties  proposing  to  effect  the  same  objects,  beyond  that  which  might 
result  from  an  identification  of  interest  with  the  Public. 

Considering  the  subject  in  this  point  of  view,  it  appears  to  us  that,  as  a 
general  rule,  the  most  important  point  for  the  interests  of  the  Public,  is  to  secure 
the  best  permanent  lines  of  Railway  communication  for  the  country  at  large 
and  for  the  wants  of  the  district.  To  sanction  an  inferior  or  unnecessarily 
circuitous  line,  proposed  by  an  existing  Company,  or  to  reject  one  of  decided 
public  and  local  advantage,  proposed  by  a  new  Company,  for  the  sake  of  any 
terms  that  could  be  offered  by  an  existing  Company,  would,  in  our  opinion,  be, 
except  under  peculiar  circumstances,  unfair  towards  the  local  interests  thus 
sacrificed,  and  unwise  as  regards  the  general  and  permanent  interests  of  the 
Public. 

We  have,  therefore,  as  a  general  rule,  considered  it  as  an  essential  preliminary 
requisite,  before  entering  upon  the  question  of  giving  protection  to  existing  Com- 
panies by  allowing  them  to  complete  the  railway  communications  of  particular 
districts,  that  the  lines  proposed  by  them  shall  be,  in  all  substantial  respects, 
sound  in  themselves,  and  not  inferior  to  those  proposed  by  any  other  parties. 
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Assuming  this  to  be  the  case,  the  question  is  at  once  raised  whether  the 
public  are  likely  to  derive  most  benefit  from  competition,  or  from  arrangements 
with  the  existing  Company. 

With  regard  to  the  general  principles  which  regulate  competition  in  the  case 
of  Railways,  we  have  little  to  add  to  the  Reports  of  the  Select  Committee  on 
Railways  of  last  Session,  by  whom  the  subject  was  fully  investigated.  The 
Committee  state,  in  their  Fifth  Report : — 

"  With  regard  to  the  check  of  competition  by  Railways  among  themselves,  the 
Committee  cannot  in  all  cases  repose  implicit  faith  in  it." 

"  When  the  lines  are  very  short,  the  probability  is  that  unless  charges  be 
moderate,  road  traffic  will  revive,  and  in  such  cases  the  Public  have  $  great  degree 
of  security.  Again,  as  respects  the  carriage  of  goods,  it  is  found  in  practice  that 
by  other  channels  of  conveyance,  such  as  canals,  an  effective  control  may,  under 
certain  circumstances,  be  placed  upon  Railway  charges.  But  in  considering  the 
case  of  passenger  charges,  and  in  all  classes  of  lines,  except  those  which  are  so 
short  as  to  be  effectually  checked  by  the  ordinary  road,  the  Committee  think  that 
little  can  be  permanently  expected  from  the  mere  multiplication  of  Railways  in 
the  way  of  security  for  moderation  of  charge.  There  may  be,  indeed,  indirect 
and  accidental  competition  between  Railways,  which  may  cause  cheapness,  and 
there  may  even  be  direct  and  brisk  competition,  with  great  reductions  of  fare* 
for  short  periods.  But  in  such  cases  of  competition,  somewhat  modified,  as  have 
hitherto  occurred,  the  result  has  generally  been  increase  of  charge  by  mutual 
arrangement  or  positive  amalgamation  of  the  competing  Companies.  The  expe- 
rience of  the  past  is,  however,  limited,  and  might  not,  if  taken  alone,  warrant 
any  conclusive  opinion ;  but  in  looking  to  the  nature  of  the  question  itself,  the 
Committee  feel  this  difficulty,  that  they  cannot,  in  case  of  Railways,  anticipate 
any  such  facilities  in  the  introduction  of  new  competitors  as  to  check  the  pro-, 
ceedings  of  the  Companies  actually  in  possession  of  the  traffic ;  that  in  fact  there 
is  no  district  in  which  the  traffic  will  support  any  considerable  number  of 
Railways  ;  that  there  is  no  case  in  which  they  can  imagine  a  likelihood  of  more 
than  two,  or  at  the  very  utmost,  three  lines  of  Railway  communication,  which 
could  be  so  situated  as  to  compete  with  one  another,  and  they  cannot  conceive 
that  two  bodies,  or  even  three,  acting  by  compact  executive  Boards,  and  secure 
against  the  entrance  of  any  other  party  inlo  the  field,  will  fail  to  combine  toge- 
ther. It  is,  therefore,  their  apprehension,  that  in  such  cases,  either  the  different 
Railways  will  continue  to-be  worked,  and  then  that  extreme  measures  will  be 
taken  in  concert  for  the  purpose  of  paying  very  moderate  dividends,  and  it  may 
be  found  that  several  capitals  have  been  expended  for  performing  the  business 
which  could  have  been  equally  well,  or  perhaps  even  better  performed  by  one  ; 
or  a  closer  combination  will  take  place  among  the  Companies :  they  will  choose 
the  line  upon  which  they  can  most  profitably  carry  the  traffic,  and  will  leave  the 
rival  line  or  lines  unoccupied  " 

The  principle  here  stated,  that  competition  loses  more  or  less  of  its  value  as 
a  security  for  the  Public,  when  from  the  nature  of  the  case  it  is  limited  to  two  or 
three  parties,  who  are  constantly  urged  by  mutual  interest  to  combine,  has 
received  abundant  corroboration  from  the  experience  of  what  has  already  taken 
place  in  the  history  of  Railways. 

The  following  instances  may  be  mentioned  where  Railway  Companies,  in  a 
situation  to  compete,  have,  after  a  short  time,  either  amalgamated  or  combined 
together,  so  as  to  put  an  end  to  competition  : 

The  Leeds  and  Selby  with  the  York  and  North  Midland ;  in  this  case  the 
former  line  being  virtually  for  several  years  shut  up. 
The  Birmingham  and  Derby  with  the  Midland  Counties. 
The  Chester  and  Crewe  with  the  Grand  Junction. 
The  Manchester  and  Birmingham  with  the  Grand  Junction. 
The  Bolton  and  Preston  with  the  North  Union. 
The  Northern  and  Eastern  with  the  Eastern  Counties. 
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On  the  other  hand,  we  are  not  aware  of  a  single  instance  which  can  be  pointed 
out,  in  which  the  Public  are  now  deriving  any  benefit  from  direct  competition 
between  two  Railways. 

In  addition  to  the  instances  of  combination  between  directly  competing  Com- 
panies, recent  experience  has  furnished  numerous  instances  of  the  tendency  of 
smaller  lines,  originally  sanctioned  as  independent  undertakings,  to  resign  tneir 
independence  into  the  hands  of  powerful  neighbours.  We  may  mention,  among 
other  instances  of  this  tendency,  the  amalgamation  or  lease  of  the  Sheffield  and 
Manchester  to  the  Midland  and  Manchester  and  Birmingham. 

Of  the  Bristol  and  Exeter,  and  Cheltenham  and  Great  Western,  with  the 
Great  Western. 

Of  the  Hull  and  Selby,  and  Manchester  and  Bolton,  with  the  Manchester  and 
Leeds. 

Of  the  North  Union  with  the  Liverpool  and  Manchester  and  Grand  Junction. 

Of  the  Greenwich  with  the  South  Eastern. 

Of  the  Sheffield  and  Rotherham  with  the  Midland. 

Of  the  Chester  and  Birkenhead  with  the  Chester  and  Holyhead. 

Of  the  Bristol  and  Gloucester  with  the  Birmingham  and  Gloucester. 

Beside  others  that  might  be  quoted. 

The  same  principle  has  received  further  elucidation  from  the  inquiries  of  Ear- 
liamentary  Committees  on  former  occasions  as  well  as  from  the  great  body  of 
evidence  collected  by  the  Commissioners  of  Inquiry  into  the  Sanatory  Condition 
of  Large  Towns,  in  regard  to  the  operation  of  the  principle  of  competition  as 
compared  to  that  of  well-regulated  monopoly  in  the  analogous  cases  of  Water 
and  Gas  Companies.  Indeed  it  is  too  evident,  as  a  general  proposition,  to  be 
disputed,  although  great  caution  may  be  required  in  its  application,  and  in  dis- 
criminating those  cases  where  the  competition  is  of  a  pure  and  simple  nature, 
such  as  must  eventually  lead  to  a  compromise,  from  those  where  a  certain  degree 
of  indirect  and  incidental  competition  may  exist,  from  which  the  Publie  may 
expect  to  derive  lasting  benefit,  either  in  toe  shape  of  reduction  of  charge  or  of 
extension  of  accommodation. 

When  an  existing  Railway  Company  proposes  schemes  which,  although  only 
partially  sufficient  for  the  full  accommodation  of  the  district,  may  yet  be  suffi- 
cient to  prevent  other  parties  from  entering  the  field  with  further  or  improved 
projects  in  that  district,  the  arguments  against  the  creation  of  a  monopoly  acquire 
additional  strength.  The  simpler  case  is,  when,  as  in  the  present  instance,  the 
existing  Company  comes  forward  with  a  complete  and  comprehensive  scheme, 
and  the  question  is  reduced  to  this :  whether  the  existing  Company  is  able  and 
willing  to  offer  guarantees  for  the  public  advantage  superior  to  any  that  oaa  be 
afforded  by  a  new  Company. 

Of  the  ability  of  an  old  Company  to  offer  such  guarantees  there  can,  generally 
speaking,  be  little  doubt. 

lstly .  An  established  Company,  which  has  a  valuable  property  and  large  available 
income  independent  of  the  new  scheme,  can,  of  course,  offer  a  guarantee  for  the 
fulfilment  of  all  that  it  undertakes  to  accomplish  greatly  superior  to  that  of  any 
new  Company,  however  respectable. 

This  consideration  derives  great  weight  from  the  experience  which  has  been 
already  afforded  of  the  failure  of  many  new  Companies  to  accomplish  the  objects 
for  which  they  were  incorporated.  We  need  only  refer  to  the  instances  of  the 
Eastern  Counties  Company,  which  was  incorporated  as  a  line  from  London  to 
Norwich,  and  has  never  yet  been  carried  beyond  Colchester ;  of  the  Northern  and 
Eastern,  which  for  many  years  stopped  short  of  Cambridge ;  and  of  the  Great 
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North  of  England,  which  abandoned  the  portion  of  its  line  between  Darlington 
and  Newcastle. 

2dly,  The  traffic  of  a  system  of  lines  connected  with  one  another,  can  always 
be  worked  more  economically  and  conveniently  under  one  uniform  management 
than  by  independent  Companies.  The  Company  which  works  the  main  trunk 
line,  and  possesses  the  principal  terminal  stations,  can  run  more  frequent  trains, 
and  make  better  arrangements  for  forwarding  the  traffic  of  the  cross  lines,  than 
it  could  afford  to  do  if  two  or  three  separate  establishments  ha,d  to  be  maintained, 
and  the  harmony  of  arrangements  depended  on  two  or  three  independent  au- 
thorities.  Under  such  circumstances  a  conflict  of  feeling  and  interest  has  almost 
invariably  grown  up,  from  which  the  Public  has  suffered  the  most  serious  incon- 
venience. When  the  traffic  is  large,  this  conflict  has  frequently  led  not  only  t*> 
increased  inconvenience,  but  to  increased  danger ;  and  where  the  terminus  or  a 
portion  of  the  rails  of  one  Company  have  been  common  to  the  other,  these  results 
have  been  greatly  aggravated. 

3dly.  An  established  Company  can  always,  if  so  disposed,  offer  guarantees  and 
advantages  for  a  greater  extent  of  Railway  than  the  new  Company,  viz.,  for  the 
existing  as  well  as  the  projected  lines.  When  the  existing  Company  is  already 
in  possession  of  the  principal  trunk  of  the  district,  the  advantage  of  securing  such 
guarantees  for  the  whole  system,  rather  than  for  only  a  small  portion  of  it,  is 
rendered  more  apparent. 

The  Select  Committee  of  last  Session,  for  reasons  which,  are  fully  stated  in 
their  Report,  attach  great  importance  to  the  obtaining  of  guarantees  from  exist- 
ing Companies,  by  voluntary  arrangements  similar  to  those  which  they  recom- 
mended, and  which  Parliament  subsequently  adopted  in  the  case  of  new  Rail- 
ways, and  express  a  strong  hope,  "  that  among  the  existing  Companies  there 
may  be  those  which  will  be  disposed  to  accede  to  arrangements,  resembling* 
in  their  general  principle  and  effect,  those  which  are  now  proposed  for  new 
Railways," 

4thly.  Whatever  guarantees  may  be  thus  offered  by  existing  Companies, 
possess  the  double  advantage,  as  compared  with  similar  offers  from  new  Compa- 
nies, of  coming  into  immediate  operation,  and  of  being  more  certainly  rendered 
effectual.  An  offer  from  a  new  Company  to  bind  itself  to  charge  fares  consider- 
ably lower  than  those  usual  upon  other  lines,  might  readily  be  made,  in  the  hope 
of  thereby  securing  their  Bill ;  but  the  fulfilment  of  it  would  depend  almost 
entirely  upon  the  eventual  success  of  the  line,  and  its  ability  to  perform  its 
engagements.  No  Act  of  Parliament  could  compel  an  insolvent  concern  to 
carry  at  as  low  rates  and  afford  as  ample  accommodation  as  a  prosperous  under- 
taking might  be  able  to  do.  A  moderate  offer  from  an  established  Company, 
who  can  be  relied  on  to  fulfil  their  engagements,  is  therefore  preferable  to  one 
apparently  more  advantageous  from  a  new  Company. 

For  these,  among  other  reasons,  we  conclude  that  the  poliey  indicated  by  the 
Committee  of  last  Session,  of  giving  a  preference  to  the  scnemes  of  existing 
Railway  Companies  for  supplying  their  own  districts,  when  such  schemes  are  as 
good  or  better  than  those  of  any  other  parties,  where  no  special  reasons  exist 
which  should  induce  us  to  look  for  advantage  from  competition,  and  where  the 
old  Company  voluntarily  offers  such  guarantees  as  may  reasonably  be  required 
to  protect  the  Public  against  the  possible  abuses  of  monopoly,  or  such  conditions 
as  at  once  place  the  Public  in  a  better  position  than  they  could  hope  to  obtain 
from  competition,  is  that  from  which  the  greatest  amount  of  permanent  public 
advantage  is  likely  to  be  derived. 

We  by  no  means  intend  these  principles  to  be  considered  as  rules  of 
universal  application,  being  satisfied  that  no  abstract  or  invariable  rule  can 
be  safely  laid  down  by  which  to  decide  cases  of  such  complexity,  and  vary- 
ing so  greatly  in  detail ;  but  we  have  thought  it  desirable  to  state  thus  gene- 
rally the  views  which  have  guided  us  in  cases  like  this  of  the  South  Eastern 
district,  and  upon  which  the  soundness  of  the  conclusions  at  which  we  have 
arrived  must  mainly  depend. 
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Haying  thus  stated  the  general  principles  by  "which  we  have  been  guided  in 
cases  involving  a  question  of  preference  between  existing  and  new  Companies, 
we  proceed  to  investigate  the  different  schemes  submitted  to  us  in  the  Kentish 
and  South  Kastern  district,  with  a  view  to  their  application. 

The  following  is  a  list  of  the  projected  Railways  in  the  district  in  question, 
deposited  with  the  Railway  Department  of  the  Board  of  Trade : 

Central  Kent -         -      "  -      No.    84* 

Kentish  Coast      -        -        -        -        - 114 

London  and  Croydon ;  Orpington  Branch      -         -        -        -        -     131 

London  and  Maidstone         -        -        - 136 

London  and  Ashford    -        -        -        -        -        -         -        -         -140 

London,  Chatham,  and  Chilham 142 

London  and  Gravesend,  vid  North  Woolwich  143 

London,  Chatham,  and  Gravesend         -        -        -         -        -        -144 

London,  Chatham,  and  North  Kent       -  148 

Rye,  Tenterden,  and  Headcorn      -        --         -        -.-        -195 

South  Eastern ;  Maidstone  to  Rochester 206 

South  Eastern  ;  Tunbridge  to  Hastings,  Rye,  and  St.  Leonard's        -     211 
South  Eastern ;  Branches  to  Deal  and  Walmer,  and  Extension  and 
Deviation  at  Margate        -        -        -         -        -        -        -         -     213 

South  Eastern ;  Ashford  to  Hastings     -         -        -        -         -        -215 

South  Eastern ;  Headcorn  to  Rye  -        -        -        -        -        -217 

South  Eastern ;  Hungerford  Bridge  to  Tunbridge  and  Paddock  Wood     221 
South  Eastern ;  North  Kent,  Hungerford  Bridge  to  Chilham  -        -    222 

Of  the  above,  the  scheme  London  and  Maidstone,  135,  may  be  considered  aa 
included  in  London  and  Ashford,  140 ;  also  the  London  and  Croydon,  Orpington 
Branch,  131,  and  London,  Chatham,  and  Gravesend,  144,  in  London,  Chatham* 
and  Chilham,  142 ;  and  South  Eastern,  Headcorn  to  Rye,  217,  in  Rye,  Tenterden* 
and  Headcorn,  195  ;  being  duplicate  plans  for  the  same  or  portions  of  the  same 
scheme. 

Kentish  Coast     -        -        *        -'  -        -        -        -       No.  114   ' 

London  and  Gravesend,  vid  North  Woolwich  -         -        -         -     143 

not  having  been  brought  before  us  by  the  promoters  as  substantive  schemes,  in  a 
position  to  apply  to  Parliament  in  the  present  Session,  at  the  same  time  as  the 
other  schemes  in  the  district,  and  being  for  detached  objects,  are  not  included 
in  this  Report. 

This  reduces  the  list  of  substantive  schemes  which  we  have  had  to  conside? 
to  the  following  ;— 

South  Eastern  Company's  Schemes : 

Hungerford  Bridge  to  Chilham  (North  Kent)            -  No.  222 

Hungerford  Bridge  to  Tunbridge  and  Paddock  Wood        -         -  No.  221 

Maidstone  to  Rochester No.  205 

Branch  to  Deal  and  Walmer            .,-.'.-  No.  213 

Tunbridge  to  Hastings            ••,■-,-        .        -         -  No.  211 

Ashford  to  Hastings --,  No.  21ft 

Croydon  Company's  Schemes : 

London,  Chatham,  and  Chilham     -        -*        -        -        -        -    No.  142 
London  and  Ashford     -.--.---    No.  140 

New  and  Independent  Companies : 

London,  Chatham,  and  North  Kent         -        -        -        -  No.  148 

Central  Kent -     No.    34 

Rye,  Tenderden,  and  Headcorn       -  No.  195 

These 


*  The  figures  refer  to  the  number  in  the  Alphabetical  List  of  Railway  projects  lodged  with  the 
Board  of  Trade. 
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These  schemes  may  be  classed  according  to  the  objects  which  they  have 
in  view* 

I. — The  South  Eastern  Company's  scheme,  Hungerford  JBridge  to  Tunbridge 
and  Paddock  Wood,  No.  222  ;  the  Croydon  Company's  scheme,  London  to  Ash- 
fprd,  No.  135  ;  have  for  their  principal  object  the  shortening  and  improving  the 
present  line  of  communication  to  Dover  and  the  Continent,  by  cutting  off  the  angle 
of  the  South  Eastern  line  at  Reigate ;  and  the  Central  Kent,  No.  34,  has  partly 
the  Same  object  in  view,  combined  with  that  of  local  accommodation,  and  exten- 
sion to  Canterbury  and  Deal. 

II.— The  South  Eastern  Company's  scheme,  Hungerford  Bridge  to  Chilham, 
No.  222 ;  the  Croydon  Company's  scheme,  London  to  Chatham  and  Chilham, 
No.  144;  the  London,  Chatham,  and  North  Kent,  No.  148;  and  to  a  certain 
extent,  the  Central  Kent,  No.  34 ;  have  in  view  the  accommodation  of  North 
Kent,  including  the  districts  along  the  Thames  as  far  as  Canterbury. 

The  South  Eastern  scheme,  Branch  to  Deal  and  Walmer,  No.  213,  and  a  por- 
tion of  the  Central  Kent  scheme,  are  for  extending  this  communication  beyond 
Canterbury  to  the  Downs;  and  the  South  Eastern  scheme,  Maidstone  to 
Rochester,  No.  205,  is  for  completing  a  link  in  the  North  Kent  system,  by 
uniting  it  to  the  existing  line  to  Maidstone. 

III. — The  South  Eastern  Company's  scheme,  Tunbridge  to  Hastings,  No.  21 1, 
and  the  Rye,  Tenterden,  and  Hastings  scheme,  No.  195,  are  for  extending  new 
lines  from  the  interior  of  Kent  to  Hastings ;  and  the  South  Eastern  Company's 
scheme,  Ashford  to  Hastings,  No.  215,  is  for  completing  the  coast  line  of  com- 
munication, sanctioned  by  Parliament  last  year,  from  Brighton  to  Hastings. 

A  reference  to  the  map,  which  is  deposited  to  accompany  this  Report,  will 
make  the  different  lines  referred  to  more  easily  understood. 

We  may,  at  the  outset,  state  our  belief,  that  the  two  principal  objects  first 
enumerated,  viz.,  the  formation  of  an  improved  line  of  communication  with 
Cover  and  the  Continent,  and  the  accommodation  of  North  Kent,  must  be  kept 
distinct.  A  North  Kent  line  can  only  be  rendered  useful  or  profitable  by  run- 
ning very  frequent  trains,  with  numerous  stoppages ;  while  for  the  Dover  and 
continental  traffic,  speed,  punctuality,  and  facility  for  despatching  express  trains 
at  short  notice  are  highly  important, — conditions  which  could  never  be  satisfac- 
torily attained  upon  a  line  encumbered  with  the  short  traffic  of  such  places  as 
Chatham  and  Rochester,  Gravesend,  Woolwich,  and  Greenwich. 

Even  if  the  distance,  therefore,  between  London  and  Dover  could  have  been 
feotaewhat  reduced  by  a  North  Kent  line,  we  should  have  been  of  opinion  that  the 

£  resent  South  Eastern  line,  improved  by  cutting  off  the  atagle  at  Reigate,  would 
ave  afforded  a  preferable  continental  communication ;  and  when  we  find  that  by 
such  improved  line  the  distance  maybe  reduced  to  75  J  miles,  which  is  actually 
shorter  than  by  any  line  that  has  been  projected  in  connexion  with  a  North 
Kent  line,  it  appears  to  us  too  clear  to  admit  of  doubt  that  some  scheme  for  the 

Surpose  of  effecting  such  improvement,  must  be  admitted  in  preference  to  a 
forth  Kent  line,  as  the  basis  of  a  system  of  railway  communication  calculated 
to  afford  the  best  practicable  outlet  for  continental  traffic. 

The  only  scheme  which  professes  to  unite  the  different  objects  of  accommo- 
dation for  the  North  Kent  and  local  traffic,  with  improved  continental  commu- 
nication, viz.  the  Central  Kent,  No.  34,  illustrates  tne  impracticability  of  such 
an  union.     As  a  North  Kent  scheme,  it  signally  fails  in  accomplishing  the 

}>rincipal  objects  of  such  a  line,  and  which  ate  attained  by  the  other  schemes, 
t  does  not  go  to  Woolwich  or  to  Sheerness,  and  passes  at  such  a  distance 
from  Chatham  that  it  would  be  comparatively  of  little  use  as  a  connexion 
between  that  arsenal  and  other  points ;  it  avoids  the  mass  of  population  lying 
along  the  River  and  Old  North  Kent  Road  at  Woolwich,  CTayford,  Dart- 
ford,  Erith,  &c.,  on  this  side  of  Gravesend,  and  gives  no  accommodation  to 
Faversham,  Milton,  and  the  district  between  Chatham  and  Canterbury.  It  like- 
wise passes  at  such  an  inconvenient  distance  from  the  principal  towns  which  it 
professes  to  serve,  such  as  Graves^nd,  Rochester,  Stroud,  Chatham  and  Maid- 
stone, as  compared  to  other  projected  lines,  that  it  would  afford  very  insufficient 
local  accommodation,  and  would  compete,  at  a  great  disadvantage,  with'steam- 
boats  and  other  modes  of  communication.      The  delay,  inconvenience,  and 
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expense  that  result  from  placing  important  towns  upon  short  branches,  or  giving 
them  stations  too  distant  for  ready  access,  are  matters  of  universal  complaint 
wherever  they  have  been  experienced,  and  a  large  proportion  of  the  Railway  Bilk 
of  the  present  Session  result  from  the  efforts  of  such  towns  to  place  themselves, 
upon  through  lines  of  communication.  In  one  remarkable  instance,  the  Birming- 
ham and  Gloucester  Company  now  propose  to  abandon  several  miles  of  their  ex* 
isting  line  in  order  to  remedy,  at  a  heavy  expense,  the  error  formerly  committed 
in  leaving  Worcester  and  Droitwich  at  a  short  distance  from  the  Railway. 

On  the  other  hand,  considered  as  a  Dover  line,  it  would  involve  the  con- 
struction of  about  52  miles  of  new  Railway  of  an  extremely  difficult  and  ex- 
pensive character,  in  order  to  shorten  the  distance  to  Dover  by  an  amount  not 
greater  than  is  attained  by  the  South  Eastern  Company's  scheme,  No.  221,  by 
the  construction  of  33  §  miles  only  of  new  Railway. 

Independently,  therefore,  of  the  other  objections  to  this  line,  arising  from  the 
character  of  its  works,  which  are  of  an  excessively  difficult  and  expensive  cha- 
racter, the  want  of  any  provision  for  an  independent  access  to  the  metropolis, 
and  the  certainty  that  under  these  circumstances  it  could  not  maintain  the  cha- 
racter in  which  it  claims  support,  of  an  independent  line,  enough  appears  in  ita 
general  character  to  induce  us  to  report  our  unhesitating  opinion,  that  in  thia 
case  there  are  public  reasons  which,  to  the  best  of  our  judgment,  appear  conclu- 
sive against  the  scheme. 

With  regard  to  the  Croydon  Company's  scheme,  London  to  Ashford,  No.  140* 
the  same  objection  applies  as  compared  with  that  of  the  South  Eastern  Com- 
pany, viz.  that  by  the  construction  of  48  miles  of  new  Railway  from  Sydenham 
to  Ashford,  it  would  only  reduce  the  distance  to  Dover  by  the  same  amount  a& 
the  South  Eastern  Company's  scheme,  by  the  construction  of  33  i  miles  of  new 
Railway.  In  this  case,  however,  a  mere  comparison  of  distances  does  not  show 
the  full  force  of  the  objection  to  the  Croydon  Company's  scheme,  since  the 
South  Eastern  Company's  Branch  is  a  good  locomotive  line,  with  gradients, 
generally  moderate,  and  in  one  case  only  as  steep  as  1  in  102  ;  while  the 
Croydon  Company's  line,  although  involving  heavier  works,  and  longer  tunnels* 
has  nearly  one-third  of  its  distance  at  1  in  50.  A  reduction  of  the  actual  lengths 
to  equivalent  distances,  according  to  the  established  formulae,  would  show  a 
great  advantage  to  the  South  Eastern  scheme  over  that  of  its  competitor. 

The  intrinsic  superiority  of  the  South  Eastern  scheme,  (No.  211,)  as  a  means. 
of  effecting  the  most  improved  communication  with  Dover  and  the  Continent, 
appears,  therefore,  so  evident,  that  we  feel  bound  to  state  our  opinion  that,  on 
public  grounds,  it  merits  a  preference  over  any  of  those  which  have  been  proposed 
in  competition  with  it.  Even  if  the  merits  of  the  competing  schemes  had  been  more 
equally  balanced,  we  should  have  been  disposed  to  think  that  the  South  Eastern. 
Company,  having  already  expended  such  a  large  capital  in  carrying  out  a  great 
national  work,  had  a  fair  claim  to  be  allowed  a  preference  in  executing  an  im- 
portant improvement  of  that  work,  more  especially  when  offering  such  guarantees, 
as  are  hereafter  mentioned ;  but  we  repeat,  that  the  intrinsic  superiority  of  the 
South  Eastern  scheme  in  this  quarter  appears  to  us  so  decided  as  not  to  require 
the  aid  of  such  considerations. 

By  adopting  this  line  the  Public  will  obtain  a  saving  of  12  miles  in  distance, 
or  of  at  least  half  an  hour  in  time,  as  compared  with  the  existing  route  to  Dover  and 
Folkstone,  and  will  secure  as  short  and  good  a  line  of  communication  with  the 
Continent  as  the  nature  of  the  country  will  admit  of. 

We  next  come  to  the  consideration  of  the  schemes — London,  Chatham,  and 
Chilham  (No*  142)  ;  London,  Chatham,  and  North  Kent  (No.  148)  ;  and  South 
Eastern,  North  Kent,  Hungerford  Bridge  to  Chilham  (No.  222) — proposed  for 
extending  Railway  communication  in  North  Kent, 

The  importance  and  population  of  the  district  thus  proposed  to  be  accom- 
modated, the  immense  amount  of  traffic  already  existing  by  other  modes  of 
conveyance,  and  the  fact  of  several  schemes  being  in  the  field,  promoted  by  sul> 
stantial  parties,  each  anxious  to  undertake  the  enterprise,  appear  to  justify  us*  in 
assuming  that  some  one  line  of  Railway  for  accommodation  of  North  Kent  will 
be  sanctioned. 

The  population  of  the  district  to  be  accommodated  (exclusive  of  London  and 
Greenwich)  exceeds  350,000,  and  from  its  proximity  to  the  metropolis,  the 
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amount  of  intercourse  is  extremely  large.  .  More  than  half  a  million  of  passen- 

gers  have  been  conveyed  by  steam-boats  in  a  single  month  between  London  and 
rraveseftid  ;  and  the  amount  of  traffic,  passing  both  by  land  and  water,  to  Ro- 
chester, Chatham,  Maidstone,  Canterbury,  Ramsgate,  Margate,  &c,  is  also  very 
great,  and  likely  to  increase  largely  with  the  extension  of  facilities.  What  pro- 
portion of  this  traffic  may  be  obtained  by  a  Railway  in  competition  with  steam- 
boats and  other  cheap  conveyances,  is  of  course  to  a  certain  extent  speculative. 
There  appears,  however,  to  be  sufficient  data  to  warrant  us  in  assuming  that 
any  of  the  schemes  proposed  for  making  a  Railway  to  accommodate  North  Kent, 
may  be  considered  as  a  fair  and  legitimate  commercial  speculation ;  and  that 
the  question  is  therefore  reduced  to  a  choice  among  the  different  competing 
schemes,  of  that  which  offers  on  the  whole  the  greatest  amount  of  public 
advantage. 

The  question  is  further  narrowed  by  the  exclusion  of  the  line  proposed  by 
the  Croydon  Company,  London,  Chatham,  and  Chilham,  No.  142,  which,  from 
the  nature  of  its  gradients,  is  incapable  of  sustaining  a  serious  competition  with 
either  of  the  other  schemes,  even  if  equal  to  them  in  other  respects ;  While,  from 
its  direction,  it  is  manifestly  no  less  inferior  in  point  of  local  accommodation 
and  national  advantage.  i 

The  gradients  are  more  severe  than  have  ever  been  proposed  for  a  locomotive 
line ;  28  planes,  extending  over  more  than  15  miles  of  the  first  30,  being  at  an 
inclination  of  1  in  50. 

It  may  be  proper  to  state,  that  the  Croydon  Company  obtained,  in  the  last 
Session  of  Parliament,  an  Act,  under  which  they  are  proceeding  to  convert  theit 
existing  locomotive  line  of  Railway  from  London  to  Croydon  into  an  atmospheric 
line,  in  connexion  with  another  Company,  also  sanctioned  in  the  last  Session, 
and  which  continues  the  line  on  that  principle,  from  Croydon  to  Epsom.  In  their 
subsequent  projects,  which  are  now  under  consideration,  the  Croydon  Company 
equally  adopt  the  atmospheric  system  of  propulsion.  If  that  system  had  already 
been  applied  successfully  upon  any  long  line  of  Railway,  the  severity  of  the 
gradients  in  these  projected  lines  would  not  have  been  considered  so  objec- 
tionable. It  is  clearly,  however,  impossible  for  us  to  assume  the  success  of  a 
system,  as  to  which  much  difference  of  opinion  exists  among  Railway  engineers, 
and  which  has  not  hitherto  afforded  such  proof  of  its  merits  as  could  warrant 
us  in  giving  the  preference  to  projected  undertakings,  the  success  of  which  must 
depend  upon  results,  as  yet  uncertain,  while  other  projects  are  offered,  to  which 
no  such  uncertainty  applies. 

The  course  of  the  line,  pursuing  the  Croydon  line  inland  for  six  and  a  half 
miles  to  Sydenham,  and  thus  avoiding  Woolwich  and  the  population  along  the 
North  Kent  Road,  and  giving  Gravesend  only  a  circuitous*  route  to  London 
by  a  Branch,  appears  too  manifestly  inferior  to  that  of  the  other  North  Kent  lines, 
for  national  and  local  purposes,  to  require  comment.  The  comparison,  there- 
fore, lies  between  the  South  Eastern  Company's  scheme*  No.  222,  and  the 
London,  Chatham,  and  North  Kent,  No.  146. 

*  In  their  general  features  and  objects,  these  two  schemes  are  nearly  identical* 
They  both  pursue  the  general  direction  of  the  Old  North  Kent  Road  by  Wool- 
wich, Gravesend,  Rochester,  and  Chatham,  and  thence  to  the  same  point* 
Chilham,  on  the  South  Eastern  Company's  line,  from  Ashford  to  Canterbury, 
which  affords  the  nearest  practicable  route  to  Canterbury.  They  both  throw  off 
a  Branch  to  Sheerness,  and  accomplish,  more  or  less  perfectly,  the  great  national 
object  of  placing  the  naval  and  muitary  establishments  of  Sheerness,  Chatham, 
and  Woolwich  in  direct  railway  communication  with  one  another,  and  with  the 
metropolis.  In  the  most  difficult  and  important  features  of  the  lines,  such  as 
the  passage  of  the  Medway  at  Rochester,  and  of  the  Lines  at  Chatham,  they  are 
substantially  the  same. 

The  President  of  the  Board,  having  communicated  with  the  Master-general  of 
the  Ordnance,  has  ascertained  that,  while  in  some  poiuts  of  detail  each  scheme 
is  considered  objectionable,  and  may  require  modification,  there  is  no  such  sub- 
stantial objection  to  either  as  to  require  its  rejection,  or  to  give  any  decided  pre- 
ference in  a  comparison  of  the  two. 

The  chief  points  of  difference  between  the  t^o  schemes  in  other  respects 
appear  to  be — 

1.  In  the  mode  of  passing  Woolwich,  and  the  course  pursued  thence  to 
Gravesend* 
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The  North  Kent  line  keeps  above  the  town  of  Woolwich,  crossing  the 
Artillery-ground,  and  thence  skirting  Shooter's  Hill,  and  keeping  inland  by 
Crayford  and  Dartford. 

llie  South  Eastern  Company's  line  passes  through  Woolwich,  close  past  the 
gates  of  the  Dockyard  and  Arsenal,  and  thence  along  the  marshes  by  Erith  to 
Gravesend,  accommodating  the  populous  inland  district  by  a  second  line  diverging 
from  the  Tunbridge  line,  No.  211,  at  Eltham,  and  thence  passing  by  Bexley  to 
join  the  first  or  North  Kent  line,  near  Dartford. 

The  arrangement  proposed  by  the  South  Eastern  Company  appears  decidedly 
preferable,  in  point  of  public  advantage  and  local  accommodation,  as  passing 
close  to  the  Arsenal  and  Dockyard  at  Woolwich,  as  giving  superior  facilities  for 
the  conduct  of  the  public  service,  on  the  one  hand,  and  for  the  uninterrupted 
passage  of  frequent  trains,  calculated  to  meet  the  wants  of  a  dense  population,  on 
the  other,  by  tne  alternative  line,  and  as  serving  more  places  and  a  larger  popu- 
lation by  the  two  lines  than  could  be.  served  by  one. 

This  arrangement,  however,  will  involve  greater  expense  and  greater  inter- 
ference with  house  property;  but  this  latter  consideration  we  are  precluded 
from  entertaining. 

a."  After  passing  Chatham,  the  two  lines  slightly  diverge,  the  South  Eastern 
Company's  line  keeping  more  to  the  north,  on  the  low  ground,  and  thereby 
shortening  the  length  of  the  Sheerness  Branch,  and  the  distance  to  Sheemess, 
and  increasing  that  to  Canterbury  about  1 J  miles. 

3.  The  comparative  distances  by  the  two  lines  are — 

North  Kent  Line,  London  to  Chilham  53  J  miles  from  the  proposed  terminus 
at  the  Bricklayers' Arms. 

South  Eastern  Line,  London  to  Chilham,  65 \  miles  from  the  Bricklayers' 
Arms,  or  67 J  miles  from  the  proposed  terminus  at  Hungerford  Bridge. 

On  the  whole,  therefore,  there  appears  no  such  difference  between  the  two 
schemes  as  to  give  any  very  decided  preponderant  to  either;  and  we  hfcve, 
therefore,  had  recourse  to  the  other  considerations  stated  in  the  beginning  of  this 
Report,  in  order  to  determine  between  them. 

The  public  advantages  which  the  alternative  of  giving  the  line  to  the  South 
Eastern  Company  appears  to  present,  are  the  following  :— 

1.  The  security  afforded  by  an  existing  Company,  which  has  already  expended 
upwards  of  three  millions  and  a  half,  and  is  in  the  receipt  of  a  great  income, 
with  the  prospect  of  a  large  increase  when  the  French  lines  are  opened,  which 
they  offer  to  pledge  for  the  completion,  within  a  reasonable  time,  of  all  the 
works  they  undertake,  is  greatly  superior  to  anything  that  can  be  afforded  by  a 
new  Company,  however  respectable. 

2.  The  connexion  of  this  portion  of  the  Kentish  Railway  system  with  the 
Company  to  which  the  greater  part  of  such  system  has  been  already  intrusted, 
and  which  is  now  proposing  other  unopposed  links  in  a  comprehensive  scheme  of 
communication,  will  greatly  facilitate  the  convenient  and  economical  working  of 
the  whole, 

3.  The  same  concentration  of  interest  will  enable  the  South  Eastern  Company 
it  once  to  afford  a  greatly  superior  metropolitan  terminus  to  any  that  is  proposed 
by  the  North  Kent  Company,  or  that  could  be  afforded  by  any  independent 
Company :  an  advantage  which  is  the  more  important  when  it  is  considered  that 
from  the  amount  of  traffic  that  must  necessarily  flow  over  the  Greenwich  and 
Bricklayers  Arms  lines  and  the  proposed  Hurgerford  Extension,  and  from  the 
limited  space  available  for  station  room,  the  traffic  could  scarcely  be  conducted 
with  safety,  and  certainly  not  without  extreme  inconvenience,  unless  under  one 
control  and  management. 

On  the  other  hand,  the  effect  of  giving  this  line  to  the  South  Eastern  Com* 
pany  will  unquestionably  be  to  place  in  their  hands  a  monopoly  of  the  Railway 
communications  of  a  very  large  and  important  district,  which  would  be  to  a  cer- 
tain extent  obviated  by  giving  the  line  to  an  independent  Company. 

The  general  question  of  the  prospect  of  advantage  from  Railway  competition 
has  been  already  discussed.  In  the  present  instance  there  are  several  reasons 
which  appear  on  the  one  hand  to  render  the  existence  of  any  permanent  compe- 
tition peculiarly  problematical,  and  on  the  other  to  obviate  many  of  the  objec- 
tions that  may  be  urged  against  monopoly. 

The  want  of  a  good  independent  metropolitan  station,  and  the  possession  by 
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the  South  Eastern  Company  of  the  lines  beyond  Canterbury,  as  well  as  of  the 
other  communications  of  the  Kentish  district,  are  circumstances  which,  according 
to  all  previous  experience  of  Railways,  must  operate  strongly  to  bring  about  an 
amalgamation.  • 

The  pressure  of  steam-boat  competition  is  also  another  circumstance  which 
would  naturally  tend  to  make  the  Railway  interests  of  the  district  combine  for 
mutual  defence. 

This  latter  circumstance  also  affords  the  best  possible  guarantee  against  the 
existence  of  any  injurious  monopoly  against  the  public.  With  steam-boats 
carrying  passengers  from  London  to  Gravesend  for  1  *.,  and  even  6  d.9  the  fares 
upon  any  line  of  Railway  in  North  Kent  must  always  be  very  much  lower  than 
the  point  to  which  they  could  be  reduced  for  a  continuance  by  any  practicable 
legislative  enactment,  or  by  any  conceivable  Railway  competition.  The  exist- 
ence of  the  Thames  as  a  free  water-highway,  must  also  always  keep  the  Railway 
charges  on  goods  at  a  very  low  limit ;  and  in  fact  render  anything  like  monopoly, 
in  the  proper  sense  of  the  word,  impossible,  unless  all  the  steamers,  vessels,  and 
barges  in  the  river,  as  well  as  the  North  Kent  Railway,  could  be  amalgamated  • 
with  the  South  Eastern  Company. 

The  question  would  stand  thus  on  general  considerations,  independently  of 
any  specific  guarantees  or  advantages  offered  by  the  South  Eastern  Company, 
as  securities  against  the  apprehended  effects  of  monopoly,  and  as  inducements 
to  the  Legislature  to  give  their  schemes  a  preference.  The  South  Eastern  Com- 
pany have,  however,  voluntarily  offered  the  following  guarantees  and  advantages, 
to  be  secured  by  clauses  in  their  respective  Acts : 

1.  They  offer  to  complete  the  coast  line  of  communication  from  Hastings 
to  Ashford ;  an  undertaking  which,  left  to  itself  as  an  unassisted  commercial 
speculation,  might  remain  long  uncompleted. 

2.  They  offer  to  complete  the  communication  to  Deal,  in  connexion  with 
their  line  already  sanctioned  from  Canterbury  to  Ramsgate  and  Margate, 
which  the^North  Kent  Company  are  not  at  present  prepared  to  undertake. 

3.  They  offer  to  extend  their  Bricklayers  Arms  line  to  Hungerford  Bridge, 
and  to  render  their  station  there  available  for  the  purposes  of  a  common 
central  metropolitan  terminus,  should  it  hereafter  appear  to  be  practicable  and 
desirable. 

4.  They  offer  to  pledge  the  whole  revenue  of  their  existing  line  for  the  com- 
pletion of  all  the  lines  undertaken  by  them,  within  a  reasonable  period. 

5.  They  offer  to  lay  down  the  Electrical  Telegraph  along  their  line,  when- 
ever it  may  be  required  for  the  public  service. 

6.  They  offer  to  place  their  whole  system,  including  the  old  as  well  as  the 
new  lines,  under  the  operation  of  the  option  of  revision  and  purchase  con* 
tained  in  the  General  Railway  Act  of  last  year. 

7.  They  offer  to  accept  instead  of  their  present  maximum  of  ££  d.  per 
passenger  per  mile  on  the  present  distance  of  88  miles  to  Dover,  a  revised  tariff, 
fixing  a  maximum  of  3 d.  per  mile  on  first-class  passengers,  and  2d.  per  mile 
on  second-class  passengers,  in  carriages  protected  from  the  weather,  to  be  calcu- 
lated on  the  shortest  possible  Railway  distance  between  London  and  Dover,  or 
74  miles. 

8.  They  offer  to  run  over  their  whole  system  of  Railways,  two  cheap  trains 
each  way  daily,  at  lrf.  a  mile,  provided  with  seats  and  protected  from  the 
weather,  under  the  conditions  of  the  Act  of  last  Session,  instead  of  one  train  only 
as  required  by  the  Act. 

It  appears  to  us  that  these  conditions  voluntarily  offered  by  an  existing 
Company,  capable  of  carrying  them  into  effect,  in  the  event  of  their  being 
allowed  to  execute  a  line  for  the  accommodation  of  North  Kent,  which  is,  to 
say  the  least,  fully  equal  for  purposes  of  local  and  national  advantage  to  any 
other  proposed  scheme,  throws  such  a  decided  preponderance  in  their  favour  as 
to  leave  no  doubt  that  the  interests  of  the  Public  will  be  best  consulted  by  giving 
the  preference  to  their  projected  line. 

The  advantages,  in  a  national  point  of  view,  of  completing  a  chain  of  coast 
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communication,  have  been  already  adverted  to  by  Parliamentary  Committees, 
and  are  manifestly  of  gre&t  public  importance.  It  is,  therefore,  with  great 
satisfaction  that  we  find,  that  among  the  schemes  which  will  be  submitted  to 
Parliament  for  its  sanction  as  commercial  enterprises,  and  as  combining  at  the 
same  time  the  greatest  amount  of  local  accommodation,  are  lines  which  will 
have  the  effect  of  completing  this  coast  line,  of  which  the  foundation  was  laid 
last  year  by  the  sanction  given  by  Parliament  to  the  Brighton  and  Hastings, 
and  Brighton  and  Chichester  line,  almost  uninterruptedly  from  the  Thames 
to  the  Land's  End.  The  only  important  link  in  this  chain  which  was  not 
likely  to  be  undertaken  as  an  independent  commercial  enterprise,  was  the 
connexion  between  Hastings  and  the  South  Eastern  line  in  the  direction  of 
Dover,  for  the  completion  of  which  we  have  now  the  guarantee  of  a  Company 
who  have  ample  means  to  fulfil  their  engagement,  and  who  are  alone  in  a 
position  to  work  such  line,  if  constructed,  with  efficiency  and  with  a  fair 
prospect  of  success. 

The  effect  of  sanctioning  the  schemes  of  the  South  Eastern  Company,  in  con- 
nexion with  the  schemes  already  sanctioned  or  proposed  by  other  parties,  will 
be  to  place  the  Metropolis,  the  Dockyards  and  Arsenals  of  Deptfcrd,  Woolwich. 
Chatham,  Sheerness,  Portsmouth,  and  Plymouth,  the  Downs,  Dover,  Hastings, 
Brighton,  Southampton,  Portland,  Weymouth,  and  all  the  principal  ports  of  the 
Southern  Coast  as  far  as  Falmouth  and  Penzance,  in  direct  Railway  commu* 
nication  with  one  another,  so  as  to  admit  of  the  transmission  of  intelligence  in  a 
few  minutes  by  the  Electrical  Telegraph,  and  of  troops,  stores,  and  ammunition, 
in  a  few  hours  from  any  one  point  to  any  other  of  this  extensive  line.  By  the  pro- 
posed extensions  to  Hungertbrd  Bridge  there  is  also  every  prospect  that  Wool- 
wich, Chatham,  and  the  other  important  places  above  specified,  will  be  placed 
in  uninterrupted  Railway  communication,  through  the  Metropolis,  with  other 
parts  of  the  kingdom. 

The  other  advantages  offered  by  the  South  Eastern  Company  are  sufficiently 
obvious.  We  have  already  referred  to  the  Reports  of  the  Select  Committee  of 
last  Session,  to  show  the  importance  attached  hy  them  to  the  obtaining  from 
existing  Companies,  voluntarily  and  without  incurring  any  suspicion  of  breach 
of  faith  on  the  part  of  Parliament,  securities  for  the  future  in  the  shape  of  an 
option  of  revision  and  purchase,  resembling  in  their  general  effect  those  which 
the  Legislature,  after  very  full  consideration,  has  thought  it  advisable  to  adopt 
with  regard  to  new  Railways. 

It  will  be  observed  that  in  the  case  of  the  South  Eastern  Company,  not  only 
are  these  guarantees  offered,  but  also  a  present  limitation  of  charge,  and  amount 
of  accommodation  to  the  poorer  class  of  passengers,  which  will  ensure  the  working 
of  the  whole  of  the  South  Eastern  system  upon  terms  more  favourable  for  the 
Public,  both  as  regards  fares  and  accommodation,  than  are  usual  upon  other 
Railways.  As  regards  the  North  Kent  portion  of  the  system,  indeed,  we  regard 
any  legislative  maximum  as  of  comparatively  little  importance,  since  the  charges 
of  the  Railway  must  always  be  kept  down  at  an  exceedingly  low  point  by  water 
competition ;  but  as  regards  the  great  line  of  continental  communication  and  the 
internal  local  traffic  of  a  great  part  of  the  district,  it  is  unquestionably  highly 
desirable  to  obtain  a  specific  guarantee  against  the  adoption  of  a  system  of  high 
fares,  which,  under  the  present  Acts  of  the  South  Eastern  Company,  might 
be  at  any  moment  resorted  to  if  the  directors  thought  it  expedient  for  their 
interests  to  adopt  the  course  which  has  frequently  been  pursued  by  other 
Companies. 

The  conclusion,  therefore,  at  which  we  arrive,  in  regard  to  the  schemes  pro- 
posed in  the  North  Kent  district  is,  that  to  the  best  of  our  judgment  a  very  decided 
Preponderance  of  public  reasons  exists  in  favour  of  the  South  Eastern  scheme, 
To.  222,  Hungerford  Bridge  to  Chilham,  in  preference  to  any  of  the  competing 
schemes. 

The  same  reasons  induce  us  to  express  a  similar  opinion,  that  as  regards  the 
South  Eastern  Company's  scheme,  No.  213,  extension  to  Deal,  and  No.  205, 
Maidstone  to  Rochester,  which  are  portions  evidently  required  to  complete  the 
system  of  Kentish  Railway  communication,  and  the  South  Eastern  Company's 
scheme,  No.  215,  Ashford  to  Hastings,  which  is  an  important  link  in  the  coast 
line  of  communication,  we  are  aware  of  no  public  grounds  why  they  should  not 
receive  the  sanction  of  the  Legislature. 

The  only  remaining  schemes  are  those  proposed  for  forming  new  Railways  from 
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Tunbridge  and  Headcorn  to  Hastings.  With  regard  to  these,  it  seems  sufficient 
to  say,  that  the  question  having  been  contested  at  great  length  before  Commit- 
tees of  both  Houses  last  Session,  who  rejected  the  Headcorn  line,  on  the  ground 
that  it  was  inconsistent  with  the  coafet  line  to  Brighton,  which  was  calculated 
to  afford  at  the  same  time  a  greater  amount  of  local  and  national  advantage ;  and 
no  new  circumstances  having  transpired  to  affect  the  grounds  of  that  decision, 
but  on  the  contrary,  the  proposal  of  a  line  from  Hastings  to  Ashford  affording 
an  additional  outlet,  not  then  contemplated,  for  traffic  from  Hastings  and  its 
neighbourhood  towards  Dover  and  Canterbury ;  we  are  aware  of  no  sufficient 
public  grounds  to  justify  a  reversal  of  that  decision,  by  the  sanction  of  lines 
which,  under  present  circumstances,  would  go  far  to  render  the  line  sanctioned 
last  year  incapable  of  sustaining  itself  as  a  solvent  undertaking. 

This  argument  appears  decisive  against  the  Headcorn  line,  which  is  identical 
with  that  rejected  last  year ;  and,  as  regards  the  South  Eastern  Company's  line 
from  Tunbridge,  although  it  would  effect  some  shortening  of  the  distance 
between  Hastings  and  London,  this  does  not  appear  to  us  a  sufficient  object  to 
admit  of  a  different  conclusion. 

With  the  exception,  therefore,  of  the  small  portion  of  this  latter  line  which 
connects  Tunbridge  Wells  with  the  South  Eastern  Railway,  and  which  will  be 
an  useful  branch  for  the  accommodation  of  that  town,  we  have  to  report,  that 
there  appear  to  us  to  exist  public  reasons  which  ought  to  be  decisive  against  the 
schemes,  No.  195,  Rye,  Tenterden,  and  Headcorn,  and  No.  211,  South  Eastern 
Company's  Tunbridge  to  Hastings. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  Schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature/' 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results  solely 
upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far  such 
results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

DALHOUSIE, 

C.  W.  PASLEY. 

D.  O'BRIEN. 
G.  R.  PORTER. 
S.  LAING. 
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Ordered,  by  The  House  of  Commons,  to  be  Printed, 
13  February  1845. 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  Schemes  for  extending  Railway  Communication  North 
of  Leeds,  in  the  West  Riding  of  Yorkshire,  and  in  the  County  6f 
Durham. 


Ordered,  by  The  House  of  Commons,  to  he  Printed,  31  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  31  March  1845. 

THE  Board  constituted  hy  the  Lords  of  the  Committee  of  Privy  Council 
for  Trade,  for  the  transaction  of  Railway  business,  having  had  under 
consideration  the  following  schemes  deposited  with  the  Railway  Department, 
for  extending  Railway  communication  north  of  Leeds,  in  the  West  Riding  of 
Yorkshire,  and  in  the  county  of  Durham,  viz. : 

Hull  and  Bridlington  Branch  Railway  ; 

Harrogate  and  Ripon  Junction ; 

Leeds  and  Thirsk ; 

Middlesborough  and  Redcar  Railway ; 

Newcastle  and  Darlington  and  Brandling  Junction  Extensions ; 

Richmond  (Yorkshire)  Railway ; 

Sunderland,  Durham  and  Auckland  Union  Railway ; 

Wear  Valley ; 

York  and  North  Midland  and  Harrogate ; 

York  and  North  Midland,  Bridlington  Branch ; 

have  decided  on  submitting  the  following  Report  thereon  for  the  consideration 
of  Parliament. 

We  first  proceed  to  notice  the  Railways  projected  to  supply  the  district  lying 
between  the  towns  of  Leeds  and  Thirsk,  viz. : 

The  Leeds  and  Thirsk  Railway,  the  Harrogate  and  Ripon  Junction,  and  the 
York  and  North  Midland  and  Harrogate  Railway. 

At  present  the  town  of  Leeds  has  no  Railway  communication  with  the  North 
but  by  means  of  the  circuitous  route  afforded  by  the  Midland  Railway  as  far  as 
Normanton,  the  York  and  North  Midland  Railway  from  Normanton  to  York, 
and  the  Great  North  of  England  Railway  from  York  to  Darlington.  The  dis- 
trict also  lying  to  the  west  of  these  lines,  comprising  the  towns  of  Knares- 
borough,  Harrogate,  and  Ripon,  together  with  several  smaller  but  not  unim- 
portant places,  are  still  unsuppUed  with  any  Railway  communication. 

The  situation  of  the  town  of  Leeds  renders  it  difficult  to  be  approached  by 
any  line  from  the  North,  and  the  country  intermediate  between  Leeds  and 
Thirsk  is  of  an  unfavourable  character  as  regards  the  construction  of  Railways ; 
so  that  while  it  was  assumed  by  engineers  to  be  necessary  to  obtain  good 
gradients  although  at  a  great  sacrifice  of  labour  and  expense,  parties  were 
deterred  from  encountering  the  difficulties  which  presented  themselves. 
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In  1835,  when  the  project  of  the  Great  North  of  England  Railway  was  con- 
ceived, Leeds  was  the  point  to  which  the  projectors  of  that  scheme  looked  as 
the  best  terminus  of  their  line.  After  a  careful  examination  of  the  district,  the 
parties  who  were  anxious  to  accomplish  this  object  were,  however,  alarmed 
at  the  appearance  of  the  surveys  and  cross  sections,  and  abandoned  the  difficult 
route  to  Leeds  for  the  more  easily  constructed  line  to  York.  Subsequently, 
difficulties  as  to  money  prevented  the  renewal  of  the  project ;  but  these  having 
ceased,  the  three  companies  which  we  have  named  desire  to  occupy  the  district. 

Commencing  at  Leeds,  the  Leeds  and  Thirsk  line  runs  nearly  parallel  to 
the  Bradford  and  Leeds  Railway  for  above  4  J  miles,  then  gradually  bending 
towards  the  north-east,  it  crosses  the  River  Wharfe,  passes  between  Harrogate 
and  Knaresborough,  throwing  out  a  branch  to  Harrogate,  2  miles  15  chains 
in  length,  and  another  branch  to  Knaresborough,  1  mile  40  chains  in  length  ; 
then  passing  by  Ripley,  and  close  to  Ripon,  it  crosses  over  the  Great  North  of 
England  Railway,  to  which  it  is  joined  by  a  curved  branch,  and  enters  the 
town  of  Thirsk  at  a  distance  of  39  i  miles  from  Leeds.  The  main  line  and 
the  branches  together  comprise  about  46  £  miles  of  Railway  to  be  made. 

The  Harrogate  and  Ripon  Junction,  when  first  projected,  had  for  its  object 
the  connexion  of  the  towns  of  Harrogate,  Knaresborough,  and  Ripon  with  the 
Great  North  of  England  Railway,  in  order  to  give  these  places  access  to  the 
North  for  coals  from  the  Auckland  Yalley,  and  to  York  for  general  traffic. 
Commencing  at  the  Raskelf  station  of  the  Great  North  of  England  Railway,  it 
pursues  a  direct  -course  to  near  Boroughbridge,  whence  it  throws  off  a  branch 
to  Ripon.  From  near  Boroughbridge  its  course  is  direct  to  Knaresborough, 
near  which  town  it  crosses  the  Mid,  and  terminates  close  to  High  Harrogate. 

It  appears  that  the  Great  North  of  England  Railway  Company,  who  are  the 
promoters  of  this  scheme,  being  fearful  of  the  Leeds  and  Thirsk  Railway  inter- 
fering with  their  traffic,  and  not  coming  to  terms  with  the  projectors  of  that 
scheme,  examined  the  country  between  Knaresborough  and  Leeds,  and  they 
allege  that  a  line  which  they  have  discovered  through  it  will  be  far  better,  in 
every  respect,  than  that  which  has  been  proposed  by  their  rivals*  They  are 
not  in  a  condition  to  meet  the  Parliamenta^  requirements  for  this  Session,  but 
at  a  general  meeting  of  the  proprietors,  resolutions  were  passed  to  the  effect, 
that  in  the  event  of  Parliament  sanctioning  the  Harrogate  and  Ripon  Junction 
scheme,  they  were  prepared  to  undertake  the  extension  of  that  line  to  Leeds, 
so  as  to  form  a  junction  with  the  Midland,  the  Leeds  and  Bradford,  and  such 
other  Railways  as  might  terminate  in  a  joint  station  in  that  town ;  and  further, 
the  Directors  were  authorized  to  take  such  steps  as  might  be  necessary  for  the 
purpose  of  applying  to  Parliament,  in  the  year  1646,  for  power  to  carry  the 
project  into  qperation. 

The  York  and  North  Midland  and  Harrogate  Railway  is  projected  by  the 
York  and  North  Midland  Company,  and  it  proceeds  through  the  same  district 
of  country  as  the  line  for  which  they  applied  'to  Parliament  last  Session ;  the 
principal  difference  being  at  the  termini,  as  the  line  of  last  Session  left  the 
York  and  North  Midland  Railway  at  Bolton  Percy,  and  terminated  at  Knares- 
borough Old  Spa,  about  midway  between  Harrogate  and  Knaresborough. 

The  present  proposed  line  commences  at  the  Church  Fenton  station,  on  the 
York  and  North  Midland  Railway,  and  terminates  near  the  Brunswick  Hotel, 
at  Harrogate;  passing  in  its  course  Tadcaster,  Wetherby,  and  Spofforth. 

Thus  we  have  three  distinct  schemes,  which  must  be  considered,  more  or 
less,  as  competing  with  each  other.  The  Leeds  and  Thirsk  line  partially 
competes  with  the  Ripon  Junction,  for  the  traffic  northwards  from  Harrogate, 
and  directly  competes  with  the  move  extended  scheme  of  the  Great  North  of 
England  Railway  between  Leeds  and  Raskelf ;  while  southwards  from  Harrogate, 
an  indirect  competition  may  belaid  to  exist  between  the  substantive  schemes 
of  the  Leeds  and  Thirsk  line,  and  the  York  and  North  Midland  Branch  to 
Harrogate,  and  the  less  matured  scheme  of  the  Great  North  of  England  Railway 
Company. 

The  accompanying  Map  explains  the  geographical  circumstances  of  these 
projects. 

With 
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With  regard  to  the  Leeds  and  Thirsk  line,  as  compared  with  the  line  from 
Leeds  to  Raskelf,  it  will  be  seen  that  the  former  approaches  to  within  three 
or  four  miles  of  Otley,  a  place  of  some  importance;  it  passes  through 
Ripley,  and  places  Ripon  upon  the  main  line,  but  affords  only  indifferent 
accommodation  to  Knaresborough,  and  avoids  Wetherby  and  Boroughbridge 
altogether. 

The  Great  North  of  England  scheme  places  Knaresborough  and  Borough- 
bridge  on  the  main  line,  and  gives  a  reasonable  connexion  with  Ripon  by 
means  of  the  branch  to  that  town,  but  does  not  supply  Harrogate  quite  so 
well  as  the  Leeds  and  Thirsk  line,  and  altogether  avoids  Otley  and  Ripley. 

The  chief  difference,  however,  between  the  two  Hues  is  to  be  found  in  their 
engineering  characters,  and  consequently  in  their  cost  respectively. 

The  number  of  miles  of  new  Railway  which  each  will  have  to  make  is  m. 
fellows : — 

Leeds  and  Thirsk :  m.     ck. 

Main  line  ------ 

Branch  to  join  the  Leeds  and  Bradford  Railway    - 
Ditto     -    -    -    alternative  r 

Ditto    -    -    -    -    ditto    - 

Branch  to  Knaresborough  - 

Ditto  to  Harrogate    ------ 

Ditto  to  join  the  Great  North  of  England  Railway 
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78 

Main  line  to  Harrogate 

Branch  to  Ripon 

Proposed  Extension  to  Leeds 


Hence  there  is  a  saving  of  8  miles  42  chains  of  new  Railway  by  the  latter 
scheme,  over  the  former. 

The  gradients  are  indifferent  in  both ;  nor  is  there  much  to  choose  between 
them  in  this  respect.  On  the  Leeds  and  Thirsk  main  line  there  will  be  one 
tunnel  3,195  yards,  and  another  100  yards  in  length,  and,  on  the  branch,  one 
of  913  yards  ;  whereas,  on  the  extension  from  Knaresborough  to  Leeds  by  the 
Great  North  of  England  Railway  scheme,  there  is  only  one  tunnel,  and  that  of 
1,760  yards  in  length,  which  gives  a  saving  of  2,248  yards  of  tunnelling  in 
fevour  of  the  latter  scheme. 

The  Leeds  and  Thirsk  Railway  involves  viaducts  to  the  extent  of  1,168 
yards.  The  lengths  of  the  viaducts  on  the  extension  from  Knaresborough  to 
Leeds  are  not  given ;  but  on  the  whole  line  they  will  be  less  than  on  the  Leeds 
and  Thirsk,  which  crosses  the  River  Crimple  at  a  much  higher  elevation,  and 
the  Leeds  and  Liverpool  Canal,  as  well  as  the  River  Aire  twice,  while  the  Great 
North  of  England  line  only  crosses  it  once :  in  this  respect,  however,  there 
may  not  be  any  great  difference  between  the  two  projects. 

With  regard  to  the  earthworks :  those  on  the  Leeds  and  Thirsk  Railway  fot 
16  miles  are  very  heavy,  as  there  are  cuttings  of  79,  103,  70,  70,  and  56  feet 
in  extreme  depth,  including  the  approaches  on  each  side  of  the  two  tunnels 
before  mentioned,  and  embankments  of  80,  79,  63,  and  83  feet  in  extreme 
height,  including  those  on  each  side  of  the  viaducts ;  for  8  miles  they  are 
about  an  average,  for  5  miles  rather  under  an  average,  and  for  8  miles  they 
are  very  trifling ;  making  altogether  37  miles  of  Railway  exclusive  of  tunnels, 
viaducts,  and  branches,  to  be  contrasted  with  31 J  miles  on  the  line  projected 
by  the  Great  North  of  England  Company,  exclusive  also  of  branches,  viaducts, 
and  tunnels,  of  which  there  will  be  4  miles  very  heavy,  involving  cuttings 
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of  45,  56,  66  and  66  feet  in  depth,  including  the  approaches  on  each  side  of 
the  tunnel  before  mentioned,  and  embankments  of  36,  37,  40  and  48  feet  in 
extreme  height : 

10  i  miles  of  heavy  wqrk. 

6  miles  about  an  average. 

3  miles  easy. 

8  miles  very  easy. 

From  this  it  is  manifest,  that  the  earth  works  on  the  Leeds  and  Thirsk  line 
would  far  exceed  in  extent  those  on  the  line  proposed  by  the  Great  North  of 
England  Railway  Company. 

It  is  clear,  therefore,  that  the  cost  of  the  Leeds  and  Thirsk  line  would  be 
much  more  than  the  cost  of  the  line  proposed  by  the  Great  North  of  England 
Company  (a  very  important  consideration,  because*  the  traffic  between  Leeds 
and  Thirsk,  and  in  the  intermediate  district,  is  not  so  great  as  to  justify  any 
outlay  beyond  such  as  may  be  absolutely  necessary  to  accomplish  the  end  in 
view),  while  the  accommodation  offered  by  the  latter  is  almost,  if  not  quite 
as  great,  on  the  whole,  as  by  the  former. 

Under  these  circumstances  we  are  of  opinion,  there  are  public  reasons  which 
justify  us  in  recommending  that  the  Leeds  and  Thirsk  scheme  should  be  post- 
poned. 

The  Harrogate  and  Ripon  Junction  is  a  line  which  may  be  constructed  at  a 
small  cost,  and  would  enable  the  towns  of  Ripon,  Boroughbridge,  Knares- 
borough,  and  Harrogate,  to  participate  in  the  advantage  which  has  been  con- 
ferred by  the  Great  North  of  England  Railway  on  the  places  near  which  it 
passes,  in  respect  of  coal  brought  from  the  Auckland  Valley.  If  the  line  were 
constructed,  the  price  of  this  necessary  article  would  be  reduced  from  15  to  25 
per  cent,  below  its  present  price  at  these  places. 

But  sanctioning  the>"£0heme  in  question  would  be  tantamount  to  placing  a 
barrier  against  any  cfeher  project  for  giving  direct  and  extensive  Railway 
accommodation  betweeA  Leeds  and  the  North,  except  by  that  which  has  been 
contemplated  by  the  Great  North  of  England  Railway  Company.  A  delay 
would  allow  of  the  country  being  more  carefully  examined,  and  a  comprehen- 
sive measure,  less  costly,  and  affording  greater  accommodation  than  either, 
toight  be  brought  forward. 

We  are,  therefore,  of  opinion,  that  there  arfc  public  reasons  which  are  suffi- 
cient to  induce  the  postponement  for  the  present,  at  least,  of  the  Harrogate 
and  Ripon  Junction. 

We  have  stated  the  general  direction  which  is  proposed  to  be  taken  by  the 
York  and  North  Midland  and  Harrogate  Railway ;  its  gradients  are,  on  the 
whole,  unfavourable,  especially  on  one  part,  where  there  is  a  continued  incline 
of  5  J  miles,  varying  from  1  in  87  to  1  in  101,  excepting  on  an  intervening  por- 
tion of  1  in  161,  the  last  being  too  short  to  effect  any  useful  break  in  the 
incline.  There  is  one  viaduct  300  yards  long,  and  118  feet  high.  Of  the 
earthworks,  one  mile  is  very  heavy,  1 1  miles  are  about  an  average,  and  seven 
miles  are  light. 

Were  this  the  only  Railway  project  in  the  district,  we  should  be  of  opinion 
that  there  would  be  no  public  reasons  which  ought  to  be  decisive  against  it; 
it  accommodates  Tadcaster,  Wetherby  and  Spofforth,  and  it  gives  reasonable 
accommodation  to  persons  visiting  Harrogate  from  the  south  and  from  the 
east ;  but,  as  it  is  a  partially  competing  line  with  the  other  two,  a  less  compre- 
hensive measure  than  either  of  them,  and  if  sanctioned  now  might  lead  to  the 
town  of  Leeds  being  left  without  Railway  communication  to  the  North,  we  are 
of  opinion  that  the  York  and  North  Midland  and  Harrogate  Railway  should 
likewise  be  postponed. 

The  Richmond  (Yorkshire)  Railway  is  a  line  of  an  inexpensive  character,  in 
length  9  miles  57  chains.  It  proposes  to  leave  the  Great  North  of  England 
Railway  a  short  distance  to  the  south  of  the  Tees,  and  to  terminate  at  Rich- 
mond :  it  will  be  worked  by  the  Great  North  of  England  Railway.  We  have 
examined  the  traffic  tables  which  have  been  presented  to  us  by  the  promoters, 

and 


Digitized  by 


Google 


RAILWAY  COMMUNICATION  NORTH  OF  LEEDS,  &c.  5 

and  they  appear  to  us  to  justify  the  undertaking*  On  the  whole,  therefore,  we 
are  not  aware  that  any  public  reasons  exist  which  ought,  in  our  opinion,  to  be 
decisive  against  this  scheme  being  sanctioned  by  Parliament. 

The  Hull  and  Bridlington  Branch  of  the  Hull  and  Selby  Railway,  is  31  miles 
in  length:  it  is  projected  for  the  purpose  of  accommodating  the  towns  of 
Beverley,  Great  Driffield,  and  Bridlington.  The  line  will  be  particularly  easy 
of  construction,  and  calls  for  no  engineering  remarks.  The  traffic  tables  justify 
the  outlay,  and  on  the  whole  there  do  not  appear  to  us  to  be  any  public  reasons, 
why  the  scheme  in  question  should  not  receive  the  sanction  of  Parliament. 

The  Middlesborough  and  Redcar  Railway  is  a  scheme  put  forward  by  the 
Great  North  of  England  Railway  Company,  and  the  Stockton  and  Darlington 
"Railway  Company,  jointly.  The  line  commences  at  the  town  of  Middlesborough, 
and  running  along  the  south  bank  of  the  Tees,  terminates  at  Redcar,  a  favour- 
ite watering  place  on  the  coast  at  the  mouth  of  that  river.  It  will  be  made  at 
a  very  moderate  cost :  the  local  feeling  appears  to  be  in  favour  of  the  project ; 
and  on  the  whole  we  know  of  no  public  reasons  which  ought  to  be  decisive 
against  the  scheme  receiving  the  sanction  of  Parliament. 

The  York  and  North  Midland  (Bridlington  Branch)  is  thrown  out  from  the 
York  and  Scarborough  Railway,  which  received  the  sanction  of  Parliament  last 
year,  and  is  now  in  course  of  construction.  The  branch  will  be  about  20  miles 
in  length :  its  cost  will  be  moderate ;  and  it  seems  to  be  a  natural  extension  of 
the  Scarborough  Railway.  Meeting  the  Hull  and  Bridlington  Branch  of  the 
Hull  and  Selby  Railway  at  Bridlington,  it  completes  a  useful  chain  of  coast 
communication  in  this  part  of  Yorkshire.  We  are  not.  aware  that  there  are 
any  public  reasons  which  ought  to  be  decisive,  against  its  receiving  the  sanc- 
tion of  Parliament. 

The  Wear  Valley  Railway  is  designed  chiefly  to  open  out  the  upper  part  of 
the  valley  of  the  Wear,  which  is  rich  in  minerals,  in  connexion  with  the  Bishop 
Auckland  a^d  Weardal^,  and  the  Stockton  and  Darlington  existing  Railways, 
and  to  give  accommodation  to  Wolsingham  and  Stanhope,  which  are  rapidly 
increasing  in  extent  and  population.  The  main  line  is  }0  miles  55  chains,  ter- 
minating at  Frosterley,  and  has  a  branch  to  Bishopley,  1  mile  18  chains  in 
length.  It  will  be  worked  by  the  Railway  Companies  which  we  have  just  men- 
tioned, in  connexion  with  the  scheme.  No  public  reasons  have  been  given  to 
us  why  this, project  ought  not  to  receive  the  sanction  of  Parliament. 

The  Sunderland,  Durham  and  Auckland  Union  project  has  three  objects  in 
view ;  one  to  extend  the  present  Sunderland  and  Durham  Railway  to  Bishop 
Auckland,  under  the  above  title  ;  another,  to  convert  the  original  line,  which 
has  been  worked  in  certain  places  with  stationary  engines,  into  a  locomotive 
line,  by  improving  the  gradients  and  rounding  off  angles  or  sharp  curves. 
Two  short  inclines,  however,  will  still  continue  to  be  worked  with  stationary 
engines.  The  third  is  to  make  branches,  one  for  the  purpose  of  effecting  an 
improved  communication  with  the  city  of  Durham,  one  to  connect  the  present 
main  line  with  the  Newcastle  and  Darlington  Railway  at  the  Sherburn  station, 
and  one  to  improve  the  junction  with  the  Hartlepool  Railway  in  the  township 
of  Haswdl. 

For  the  improvement  of  the  main  line  about  2  i  miles  of  new  Railway  will  be 
required;  for  the  Durham  and  other  branches,  about  3g  miles ;.  and  for  the 
extension  to  Bishop  Auckland,  about  9  J  miles. 

Several  coal-fields  will  be  opened  out  by  this  project,  and  Railway  accommo- 
dation will  be  afforded  for  the  transit  of  coal  towards  the  port  of  Sunderland, 
as  well  as  for  passenger  and  other  traffic  between  Bishop  Auckland  and 
Newcastle,  Shields  and  Sunderland. 

At  present  the  Stockton  and  Darlington  Railway  has  an  extension,  termed 
the  Weardale  Railway,  which  passes  through  Bishop  Auckland,  serving  that 
district,  and  supplying  the  neighbouring  collieries  with  transit  for  coal  to  the 
mouth  of  the  Tees,  at  a  very  low  charge.  But  there  are  collieries  in  the  district 
near  to  which  it  has  not  been  possible  to  bring  the  Stockton  and  Darlington 
Railway,  whose  owners  desire  an  outlet  for  their  coals,  either  at  Sunderland  or 
Hartlepool. 
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Considering  therefore  that  the  proposed  line  will  accommodate  collieries  novr 
either  only  partially  accommodated,  or  wholly  unaccommodated ;  that  it  maybe 
made  at  a  moderate  cost ;  that  there  is  a  prospect  of  its  proving  remunerative 
to  the  projectors,  and  that  the  alterations  of  the  original  line  are  very  desirable, 
we  are  induced  to  Report  that  there  are  no  public  reasons  which  in  our  opinion 
ought  to  be  decisive  against  the  scheme. 

The  Newcastle  and  Darlington  and  Brandling  Junction  Extensions  are  three 
in  number : 

The  first  is  at  Darlington,  and  is  for  the  purpose  of  giving  additional 
accommodation  at  the  station. 

The  second  Extension  is  5  miles  1  chain  in  length*  It  leaves  the  Brandling 
Junction  near  the  Felaw  station,  and  joins  the  Durham  Junction  Railway  at 
Washington  station,  cutting  off  a  very  acute  angle  in  the  intended  main  trunk 
line  by  the  east  coast  to  Scotland,  and  effecting  a  saving  in  the  distance  of  fully 
two  miles.    Its  curves  and  gradients  are  favourable,  and  the  work  will  be  light. 

The  third  Extension  is  only  52  chains  long,  at  Monkwearmouth,  and  is 
intended  chiefly  for  a  mineral  traffic ;  it  establishes  a  connexion  with  the  River 
Wear  by  an  incline  of  1  in  5,  which  takes  it  out  of  the  character  of  a  pas- 
senger line  on  that  particular  part. 

We  do  not  know  that  any  reasons  exist  which  ought  to  prevent  these  Exten- 
sions receiving  the  sanction  of  Parliament. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  Schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature/' 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

DALHOUSIE. 

C.  W.  PASLEY.       G.  R.  PORTER. 

D.  O'BRIEN. 
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SEVERAL  PROJECTED  RAILWAYS 


IN  THE 


LEEDS  AND   THIRSK  DIVISION, 


REFERRED   TO   IN   THE 


REPORT  of  the  Railway  Department  of  the  Board  of  Trade, 
on  the  Schemes  for  extending  Railway  Communication  North  op 
Leeds,  in  the  West  Riding  of  Yorkshire,  and  in  the  County  of 
Durham. 


Ordered,  by  The  House  of  Commons,  to  be  Printed, 
31  March  1845. 
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of  Durham  ;  and  in  various  Districts. 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  London,  Worcester,  and  Wolverhampton,  and  on  the  Birming- 
ham and  Shrewsbury  Districts. 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  28  February  1845. 

Railway  Department,  Board  of  Trade, 
Whitehall,  28  February  1845. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  different  schemes  deposited  with  the  Railway  Depart- 
ment for  extending  Railway  communication  between  London,  Worcester,  and  Wol- 
verhampton, and  in  the  district  intermediate  between  the  London  and  Binning* 
ham  and  Great  Western  Railways,  and  also,  in  connexion  with  the  above,  the 
schemes  for  extending  Railway  communication  between  Birmingham  and 
Shrewsbury,  have  determined  on  submitting  the  following  Report  thereon  for  the 
consideration  of  Parliament. 

The  object  of  the  first  class  of  schemes  in  question  is  to  supply  Railway  com- 
munication to  the  great  mining  district  of  Staffordshire,  lying  south  of  Wolver- 
hampton, to  the  towns  of  Kidderminster,  Stourbridge,  Stourport,  Worcester,  &c, 
and  to  the  district  north  of  Oxford,  intermediate  between  the  Great  Western  and 
London  and  Birmingham  Railways. 

For  this  purpose  two  competing  schemes  are  proposed;  one,  which  is  pro- 
moted by  the  London  and  Birmingham  Company,  comprises  a  line  from  Rugby 
to  Oxford,  and  another  from  Wolverhampton,  through  Worcester  and  Banbury, 
to  join  the  London  and  Birmingham  line  at  Tring ;  the  other  scheme  consists 
of  a  line  from  Oxford  to  Rugby,  which  is  proposed  to  be  made  by  the  Great 
Western  Company ;  and  of  another  line  from  Oxford  to  Worcester  and  Wolver- 
hampton, which  is  undertaken  by  an  independent  Company,  but  in  connexion 
with  the  Great  Western  Company,  and  which  must  be  considered  as  forming, 
with  the  Oxford  and  Rugby  line,  one  scheme,  competing  with  the  former. 

For  the  sake  of  brevity  we  shall  distinguish  these  as  the  "  London  and  Bir- 
mingham or  Tring  Scheme,"  and  the  "  Great  Western  or  Oxford  Scheme." 
Their  general  direction  will  be  easily  understood  by  reference  to  the  accom- 
panying map. 

In  their  general  features  and  objects  the  two  schemes  are  so  nearly  identical 
that  the  two  manifestly  cannot  stand  together.  A  further  scheme  for  the  accom- 
modation of  the  country  between  Worcester  and  Wolverhampton,  was  proposed  by 
the  Birmingham  and  Gloucester  Company,  but  it  is  understood  that  arrangements 
have  been  made  by  which  this  scheme  is  withdrawn  in  favour  of  the  London  and 
Birmingham  scheme,  to  which  it  was  moreover  inferior  in  several  important 
respects,  so  that  we  may  consider  the  question  as  reduced  to  one  of  competition 
between  the  schemes  of  the  two  great  Companies. 

The  first  point  is,  whether  a  sufficient  public  case  can  be  established  to  justify 
the  construction  of  any  Railway  at  all  throughout  the  districts  in  question.  As 
regards  the  South  Staffordshire  district,  this  point  has  been  disputed  by  various 
Canal  interests,  who  urge  that  the  district  is  already  sufficiently  well  supplied  by 
water  communication,  and  that  the  introduction  of  Railways,  by  destroying  the 
resources  and  crippling  the  efficiency  of  such  water  communications,  will  be  pro- 
ductive of  injury  rather  than  of  benefit  to  the  Public.  Various  special  reasons  nave 
been  urged  in  support  of  this  view,  more  especially  with  reference  to  the  mineral 
district  of  which  Dudley  may  be  considered  as  the  centre.  It  is  said  that  the  Bir- 
mingham Canal  Company  have,  at  a  great  expense,  created  a  very  complete  and 
efficient  system  of  water  communication  throughout  this  district ;  that  a  right  is 
reserved  of  making  branch  Canals  to  all  mines  and  works  within  certain  limits, 
which  right  would  be  to  a  certain  extent  defeated  by  running  a  Railway  parallel 
to  the  existing  Canal,  to  the  injury  both  of  the  Canal  Company,  and  of  the  owners 
of  the  mines  and  works  so  cut  off;  that  the  management  and  charges  of  the  Canal 
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Company  have  always  been  of  the  most  liberal  description  ;  and  finally,  that 
owing  to  the  peculiar  nature  of  the  district,  in  which  great  excavations  have  been 
made  for  mining  purposes,  Railways  cannot  be  carried  through  it  without 
danger. 

It  will  be  readily  conceded  that  the  importance  of  the  district  in  question. is 
such  as  to  entitle  it  to  require  the  best  means  of  communication,  whether  by 
Canal  or  Railway.  Between  Wolverhampton  and  Stourbridge  there  are  at  pre- 
sent about  100  blast  furnaces  in  work,  producing  about  468,000  tons  of  pig 
iron  annually.  In  order  to  produce  this  quantity,  nearly  4,000,000  tons  of  coals, 
lime,  ironstone,  and  other  raw  materials  are  consumed,  which  are  raised  from 
the  mines  of  the  district,  and  transported  ta-  the- various  furnaces,  forges. and 
founderies. 

The  export  of  iron  from  the  district  is  about  240,000  tons  annually,  in  addition 
to  large  quantities  of  heavy  hardwares,  tin  plates,  glass,  and  other  goods.  The 
export  of  coal  is  also  very  large,  and  might  be  greatly  augmented  by  increased 
facilities  of  communication. 

The  population,  depending  for  support  on  the  iron-works,  mines,  and  manu- 
factories of  the  district,  is  estimated  at  not  less  than  230,000 ;  and  the  total 
population  of  the  respective  towns  and  places  between  Wolverhampton  and 
Worcester,  which  would  be  benefited  by  the  proposed  Railway  communication,  is 
believed  to  exceed  300,000. 

Among  these  towns  may  be  mentioned  Kidderminster,  a  place  of  considerable 
manufacturing  importance,  and  great  intercourse  with  different  parts  of  the 
kingdom;  Droitwich,  with  its  extensive  saltworks;  Stourbridge,  Stourport  and 
Worcester. 

The  construction  of  a  Railway  in  this  direction  will  also  lead,  in  all  proba- 
bility, to  extensions  into  the  fertile  agricultural  district  on  the  west  of  the  Severn, 
towards  Leominster  and  Ludlow. 

The  claim  of  the  district,  therefore,  to  the  most  improved  mode  of  communi- 
cation can  hardly  be  disputed ;  and  whatever  claims  Canal  Companies  may  have 
from  benefits  previously  conferred,  or  from  past  liberality  of  management,  such 
claims  cannot  be  considered  by  us  in  any  other  light  than  those  of  other  private 
interests,  unless  in  so  far  as  they  may  be  based  upon  public  considerations. 

Our  Report  will  not,  in  any  way,  prejudice  or  affect  the  right  of  those  Canal 
Companies  to  have  their  vested  interests,  if  any,  carefully  considered  by  the 
Legislature, 

Upon  public  grounds,  therefore,  we  have  merely  had  to  consider  the  allegation 
that  the  interests  of  the  district  will  not  be  promoted  by  the  introduction  of 
Railways,  and  that  Railways  cannot  be  constructed  through  it  without  danger. 

Upon  the  first  point  it  seems  sufficient  to  refer  to  the  unanimous  opinion 
of  the  parties  principally  interested,  and  who  have  the  best  -opportunities 
of  judging  of  the  effects  likely  to  follow  from  the  introduction  of  Railways.  The 
only  difference  of  opinion  has  arisen  from  the  anxiety  of  the  parties  to  obtain 
a  Railway  of  some  description  or  other,  which  has  led  them  to  support  different 
competing  schemes ;  but  all  parties  have  united  in  the  strongest  representations 
of  the  vital  importance  to  the  district  of  obtaining  a  good  Railway  communication, 
in  addition  to  those  afforded  by  the  Canals,  A  memorial  signed  by  the  repre- 
sentatives of  46  iron-works,  57  furnaces,  and  98  collieries,  in  the  Staffordshire 
mineral  district,  including  the  trustees  of  Lord  Ward,  from  whose  estate  alone 
upwards  of  1,000,000  tons  of  coal  and  iron  are  raised  annually,  in  favour  of 
the  London  and  Birmingham  scheme;  and  another  memorial,  representing  37 
iron-works,  ^nd  0  collieries,  in  favour  of  the  Great  Western  scheme,  were  pre- 
sented to  us;  the  memorialists  in  each  case  urging  in  the  strongest  manner 
the  advantages  of  Railway  communication  to  the  district, 

It  is  stated,  that  without  such  communication,  they  have  to  compete  at  a  great 
disadvantage  with  the  iron  districts  of  South  Wales  and  Scotland,  which,  from 
their  readier  access  to  the  sea,  can  convey  their  products  to  market  at  a  cheaper 
rate.  The  Canals  are  stated  to  be  not  only  more  tedious  and  expensive,  but 
subject  to  serious  interruptions,  often  for  weeks  together,  from  frost  in  winter 
and  drought  in  summer.  In  short,  it  is  urged  that  the  Apprehensions  of 
the  Canal  Companies  are  the  best  test  of  the  further  advantage  of  a  Railwav  ; 
since  unless  the  latter  obtained  a  large  proportion  of  the  heavy  traffic,  which*  it 
could  tmly  do  by  affording  the  public  a  better  and.  cheaper  means  of  transport, 
the  interests  of  the  Canals  could  not  be  prejudiced. 
(  With 
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With  so  strongly  expressed  a  wish  on  the  part  of  such  an  important  district 
for  Railway  communication,  and  with  two  great  Companies  competing  with 
one  another  to  afford  it,  we  do  not  think  that,  upon  public  grounds,  we  should 
be  justified  in  reporting  that  it  ought  to  be  withheld  on  account  of  any  appre- 
hended interference  with  existing  wateflr  communications.  In  the  case  of  one 
Canal  Company,  special  reasons  existed  which  might  have  weighed  more  strongly 
than  those  derived  solely  from  private  considerations ;  viz.  that  a  guarantee  had 
been  given  to  assist  the  Severn  Navigation  Commissioners  to  raise  money  for 
the  purpose  of  carrying  out  a  great  public  improvement  authorized  by  Parlia- 
ment. From  this  difficulty,  however,  as  well  as  from  the  apprehension  of  that 
great  improvement  being  impeded  by  the  introduction  of  Railways  into  the 
district,  we  are  relieved  by  the  offer  made  by  the  Railway  Company  to  whose 
scheme  we  recommend  that  a  preference  should  be  given,  to  take  upon  them- 
selves the  burden  of  the  guarantee  to  the  extent  of  any  loss  sustained  in  conse- 
quence of  the  construction  of  the  Railway,  subject  to  any  reasonable  conditions 
and  arrangements. 

With  regard  to  the  regaining  point,  that  of  safety,  it  is  admitted  that  portions 
of  the  soil  being  undermined,  subsidences  occasionally  take  place;  but  there 
appears  no  reason  to  apprehend  any  peculiar  degree  of  danger  to  a  Railway 
from  this  source,  beyond  what  equally  affects  the  Canals,  Roads,  Tramroads, 
Founderies,  Mills,  and  other  buildings  of  the  district,  and  which  has  never  been 
considered  an  impediment  to  the  introduction  of  Railways  in  other  mining 
districts.  Some  of  the  most  eminent  engineers  of  the  day,  among  whom  may 
be  mentioned  Sir  J.  Rennie,  Mr.  Brunei,  and  Mr.  R.  Stephenson,  have  proposed* 
the  lines  which  pass  through  the  district  in  question,  and  are  clearly  of  opinion 
that  they  may  be  worked  without  any  unusual  degree  of  danger. 

We  are  of  opinion,  therefore,  that  some  one  line  of  Railway  is  required,  and  may 
be  properly  sanctioned,  for  the  accommodation  of  the  district  in  question,  between 
Wolverhampton  and  Worcester.  This  being  conceded,  the  sanction  of  a  line  in 
connexion  with  it,  to  connect  Worcester  more  directly  with  London,  and  to' 
give  communication  to  the  large  intermediate  district,  appears  to  follow  almost 
as  a  matter  of  course.  The  supply  of  coals  to  this  district,  where  a  great  reduc- 
tion of  price  will  be  effected,  is  alone  an  important  object;  and,  on  the  other 
hand,  an  outlet  will  be  afforded  for  agricultural  produce.  A  population  of 
about  128,000  between  Worcester  and  Tring  would  be  accommodated  by  the 
line  in  that  direction  ;  and  on  the  whole,  taken  in  connexion  with  the  Wor- 
cester and  Wolverhampton  Junction,  the  traffic  seems  sufficient  to  justify  a  fair 
expectation  of  return  on  the  capital  to  be  invested,  as  also  on  the  Rugby  and 
Oxford  portion  of  the  line,  which  will  complete  a  chain  of  direct  Railway  com- 
munication from  the  Northern  and  Midland  to  the  Southern  and  South  Western 
counties,  and  will  afford  to  those  counties  a  valuable  supply  of  coal  from  the 
Derbyshire  collieries. 

-  We  proceed,  therefore,  to  investigate  the  subject,  on  the  assumption  that  one 
or  other  of  the  competing  schemes  promoted  by  the  London  and  Birmingham, 
and  Great  Western  Companies,  will  be  sanctioned,  and  that  the  question  is 
reduced  to  one  of  preference  between  them. 

In  regard  to  distance,  the  two  schemes  are  as  nearly  as  possible  equal,  the 
distance  from  Worcester  to  London  being  122  miles  by  the  Tring  line,  and  119 
by  the  Oxford  line ;  the  former,  however,  terminating  at  the  Buston  Square 
Station,  and  the  latter  at  Paddington.  The  number  of  miles  of  new  Railway  to 
be  constructed  in  either  case  is  also  nearly  the  same ;  nor  does  there  appear  to 
be  anything  in  respect  of  gradients  or  engineering  character  calculated  to  give 
one  scheme  a  decided  preference  over  the  other.  The  course  of  the  Tring  line 
accommodates  a  larger  population  between  Worcester  and  London  than  the 
Oxford  line ;  but  the  importance  of  the  districts  traversed  by  either  line,  and 
left  out  by  its  competitor,  is  hardly  sufficient  to  give  a  decided  superiority  on 
a  question  of  such  magnitude. 

A  far  more  important  feature  of  comparison  is  derived  from  a  consideration 
of  the  question  of  gauge. 

The  Great  Western  scheme  is  proposed  to  be  constructed  on  the  wide  gauge 
of  seven  feet,  used  upon  the  different  Railways  of  the  Great  Western  system ; 
while  the  scheme  of  the  London  and  Birmingham  Company  is  proposed  to  be 
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constructed  on  the  narrow  gauge  of  4  feet  8  J  inches,  common  to  all  the  other 
Railways  of  the  kingdom. 

In  order  to  estimate  fully  the  importance  of  this  question,  it  must  be  borne  in 
mind  that  the  Bristol  and  Gloucester  Railway  is  on  the  wide,  while  the  Bir- 
mingham and  Gloucester  is  on  the  narrow  gauge,  and  that  the  inconvenience 
resulting  from  the  break  of  the  two  gauges  at  Gloucester  has  been  so  great 
as  to  lead  to  an  amalgamation  of  the  two  Companies,  with  a  view  to  obviate 
it,  by  introducing  uniformity  of  gauge  throughout  between  Bristol  and  Birming- 
ham. From  the  arrangements  which  have  been  made  with  this  view,  it  w 
perfectly  evident  that  upon  the  question  of  the  Worcester  lines  depends  whether 
this  uniformity  will  be  proposed  to  be  attained,  by  the  Birmingham  and  Gloucester 
Railway  adopting  the  wide  gauge,  or  the  Bristol  and  Gloucester  adopting  the 
narrow. 

The  question,  therefore,  upori  which  we  have  had  to  form  an  opinion  is, 
whether  it  is  better  for  public  interests  that  the  wide  gauge  should  come  up 
to  Birmingham  and  Rugby,  or  that  the  narrow  gauge  should  go  down  to  Bristol 
and  Oxford? 

It  would  be  difficult  to  overrate  the  importance  of  this  Question  in  a  national 
and  commercial  point  of  view.  If  there  is  one  point  more  rally  established  than 
another  in  the  practice  of  Railways,  it  is  that  the  inconvenience  occasioned 
by  a  break  upon  a  line  of  through-traffic,  occasioned  by  want  of  uniformity  of 
gauge,  is  of  such  a  serious  description  as  to  detract  most  materially  from  the 
advantages  of  Railway  communication. 

The  following  description  of  what  has  actually  occurred  at  Gloucester  during 
the  last  few  months,  furnished  to  us  by  a  gentleman  who  has  been  practically 
engaged  in  the  management  of  the  traffic,  will  give  some  idea  of  the  working  of 
the  system  :— 

.     u  We  experience  the  greatest  possible  inconvenience  from  the  change,  both 
as  regards  passengers  and  goods ;  coals  we  have  not  attempted  to  tranship* 

"  In  the  first  place  as  regards  passengers  and  passenger  trains : 

u  The  passengerB  and  their  luggage  have  to  be  hurried  across  from  one  train 
to  the  other,  when  there  is  a  chance  of  the  luggage  being  misplaced.    Gentle- 
*  men's  carriages  and  horses  have  to  be  changed,  a  process  uniting  time  and  risk. 
Valuable  parcels  have  to  be  handed  out  in  the  confusion,  and  handed  in. 

u  The  result  is  a  delay,  with  the  Mail-trains,  for  instance,  of  half  an  hour  some- 
times, just  sufficient  if  the  coming-in  train  is  after  time,  to  miss  the  Manchester 
or  other  train  from  Birmingham,  or  the  Exeter  or  Bath  train  from  Bristol ; 
annoyance  to  the  passengers,  who  are  anxious  about  their  parcels  and  luggage ; 
risk,  and  expense,  as  a  large  body  of  porters  have  to  be  maintained,  who  are 
not  fully  employed,  in  order  that  no  more  time  than  is  necessary  should  be  lost 
in  the  change  of  trains. 

"  With  regard  to  goods,  the  inconvenience  attending  the  change  is  far  more 
serious. 

"  Up  to  this  day  a  great  number  of  waggons  laden  with  goods  of  all  descrip- 
tions have  been  lying  at  Gloucester,  which  we  have  been  unable  to  remove  in 
spite  of  every  exertion.  We  keep  an  establishment  of  clerks  and  porters  to 
superintend  and  effect  the  transhipment,  but,  in  the  hurry  of  business,  mis- 
takes occur;  goods  destined  for  Hull  are  perhaps  put  into  the  Manchester 
truck ;  boxes  are  bruised,  packing  torn,  furniture  and  brittle  articles  damaged. 
There  is  the  chance  of  mistake  in  the  re- invoicing  of  goods  ;  the  other  day,  for 
instance,  a  bale  for  Bristol  was  laid  hold  of  by  a  carrier  at  Gloucester  and  taken 
to  Brecon,  a  claim  for  some  30/.  being  instantly  made  upon  us. 

"  In  short,  all  the  inconvenience,  delay,  and  expense  attending  an  unloading 
and  reloading  of  goods  have  to  be  encountered,  and  there  is  nothiug  the  senders 
of  goods  so  much  dread  as  this.  The  expense  involved  is  very  considerable  : 
there  is  the  expense  of  porterage,  which  varies  from  3  d.  to  6d.  per  ton:  the 
expense  of  clerks  employed  in  inspecting  and  invoicing  the  goods,  the  expense  of 
shunting  the  waggons,  the  waste  of  premises,  the  additional  carrying  stock  it  obliges 
the  Companies  on  each  gauge  to  maintain,  and/  above  all,  the  loss  of  trade 
which  is  sure  to  result  from  the  delay  and  risk  attending  the  change,  and  the 
advantage  which  uninterrupted  communications,  whether  by  Water  or  Railway, 
are  sure  to  have  over  you  in  competition. 

"  Much  of  this  expense  and  delay,  it  may  be  said,  caji  be  obviated  by  better 
arrangements  arid  more  care ;  by  ample  station  accommodation,  by  abundant 
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carrying  stock.  No  doubt  some  of  it  may  be  prevented,  bat  this  is  only  another 
name  for  expense.  The  care,  too,  which  is  required  iftugt  no*  be  confhted 
to  the  Railways  immediately  affected,  but  must  commence  on  a  Railway  a  long 
way  off.  The  goods  from  Leeds  for  Bristol,  for  instance,  rtrast  be  duly  placed 
together  at  Leeds,  packed  in  such  a  manner  as  will  enable  you  a*  Gloucester  Ho 
g£t  at  them  in  the  best  manner  They  must  be  forwarded  from  Leeds,  aftd  again 
from  Birmingham,  in  such  quantities  as  will  be  convenient  at  Gloucester.  Tb* 
arrangements,  in  short,  by  which  our  interests  at  Gkmtester  will  b&  best 
consulted,  will  hate  to  be  made  by  another  Company,  often  not  interested  in 
the  matter,  and  whose  convenience  may  suggest  another  course.  Yon  (ten****, 
therefore,  look  forward  to  retaedying  many  of  the  difficulties  a*tendrrig  eA  ehwig* 
of  gauge,  which  are  of  this-  nature*" 

To  the  above  summary  of  the  practical  inconveniences  mentioned,  tf er  h&Vte 
6nly  to  add,  that  the  riumerbus  representations  addressed  to  us  by  tfte  prin- 
cipal carrying  and  commercial  interests  which  have  been  concerned  in  fhte 
traffic  affected  by  the  change  of  gauge  at  Gloucester,  havfe  fully  borne  out  tflte 
statement  of  the  evils  experienced,  more  especially  with  reference  to  the  losa^ 
delay,  and  misdirection  of  goods.  The  principal  Railway  Companies  north  of 
Birmingham  have  also  made  strong  representations  as  to  the  obstacle  throwtk 
in  the  way  of  a  proper  development  or  the  traffic  by  the  break  of  gauge ;  an 
obstacle  which,  as  regards  coal,  iron,  salt,  com,  and  every  description  of  heavy 
goods,  they  consider  as  amounting  to  a  virtual  prohibition. 

The  question  may  be  raised  how  far  it  is  possible  to  obviate  die  inconvenience 
of  two  different  gauges  by  mechanical  arrangements  ?  These  arrangements  may 
consist  either — 

K  Of  contrivances  for  transferring  the  bodies  of  waggoris  from  the  wheels  aad 
axles  adapted  for  one  gauge  to  those  adapted  for  the  other ;  or— 

*.  The  laying  down  of  additional  rails,  so-  as  to  permit  trains  of  rithetf  g&ige 
to  run  on  without  interruption. 

J  With  regard  to  the  first,  it  is  stated  that  the  experiment  has  tieen  fepe^edfy 
tried  on  the  Liverpool  and  Manchester,  the  Newcastle  and  Darlington,  the  Leicestfet 
and  Swannington,  and  other  Railways,  where. crossed  by  local  coal  Railways  of 
a  narrower  gauge,  and  has  never  succeeded.  The  practical  difficulties  ifet)  di* 
obvious,  of  securing  with  waggons  constructed  with  moveable  bodies,  the  rigidity 
and  solidity  requisite  for  safety,  and  to  prevent  excessive  Wear  and  tfe&r,  and  damage 
to  the  articles  conveyed*  Even  if  we  were  to  suppose,  however,  all  mechanical 
difficulties  overcome,  the  serious  objection  would  still  remain,  that  hi  addition 
to  the  expense  of  transfer,  a  large  additional  stock  would  require  to  be  kept  by 
&U  Railway  Companies,  owners  of  mines,  and  other  parties  Who  had  occasion  to 
send  traffic  sometimes  in  the  direction  where  the  gauge  was  uninterrupted,  arid 
sometimes  in  the  direction  where  waggons  of  a  special  construction  were  required. 
This  consideration  is  the  more  important  as,  under  the  system  of  the  clearing- 
house, the  whole  stock  of  the  narrow-gauge  Railways  of  the  country  may  be 
considered  as  becoming  more  and  more  common  property,  available  wherever 
there  may  be  a  press  of  business,  and  for  as  great  distances  as  may  be  required*, 
ill  order  to  avoid  the  inconvenience  of  unloading. 

The  second  arrangement,  of  laying  down  additional  rails,  may  be  practicable 
under  peculiar  circumstances,  and  to  a  limited  extent,  but  it  is  open  to  great 
objections. 

It  is  very  doubtful  how  far  the  addition  of  a  single  rail  only  would  be  con- 
sistent with  safety,  a&  in  this  case  the  centre  of  gravity  of  the  carriages  of  dif- 
ferent gauge  in  the  same  train  Wpuld  not  be  in  the  same  straight  line,  If  a  com- 
plete double  set  of  rails  were  laid  down  the  expense  would  be  very  considerable* 

The  complication  of  switches  and  crossings  that  would  be  necessary  would 
involve  considerable  additional  risk  and  great  expense.  The  difficulty  and' ex- 
pense of  maintaining  the  permanent  way,,  and  of  keeping  the  double  set  of  raits 
in  proper  adjustment^  would  be  greatly  increased ;  and<on  the  whole*  the  expense, 
.inconvenience,  and  risk,  would  probably  be  so  great  as  to  prevent  the  experiment 
jfrom  being  tried  to  any .  extent. 

We  cannot  therefore  consider  the  plan  of  laying  down  additional  rails  as  appli- 
cable, unless  perhaps  to  a  limited  extent  and  under  special  drcMn&anfces,  gath'as 
enabling,  for  instance,  mineral  waggons  constructed  for  the  nanfow'gaogfeto  pass 

83 — 2.  B        +-  for 


Digitized  by 


Google 


6      REPORT  FROM  THE  BOARD  OF  TRADE  ON  THE 

for  a  short  distance  and  at  a  slow  speed  over  a  wide-gauge  Railway  ;  with  which 
view  alone  it  is  proposed  to  lay  down  extra  rails  upon  the  Oxford,  Worcester,  and 
Wolverhampton  line,  for  a  few  miles  south  of  Wolverhampton. 

On  the  whole,  therefore,  we  cannot  consider  any  of  the  mechanical  arrange- 
ments which  have  been  proposed  for  obviating  the  inconvenience  of  a  meeting 
of  different  gauges  (even  it  we  could  assume  their  practicability,  which  in  the 
present  state  of  experience  we  should  not  be  warranted  in  doing,)  as  anything 
better  than  partial  and  imperfect  palliatives  of  a  great  evil. 

Assuming  this  to  be  the  case,  and  assuming  also,  as  we  are  compelled  to  do, 
that  an  interruption  of  gauge  must  exist  somewhere,-  the  question  is  reduced  to 
this :  to  ascertain  at  what  points  such  interruption  should  be  fixed  in  order  to 
occasion  the  least  inconvenience  to  the  traffic  and  commerce  of  the  country. 
From  the  fact  that  nearly  2,000  miles  of  Railway  are  already  made  or  sanctioned 
on  the  narrow  gauge,  while  not  more  than  300  are  sanctioned  on  the  wide  gauge, 
a  disproportion  which  will  be  still  more  largely  increased  by  the  new  Railways 
now  in  contemplation,  an  inference  might  be  drawn  in  favour  of  confining  the 
gauge  which  is  in  such  a  decided  minority  within  the  narrowest  possible  limits ; 
and  this  inference  might  be  strengthened  by  referring  to  the  obvious  fact  that 
the  wide  gauge  has  not  realized  those  decided  advantages  over  the  narrow  gauge 
which  were  at  one  time  anticipated.  The  actual  speed  of  trains  upon  the  Great 
Western  Railway,  as  shown  by  the  published  time-tables,  and  by  official  returns, 
is  not  so  high  as  upon  some  narrow-gauge  Railways,  and  notwithstanding  the 
excellence  of  its  gradients,  very  slightly  higher  than  the  average  speed  of  other 
great  Railways  on  the  narrow  gauge.  In  respect  of  safety,  it  is  manifest  that 
both  gauges  are  alike  unobjectionable,  with  due  precaution  and  proper  manage* 
ment;  and  in  respect  of  convenience  and  of  economy,  including  the  cost  both  of 
construction  and  working,  the  opinion  of  a  great  majority  of  the  most  eminent 
authorities  is  unfavourable  to  the  wide  gauge. 

Without  wishing  to  express  any  positive  opinion  ourselves  upon  the  point,  it  is 
enough  for  us  to  say  that  we  think  there  is  nothing  in  the  relative  merits  of  the 
two  gauges  in  themselves  materially  to  affect  the  question  between  them,  which 
turns  upon  commercial  considerations. 

In  this  point  of  view  the  question  is,  as  we  have  already  observed,  whether  the 
points  of  junction  between  the  wide  and  narrow  gauge  should  be  at  Rugby,  Bir- 
mingham, and  Wolverhampton,  or  at  Oxford  and  Bristol.  In  support  of  the 
first  view,  it  is  contended  tnat  the  principle  which  should  regulate  the  choice  of 
the  points  of  junction  ought  to  be  to  fix  them  at  great  foci  of  traffic,  and  centres 
of  converging  Railways,  where  delay  must  take  place  and  large  establishments  be 
maintained  at  any  rate ;  while  on  the  other  hand  it  is  contended  that  such  points 
are  the  worst  possible  to  select,  and  that  the  opposite  principle  should  be  adopted, 
of  confining  an  inevitable  inconvenience  within  the  narrowest  possible  limits,  by 
fixing  the  points  of  junction  where  there  is  least  through-traffic. 

The  correctness  of  the  latter  proposition  seems  perfectly  obvious  upon  general 
considerations ;  but  the  question  is  one  of  such  great  commercial  importance, 
that  we  have  thought  it  right  to  inquire  fully  and  in  detail  into  the  practical 
effects  that  would  result  to  the  principal  interests  concerned  from  an  interruption 
of  the  gauge,  on  the  one  hand,  at  Birmingham  and  Rugby,  and  on  the  other  at 
Bristol  and  Oxford. 

By  either  combination  the  traffic  of  places  intermediate  between  Birmingham 
and  Bristol  with  each  other,  and  with  London,  would  not  be  affected ;  uniformity 
of  gauge  being  secured  equally  in  the  one  case  by  the  wide,  in  the  other  by  the 
narrow  gauge.  By  either  combination  the  traffic  between  places  north  and 
east  of  the  line  of  the  London  and  Birmingham  Railway  and  places  south  of  the* 
line  of  the  Great  Western  Railway  would  not  be  affected,  interruption  of  gauge 
having  equally  to  be  encountered  in  the  one  case  at  Bristol  and  Oxford,  in  the 
other  at  Birmingham  and  Rugby. 

By  the  former  or  wide-gauge  combination,  the  traffic  between  Devonshire, 
Cornwall,  and  all  places  south  of  the  line  of  the  Great  Western  Railway,  and 
Birmingham,  and  all  places  between  Birmingham  and  Bristol,  would  gain,  t.  e. 
would  escape  an  interruption  of  gauge ;  also  such  of  the  traffic  of  South  Wales, 
to  Birmingham,  and  places  short  of  Birmingham,  as  in  the  event  of  the  South 
Wales  Railway  being  sanctioned,  would  take  the  circuitous  route  by  that  Railway 
to  the  north  of  Gloucester. 

On  the  other  hand,  by  the  narrow-gauge  combination,  a  break  is  avoided  in 
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the  whole  of  the  traffic  between  Manchester,  Liverpool,  Hull,  and  the  Northern, 
Eastern,  and  Midland  portions  of  the  kingdom,  and  Bristol,  Gloucester,  Wor- 
cester, and  the  whole  district  intermediate  between  the  London  and  Birmingham 
and  Great  Western  Railways. 

The  paramount  importance  of  this  consideration  has  been  strongly  urged  upon 
us  by  parties  practically  acquainted  with  the  traffic,  and  by  the  principal  interests 
affected  by  the  question. 

In  the  memorial  already  referred  to,  signed  by  the  representatives  of  46  iron- 
works, 57  furnaces,  and  98  collieries,  in  the  Staffordshire  mineral  district,  in 
favour  of  the  London  and  Birmingham  line,  and  narrow-gauge  system,  it  is 
stated  that,  of  the  total  export  of  the  district,  only  eight  per  cent,  is  sent  in  the 
direction  of  Bristol,  of  which  by  far  the  greater  quantity  is  shipped  from  that 
port,  and  would  therefore  be  unaffected  by  a  break  of  gauge  there;  while  37 
per  cent,  is  sent  to  Liverpool  and  the  north  and  north-west  of  the  kingdom,  and 
13  per  cent,  to  Hull  and  the  east,  all  of  which  would  consequently  suffer  by  a 
break  at  Birmingham. 

The  wool  trade  between  Bristol,  where  wool  fairs  are  held  annually,  and  Lei- 
cester and  the  West  Riding  of  Yorkshire,  is  very  considerable,  all  of  which  would 
escape  a  break  of  gauge  by  the  narrow-gauge  combination* 

The  export  of  salt  from  Droitwich,  both  to  Gloucester  and  Bristol,  and  to 
Hull  and  other  parts  of  the  kingdom ,  is  already  large,  and  likely  to  receive  very 
great  increase,  if  an  unbroken  Railway  communication  is  afforded,  which  can 
only  be  done  by  the  narrow-gauge  combination. 

The  same  combination  affords  the  important  advantage  of  an  unbroken  com- 
munication to  the  traffic  of  Manchester  and  Liverpool  with  Bristol,  and  indeed 
with  the  whole  of  the  West  of  England,  as  a  very  inconsiderable  proportion  of  the 
goods  actually  dispatched  require  to  be  carried  in  transit  through  Bristol.  The 
same  remark  applies  to  the  trade  of  the  Potteries  with  the  West  of  England ;  of 
Bristol  and  Gloucester  with  the  Midland  Counties,  where  the  imports  of  these 
ports  now  meet  those  of  Hull  and  Liverpool ;  of  Worcester,  Kidderminster,  &c. 
with  Liverpool,  Lancashire,  and  Yorkshire,  and  of  various  other  branches  of 
traffic  that  might  be  specified. 

-  As  a  proof  of  the  importance  of  some  of  the  branches  of  traffic  that  would  be 
thus  inconvenienced  by  a  change  of  gauge  at  Birmingham,  it  may  be  mentioned 
that  single  carriers  already  send  as  much  as  20,000  tons  a  year  in  transit  through 
Birmingham,  by  the  Birmingham  and  Gloucester  Railway,  and  that  the  total 
quantity  thus  sent  is  estimated  at  from  50,000  to  100,000  tons  per  annum,  and 
is  considered  to  be  capable  of  great  increase,  the  line  of  communication  having 
been  only  very  recently  completed  by  the  opening  of  the  Bristol  and  Gloucester 
Railway,  and  the  development  of  the  traffic  having  since  been  greatly  impeded 
by  the  interruption  of  the  gauge  at  Gloucester,  and  other  circumstances. 

With  the  low  rates  which  it  is  now  proposed  to  establish  on  coals,  salt,  agri- 
cultural produce,  and  other  heavy  goods,  the  amount  of  traffic  that  may  be 
expected  to  pass  from  the  west  in  transit  through  Birmingham,  and  vice  versd, 
if  the  advantage  of  an  unbroken  communication  can  be  secured,  will  be  exceed- 
ingly great.  It  has  been  represented  to  us  that  Droitwich  alone  would  send 
upwards  of  250,000  tons  of  salt  annually. 

The  same  observation  applies  as  to  the  coal  traffic  from  the  Midland  Counties 
through  Rugby  to  Oxford.  The  whole  of  the  extensive  district  between  Rugby 
and  Oxford,  where  coal  is  now  usually  at  a  very  high  price,  may  be  cheaply 
supplied  by  Railway ;  an  object  of  great  importance,  which  could  be  only  par- 
tially attained  if  the  impediment  of  an  interruption  of  gauge  were  allowed  to 
exist  at  Rugby. 

Another  important  consideration  which  seems  to  point  to  Bristol  rather  than 
Birmingham,  as  a  proper  point  for  the  interruption  of  the  gauge,  and  which  has 
been  strongly  urged  upon  us  by  carriers,  merchants,  and  practical  men  ac- 
quainted with  the  course  of  traffic,  is,  that  Bristol,  like  London,  is  a  great 
emporium  and  shipping  port,  through  which  a  comparatively  small  portion  of 
the  goods  which  enter  by  Railway  require  to  be  forwarded  in  transit  without 
repacking  and  assortment.  The  facilities  for  water  communication  with  Bristol 
also  give  the  public  a  better  alternative  than  they  would  enjoy  elsewhere  of 
avoiding  the  inconvenience  of  the  change  of  gauge,  and  thus  afford  the  best 
possible  security,  that  if  the  interruption  be  fixed  there,  the  Railway  Companies 
interested  will  use  every  possible  effort  to  reduce  the  inconvenience  to  a  minimum* 
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For  all  these  considerations,  we  can  have  no  hesitation  in  expressing  our  pre- 
ference, on  public  grounds,  to  the  alternative  that  proposes  to  fix  the  break  of 
gauges  at  Bristol  and  Oxford,  rather  than  at  Birmingham  and  Rugby. 

Another  important  advantage  offered  by  the  London  and  Birmingham 
scheme,  and  intimately  connected  with  the  question  of  the  gauge,  ie  the  arrange- 
ment by  which  it  is  proposed  to  lay  down  an  additional  double  line  of  rails 
throughout  the  mineral  district,  to  be  devoted  entirely  te  the  accommodation  of 
the  mineral  traffic. 

We  have  already  seen  that  the  production  of  iron  of  the  district  requires  a 
continued  interchange  of  coals,  lime,  ironstone,  and  other  raw  materials  among 
the  different  mines  and  works,  to  the  extent  of  about  4,000,000  tons  annually. 

It  is  only  by  obtaining  ready  access  to  the  Railway  by  means  of  short 
branches  or  tramro^ds  from  those  mines  and  works,  that  the  benefits  contem- 
plated from  the  introduction  of  Railway  communication  can  be  fully  realized. 
But  if  this  is.  to  he  the  case,  and  if  any  considerable  portion  of  this  immense 
local  traffic  is  to  pass  by  Railway,  it  is  manifest  that  the  rails  so  used  could  not 
be  rendered  available  without  extreme  danger  and  inconvenience  for  the  general 
traffic.  Even  the  export  trade  alone  in  coals  and  iron  could  not  be  con- 
ducted with  convenience  upon  the  same  line  of  rails  as  the  passenger  traffic, 
and  would  require  a  separate  line  of  rails  in  order  to  allow  the  waggons  pass- 
ing and  repassing  from  the  different  works  within  the  district  to  reach  without 
interruption  some  principal  station  at  its  extremity,  where  trains  of  the  proper 
size  could  be  formed  and  dispatched  to  distant  points.  This  object  would  be 
very  imperfectly  fulfilled  by  the  plan  proposed  by  the  wide-gauge  Railway,  of 
laying  down  an  extra  rail,  or  pair  of  rails,  on  the  narrow  gauge,  inside  the  prin- 
cipal rails,  which  would,  in  fact,  obviate  none  of  the  objections  to  the  accumula- 
tion of  slow  mineral  trains  upon  the  main  passenger  Kne,  and  would  allow  of 
no  access  by  lateral  tram  roads,  without  cutting  up  the  main  line  by  crossings. 
It  is  represented  also  that  the  waggons  of  the  wide  gauge  are,  from  their  greater 
weight  and  size,  ill  adapted  for  the  purposes  of  the  mineral  traffic. 

The  arrangement  in  question,  of  an  additional  double  line  of  rails,  is  equally 
proposed  by  the  line  from  Birmingham  to  Shrewsbury,  vid  Dudley  and  Wolver- 
hampton, which  traverses  the  same  mineral  district,  and  must  be  considered 
as,  to  a  great  extent,  identified  with  the  Tring  or  London  and  Birmingham 
scheme. 

The  case  of  the  Shrewsbury  line,  as  compared  with  the  competing  scheme  of 
the  Grand  Junction  Company,  which  stops  at  Wolverhampton,  depends  very 
much  on  the  same  arguments,  of  the  importance  of  opening  up  the  Staffordshire 
mineral  field  by  Railway  communication,  which  have  been  already  adduced  in 
favour  of  the  Tring  line ;  and  the  objections  to  it  on  the  part  of  the  Canal  ami 
other  interests  are  of  the  same  description.  The  arrangements  proposed  for  sop- 
plying  the  local  wants  of  the  district  are  also  of  the  same  nature,  and  the  plans 
and  sections  of  the  two  lines  correspond,  so  that  the  portion  between  Dudley  and 
Wolverhampton  is  common  to  the  two ;  the  understanding  being  that,  if  both  are 
sanctioned  by  Parliament,  this  portion  is  to  be  made  by  the  Shrewsbury  Com- 
pany, and  used  on  equitable  conditions  by  the  other  Company. 

The  Great  Western  scheme,  on  the  other  hand,  introduces  a  different  gauge 
and  different  arrangements,  and  adopts  a  different  line  between  Dudley  and 
Wolverhampton,  so  that  its  existence  is  hardly  compatible  with  that  of  the 
Shrewsbury  scheme. 

For  the  reasons  stated  we  are  therefore  of  opinion  fchatj  for  the  purpose  of 
accommodating  the  great  mineral  district  of  Staffordshire,  the  combined  scheme 
of  the  Tring  and  Shrewsbury  lines  is  preferable  to  any  other  that  has  been 
proposed. 

The  Tring  scheme  is  equally  superior  for  the  local  accommodation  of  Kidder- 
minster, Stourbridge,  and  Stourport,  to  which  it  gives  better  stations,  by  pur- 
suing a  lower  level  along  the  bottom  of  the  valleys,  and  it  admits  of  more  easy 
eittension  towards  Leominster,  Ludlow,  and  the  West*  Between  Worcester 
and  London  4it  accommodates,  as  we  have  already  seen,  a  larger  population ;  and 
therefore,  on  the  whole,  both  in  these  respects  and  in  the  important  particular 
of  the  gauge,  it  seems  to  us  to  be  in  itself  decidedly  preferable  to  the  com- 
peting Great  Western  scheme. 

It  remains  to  be  seen  whether  there  are  any  other  considerations  which  might 
modify  this  conclusion. 
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It  is  urged,  that  the  concession  of  this  line  to  a  Company  promoted  by  the 
London  and  Birmingham  Company,  will  constitute  a  great  monopoly,  extending 
over  a  vast  extent  of  country,  while,  by  giving  it  to  the  Great  Western  Com- 
pany, a  competition  would  be  introduced,  from  which  the  Public  might  derive 
benefit*  .  On  the  other  hand,  it  may  be  taid  that,  to  allow  the  Groat  Western 
Cojnpany  to  embrace,  by  therr  influence,  not  only  the  whole  western  communi- 
cations of  the  island,  but  also  the  whole  of  South  Wales,  and  the  whole  district 
op  to  Worcester  and  Birmingham,  would  be  to  establish  a  monopoly  -much 
more  gigantic  than  that  of  the  London  and  Birmingham.  This  latter  monopoly 
would  also  be  more  obviously  objectionable,  inasmuch  as  an  interest  adverse  to. 
the  Public  would  at  once  be  established  if  the  line  from  London  to  Worcester 
and  Wolverhampton,  and  that  from  Bristol  to  Birmingham,  were  to  be  in 
the  same  hands,  and  upon  the  same  wide  gauge,  as  the  line  now  proposed 
through  South  Wales.  The  accommodation  of  Herefordshire,  Worcestershire, 
South  Wales,  and  the  important  districts  lying  to  the  west  of  the  present  lines 
of  Railway,  will  evidently,  at  no  distant  period,  require  not  only  a  wide-gauge 
Railway  along  the  Southern  coast,  to  place  them  in  communication  with  London,' 
but  also  a  narrow-gauge  Railway  to  place  them  in  direct  and  unbroken  commu- 
nication, through  Birmingham,  with  the  manufacturing  districts  and  the  great 
Railway  system  of  the  rest  of  the  kingdom. 

The  en  tension  of  such  a  Railway  would  be  greatly  facilitated  by  the  establish- 
ment of  die  narrow  gauge,  and  of  an  interest  independent  of  the  Great  Western,* 
in  the  Worcester  district,  and,  on  the  other  hand,  would  be  greatly  impeded  if 
that  district  were  assigned  to  the  Great  Western  interest  and  to  the  wide  gauge. 

In  respect  therefore  of  the  general  question  of  monopoly,  it  appears  to  us 
that  nothing  would  be  gained  by  substituting  that  of  the  Great  Western  for  that 
of  the  London  and  Birmingham,  which  is  the  only  alternative;  at  the  same  time, 
if  the  latter  Company  had  shown  no  disposition  to  meet  the  fair  demands  of  the 
Public  by  a  reduction  of  rates,  and  to  obviate  the  objections  of  monopoly  by  the 
offer  of  reasonable  guarantees,  it  might  perhaps  have  become  necessary,  not- 
withstanding the  disadvantages  of  the  Great  Western  scheme,  in  respect  of  the 
gauge  and  other  points,  to  adopt  this  alternative. 

This  is,  however,  by  no  means  the  case;  but,  on  the  contrary,  the  London 
and  Birmingham  Company  have  come  forward  voluntarily  to  offer  guarantees 
and  conditions  of  a  very  advantageous  character. 

They  offer,  on  condition  of  their  Worcester  scheme  being  sanctioned,  at  once 
to  meet  the  objections  of  monopoly,  by  inserting  in  their  Act  the  following  pro- 
visions: 

1.  The  whole  of  the  Railways  under  their  control,  including  the  existing 
London  and  Birmingham  Railway,  to  become  subject  to  the  options  of  revision 
*nd  purchase  contained  in  the  Act  of  last  year ;  the  option  of  revision,  however, 
at  10  per  cent,  to  accrue  at  an  earlier  period  than  that  of  20  years,  specified  in 
the  Act  * 

2.  A  revised  tariff  to  be  framed  for  the  whole  of  the  said  Railways,  including 
the  London  and  Birmingham  Railway,  upon  the  principle  of  fixing  maximum 
rates  for  passengers  and  goods  lower  than  those  at  present  charged,  and  at  as  low 
a  level  as  those  charged  upon  any  of  the  principal  Northern  Railwavs. 

3.  One  article  of  such  tariff  to  be,  that  coals  and  iron  are  to  be  carried  at 
rates  not  exceeding  1  d.  per  ton  per  mile,  including  toll  and  locomotive  power. 

4.  All  differences  with  other  Railway  Companies,  by  which  the  public'  safety 
or  convenience  are' affected,  to  be  referred  to  the  Board  of  Trade,,  or  other  com- 
petent authority  for  that  purpose  established  by  Parliament. 

6.  The  London  and  Birmingham  Company  to  pledge  the  whole  revenue  of 
their  existing  line  for  the  completion  of  the  proposed  undertaking  within  a  rea- 
sonable time. 

It  appears  to  us  that  these  guarantees  hold  out  fttf  the  Public  a  prospect  of 
permanent  and  certain  advantage  greatly  beyond  anything  that  could  be  ex- 
pected from  the  competition  of  two  great  Companies,  who  would  be  urged  by 
every  motive  of  interest  to  combine. 

We  attach  the  greatest  importance  to  the  security  obtained  for  the  cheap 
transit  of  coals  and  minerals.  Not  only  will  a  great  benefit  be  thereby,  as  we 
believe,  secured  for  the  important  mineral  districts  of  Staffordshire  and  the 
Midland  Counties,  but*  also  a  still  more  important  benefit  for  the  poorer  and 
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industrious  classes,  and  for  the  consumers  of  coals  generally  throughout  th» 
Southern  and  Western  Counties,  and  in  the  Metropolis. 

The  charge' of  conveyance  of  coals  by  Railway  from  South  Staffordshire  or 
Derbyshire  to  London  will  not  exceed  11*.  or  12*.  per  ton,  and  it  has  been 
stated  to  us,  that,  alter  payment  of  all  charges,  good  bouse  coals  could  be  sold 
here,  with  a  profit,  at  prices  not  exceeding  20*.  per  ton. 

Daring  the  recent  frost  and  easterly  winds  the  price  of  coafe  in  London  ha» 
Veen  as  high  as  40*.  per  ton ;  and  during  the  winter  the  price  frequently 
exceeds  30*.  for  coals  of  ordinary  quality.  When  we  consider  how  materially 
the  comfort  of  all  classes,  more'  especially  of  those  in  humble  circumstances, 
depends  on  a  regular  supply  of  cheap  coal,  and  also  how  much  the  employment 
of  industry  is  affected  by  the  same  circumstances,  and  when  we  bear  in  mind 
that  a  saving  of  every  shilling  per  ton  on  the  average  consumptio?  of  the 
Metropolis  is  equivalent  to  an  annual  saving  to  its  inhabitants  of  150,000 /.> 
it  ia  impossible  not  to  appreciate  the  importance  of  insuring  law  rates  of  charge 
upon  the  principal  Railways  which  are  in  connexion  with  the  great  inland 
coal  fields. 

In  other  respects  also  we  think  that  the  introduction  of  a  system  of  moderate- 
charges  upon  the  London  and  Birmingham  and  its  tributary  Railways,  will  be 
calculated  to  afford  great  advantage  to  important  commercial  interests,  and 
to  the  community  at  large,  while  we  see  every  reason  to  hope  that  it  will 
not  be  unproductive  of  benefit  to  the  Company  itself;  We  must  remember,  how- 
ever, that  this  latter  point  is,  to  a  certain  extent,  experimental,  and  that  it  i& 
highly  important  to  obtain  voluntarily  from  the  Company  guarantees  of  a  per- 
N  manent  character. 

It  must  not  be  forgotten  that,  without  some  arrangement  of  this  sort,  the 
Company,  if  so  disposed,  has  a  perfect  legal  right  to  resort  to  charges  so  high 
as  greatly  to  inconvenience  the  Public,  and  that,  under  an  altered  state  of  things, 
with  a  depressed  money-market,  and  all  fear  of  immediate  competition  removed* 
it  is  by  no  means  certain  that  it  might  not  find  it  for  its  interest  to  do  so. 

We  have  also  the  authority  of  the  Select  Committee  of  last  Session  for 
attaching  great  importance  to  the  prospective  guarantee,  for  the  future,  in  the 
ahape  of  options  of  revision -of  purchase,  which  are  now  vdlutrtaarity  offered  by 
one  of  the  first  Railway  Companies  in  the  kingdom,  whose  line  could  not  be, 
otherwise  than  by  their  own  consent,  subjected,  to  the  operation?  of  any  condi- 
tions not  contained  in  their  original  Act, 

On  the  whole,  therefore,  when  we  consider  on  the  one  hand  the  superior 
advantages  afforded  b)  the  London  and  Birmingham  scheme  in  itself,  and  by 
the  adoption  of  the  narrow  gauge,  and  on  the  other  the  great  advantages  offered 
by  the  London  and  Birmingham  Company,  in  connexion  with  it,  over  their 
whole  system,  and  the  ample  guarantees  given  against  any  possible  abuses  of 
monopoly,  we  can  arrive  at  no  other  conclusion  than  that  the  scheme  promoted 
by  that  Company  is  preferable  on  public  grounds  to  the  competing  scheme,  which 
is  inferior  in  itself,  and  which  holds  out  no  such  collateral  advantages. 

Having  already  referred  to  the  Shrewsbury,  Wolverhampton,  Dudley,  and 
Birmingham  scheme,  as  connected,  in  a  great  measure,  with  those  between 
Worcester  and  Wolverhampton,  it  will  be  convenient  to  include  this  scheme  in 
the  present  Report. 

We  have  stated  that  the  general  question  involved  in  the  comparison  of  this, 
scheme  with  the  competing  line  proposed  by  the  Grand  Junction  Company  is, 
that  the  latter  joins  the  Grand  Junction  line  at  Wolverhampton,  and  thus  affords 
no  accommodation  to  the  mineral  district  between  Wolverhampton  and  Bir- 
mingham. 

If  the  views  which  we  have  stated  in  regard  to  the  importance  of  opening  up- 
this  district  by  Railway  communication  are  correct,  this  consideration  alone  i& 
sufficient  to  give  a  decided  preference  to  the  more  extended  scheme.  It  alsa 
appears  to  us,  that  to  entrust  the  branch  to  Shrewsbury  to  the  Grand  Junction 
Company  would  he  open  to  the  objection  which  we  have  stated  in  our  previous 
Report  upon  the  South  Eastern  schemes,  when  discussing  the  general  policy  of 
giving  a  preference  to  lines  proposed  by  existing  Companies  for  the  accommoda- 
tion of  adjoining  districts,  viz,  that  there  may  be  danger  in  giving  such  pre- 
ference where  the  scheme  proposed  by  the  existing  Company,  although  insufiU 
cient  for  the  complete  accommodation  of  the  district  to  be  provided  for,  may  yet 
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be  sufficient  to  throw  impediments  in  the  yay  of  other  parties  coming  forward 
with  more  extensive  schemes. 

A  line  to  Shrewsbuiy,  in  the  hands  of  the  Grand  Junction  Company,  would 
manifestly  be  not  unlikely  to  be  used  for  the  purposes  of  protection  against  com- 
petition, rather  than  of  encouragement  to  Extensions  beyond  Shrewsbury,  and 
to  the  legitimate  development  of  the  traffic.  It  appears  to  us,  therefore,  that, 
under  the  peculiar  circumstances  of  the  case,  the  tact  of  the  Shrewsbury  and 
Birmingham  line  being  promoted  by  a  substantial  and  independent  local  party, 
is  a  legitimate  ground  of  preference,  in  addition  to  that  already  pointed  out,  of 
the  superior  advantages  afforded  by  the  independent  line  to  the  populous  mining 
district  between.  Wolverhampton  and  Birmingham. 

As  regards  the  line  betweenvSbrewsbury  and  Stafford,  of  which  pl#na  and 
sections  have  likewise  been  deposited  by  the  Grand  Junction  Company,  H 
appears  sufficient  to  say,  that  although  as  a  mere  line  for  the  town  of  Shrews* 
bury,  it  might  afford  considerable  advantages,  it  accomplishes  none  of  the  more 
important  advantages  for  the  district  at  large  which  are  held  out  by  the  line  to 
Birmingham. 

We  are  of  opinion,  therefore,  that  the  latter  line  is  preferable  to  all  the 
competing  schemes  proposed,  upon  general  grounds  of  public  policy ;  and  we 
are  aware  of  no  public  reasons  why  it  should  not  receive  the  sanction  of  Par* 
liament. 

At  the  same  time,  there  are  points  of  detail  connected  with  it,  more  especially 
as  regards  the  mode  of  passing  through  the  town  of  Birmingham,  and  of  effect- 
ing a  junction  with  the  London  and  Birmingham  Railway,  to  which  we  think 
that  the  attention  of  Parliament  should  be  especially  directed.  With  regard  to 
the  first  point,  it  depends  to  a  great  extent  upon  considerations  of  private  pro* 
perty,  which  we  are  precluded  from  entertaining ;  but  with  regard  to  the  second 
point,  it  appears  to  us  of  the  greatest  importance  that  provision  should  be  made 
tor  an  uninterrupted  and  convenient  junction  in  Birmingham  between  the  pro* 
jected  line  and  tnat  of  the  London  and  Birmingham  Railway. 

.  In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the*  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
Schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  Which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature.9' 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

DALHOUSIE. 

C.  W.  PASLEY.  O.  R.  PORTER. 

D.  O'BRIEN.  &  LAING. 
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Railway  Department,  Board  of  Trade, 
Whitehall,  20  March  1845. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  different  schemes  deposited  with  the  Railway  Department 
for  extending  Railway  Communication  between  London  and  York,  and  the  inter- 
mediate districts  to  the  east  of  the  existing  lines  of  Railway,  have  determined  on 
submitting  the  following  Report  thereon,  for  the  consideration  of  Parliament, 


The  following  is  a  List  of  the  Schemes  in  question,  showing  the  Number  of 
Miles  of  Railway  proposed  to  be  Constructed  in  each  case,  and  the  estimated 
Capital. 

I. — Integral  Schemes  for  effecting  a  new  and  independent  Communication  from 

London  to  York. 


Estimated 
Capital. 


London  and  York 
Direct  Northern 


Miles.   Chains. 
327     18 

185     52 


6,500,000 
4,000,000 


II. — Schemes  for  effecting  a  new  Communication  between  London  and  York,  in 

connexion  with  existing  Railways. 


Length. 

Estimated 

Capital. 

Cambridge  and  Lincoln     - 

Miles*  Chains. 
83     20 

£. 
1,250,000 

Tottenham  and  Farringdon  Street  Exten- 
sion. 

5     16 

800,000 

Midland  Railway: 
Swinton  to  Lincoln,  Boston,  and  March 

124       - 

1,600,000 

Lincoln,  York,  and  Leeds  - 

88     42 

1,400,000 

York  and  North  Midland  to  Doncaster 

17     78 

185,000 

*53*  A 


IIL—Schemes 
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III.  Schemes  more  or  less  connected  with  the  above,  for  supplying  East  and 
West  communication,  and  local  accommodation  to  the  intermediate  districts : 


Length. 

Estimated 
Capital 

Miles. 

Chains. 

£. 

16 

31 

125,000 

24 

50 

450,000 

17 

35 

150,000 

43 

- 

270,000 

47 

62 

750,000 

33 

52 

408,000 

32 

60 

500,000 

12 

14 

400,000 

52 

29 

700,000 

31 

66 

400,000 

60 

48 

600,000 

29 

72 

370,000 

30 

73 

365,000 

80 

49 

500,000 

42 

24 

635,000 

12 

22 

105,000 

5 

27 

— 

Bedford,  and  London  and  Birmingham 

Eastern  Counties — Hertford  and  Biggles- 
wade Branch        ----- 

Eastern  Counties — Cambridge  and  Hun- 
tingdon      --.--. 

Ely  and  Bedford 

Midland  Railway — Syston  to  Peterborough 

Midland  Railway — Nottingham  to  Lincoln 

Newark  and  Sheffield       - 

Manchester  and  Sheffield,  and  Midland 
Junction  (Sheffield  to  Chesterfield) 

Sheffield  and  Lincolnshire        ... 

Rotherham,  Bawtry,  and  Gainsborough 

Great  Grimsby  and  Sheffield    - 

Hull  and  Gainsborough    - 

Wakefield,  Pontefract,  and  Goole 

Barnsley  and  Goole         - 

Goole,  Doncaster,  Sheffield,  and  Manchester 

York  and  North  Midland  and  Goole 

Goole  and  Snaith    - 


It  will  be  seen  from  the  above  list,  that  the  question  upon  which  we  have  now 
to  report  involves  the  construction  of  upwards  of  1,200  miles  of  Railway;  an 
amount  not  much  less  than  that  of  the  whole  of  the  Railways  in  the  kingdom 
already  in  existence,  and  the  proposed  investment  of  upwards  of  20,000,000/, 
of  capital.  We  have  approached  the  subject  with  a  foil  sense  of  its  importance, 
and  of  the  responsibility  which  4s  imposed  upon  us  in  expressing  any  opinion 
upon  questions  of  such  magnitude ;  and  we  have  now  to  report  the  conclusions 
at  which  we  have  arrived,  after  most  anxious  and  deliberate  investigation. 

The  leading  objects  which  are  proposed  to  be  accomplished  by  the  schemes 
under  consideration  may  be  classed  under  two  heads ;  viz. 

1st.  To  extend  the  benefits  of  Railway  communication  to  the  large  portion  of 
England  which  lies  intermediate  between  the  London  and  Birmingham,  and 
Northern  and  Eastern  Railways,  and  to  the  east  of  the  Midland  and  York,  and 
North  Midland  Railways. 

2d.  To  form  a  new  trunk  line  from  London  to  York  and  the  North,  by  the 
East  of  England,  more  direct  than  the  present  circuitous  route  by  Rugby 
and  Derby. 

The  former  of  these  objects  appears  to  be  decidedly  the  more  important. 
In  our  Report  on  the  projected  Railways  in  Scotland,  we  have  already  stated 
our  reasons  for  believing  that,  owing  to  the  interruptions  occasioned  by  the 
Firths  of  Tay  and  Forth,  the  Eastern  line  can  never  become  the  principal  trunk 
line  of  communication  between  Scotland  and  England.  In  the  event  of  the 
Caledonian  and  Scottish  Central  lines  being  sanctioned  by  Parliament,  the  traffic 
of  Glasgow,  and  of  the  whole  of  the  Northern,  Western,  and  Central  portions  of 
Scotland  with  England,  would  pass  principally  by  way  of  Carlisle  ana  the  Wes- 
tern route ;  and  if  the  Trent  or  Churnet  Valley  lines  should  be  constructed,  the 
distance  even  from  Edinburgh  to  London  would  be  almost  as  short  by  the 
Western  as  by  the  shortest  of  the  proposed  Eastern  routes. 

The  existing  through  traffic  to  London  that  would  pass  over  a  more  direct 
London  and  York  line,  is  stated  not  to  amount  to  more  than  about  97,000  /.  a 
year ;  and  although  this  amount  may  probably  be  increased  by  the  opening  of 
new  lines  between  Newcastle  and  Edinburgh,  yet,  on  the  other  hand,  it  must  be 
remembered  that  a  larger  proportion  of  the  existing  Scotch  traffic  now  comes  up 
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by  way  of  Newcastle  than  can  be  expected  to  do  so  ultimately,  when  both  the 
Eastern  and  Western  lines  of  communication  are  completed. 

On  the  whole,  therefore,  we  are  not  of  opinion  that  the  probable  importance 
or  amount  of  the  through  traffic  between  London  and  York  would  be  sufficient 
to  justify  an  expenditure  of  several  millions  for  the  sole  object  of  shortening 
this  communication  by  a  few  miles.  At  the  same  time  we  consider  it  obviously 
desirable,  for  national  as  well  as  for  commercial  purposes,  that  the  whole  Railway 
communications  of  the  Metropolis  with  the  Northern  portions  of  the  kingdom 
should  not  depend  upon  a  single  trunk  line ;  and  that  consequently  the  oppor- 
tunity should  be  embraced  now  which  presents  itself  of  obtaining  a  good  second 
trunk  line  to  the  North,  by  a  combination  which  at  the  same  time  provides  for 
the  local  and  lateral  communications  of  the  Eastern  counties. 

These  general  considerations  appear  to  us  to  be  sufficient  to  narrow  the  ques- 
tion considerably,  by  the  exclusion  of  two  of  the  principal  schemes  which  enter 
into  competition* 

The  Direct  Northern,  considered  as  an  integral  scheme  between  London  and 
York,  has  been  projected  mainly  with  a  view  to  the  attainment  of  the  shortest 
practicable  route  between  the  termini,  to  which  object  the  local  accommodation 
of  the  district  traversed  has  been  considered  as  secondary.  Should  Parliament  be 
of  opinion  that  the  construction  of  the  most  direct  line  between  London  and  York 
ougnt  to  be  considered  as  a  paramount  object,  the  integral  scheme  of  the  Direct 
Northern  would  deserve  a  preference.  It  reduces  the  distance  to  176  £  miles, 
being  42  miles  shorter  than  by  the  existing  route,  and  9  J  miles  shorter  than  by 
the  proposed  London  and  York  line.  But  for  the  reasons  already  stated,  we  do 
not  consider  that  a  slight  saving  of  distance  between  London  and  York  would 
be  a  sufficient  compensation  for  neglecting  the  local  accommodation  of  the  in- 
termediate districts ;  nor  do  we  think  that  it  would  justify  the  outlay  of 
capital  requisite  for  the  construction  of  such  a  trunk  line  as  the  Direct 
Northern. 

On  the  other  hand,  the  6cheme  of  the  Midland  Railway  Company  from 
Swinton  by  Lincoln,  Boston,  Spalding,  and  Wisbeach,  to  March,  is  open  to 
the  opposite  objection,  that  it  entirely  sacrifices  the  object  of  attaining  a  tolerably 
good  second  line  of  communication  from  London  northwards.  As  part  of  a 
trunk  line  to  York,  it  is  obviously  inadmissible,  since  it  would  make  the  dis- 
tance as  circuitous  as  by  the  existing  route  by  wav  of  Rugby,  while,  as 
a  mere  local  line,  although  in  itself  it  might  be  useful,  it  is  too  long  and 
expensive,  and  competes  too  much  with  any  possible  trunk  line  through  the 
same  district,  to  be  allowed  to  stand  independently.  An  inspection  of  the  map 
will  be  sufficient  to  show  that  its  extension  is  altogether  incompatible  with 
that  of  the  Cambridge  and  Lincoln  line,  to  which  it  would  be  a  directly  com- 
peting line  for  the  greater  part  of  its  course,  while,  as  compared  with  the 
London  and  York  scheme,  it  would  merely  be  an  expensive  substitute  for  the 
"  loop"  or  second  line  of  that  scheme,  which  diverges  at  Peterborough  and 
joins  the  main  line  again  at  Lincoln.  Even  apart  from  other  schemes,  and  con- 
sidered merely  with  reference  to  local  purposes,  this  scheme  also,  although  in 
some  respects  it  would  be  advantageous,  would  obviously  be  insufficient,  since 
it  merely  skirts  the  coast  from  Boston  southwards,  and  affords  no  accommo- 
dation to  the  important  agricultural  districts  of  the  interior. 

We  shall  at  once  assume,  therefore,  that  the  question  may  be  narrowed  by  the 
exclusion  of  the  Midland  scheme,  and  of  the  Direct  Northern,  considered 
as  an  integral  scheme,  and  that  the  comparison  rests  between  the  London  and 
York,  and  the  Cambridge  and  Lincoln,  in  connexion  with  some  scheme  for  com- 
pleting the  communication  from  Lincoln  to  York ;  those  two  schemes  alone 
complying  with  what  we  consider  to  be  the  indispensable  requisite  of  uniting  the 
two  objects  of  promoting  local  accommodation,  and  of  affording  a  good  trunk 
line. 

As  regards  the  latter  object,  we  are  of  opinion  that  the  merits  of  the  two 
schemes  are  very  equally  balanced,  and  that  either  would  afford  a  very  good 
trunk  line  between  London  and  York.  The  distance  from  London  to  York,  by 
the  London  and  York  scheme,  is  186  miles  ;  by  the  Cambridge  and  Lincoln  (in 
connexion  with  the  northern  portion  of  the  Direct  Northern,  and  with  the  Totten- 
ham and  Farringdon  Street  Extension,  which  is  proposed  as  part  of  this  com- 
bination), it  would  be  195}  miles;  the  difference  in  favour  of  the  London  and 
York  being  9}  miles.    But  on  the  one  hand,  the  gradients  of  the  Cambridge 
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route  are  very  superior ;  and  on  the  other,  the  terminus  at  Farringdon  Street  is 
nearer  to  the  Bank,  the  Post  Office,  and  Charing  Cross,  than  that  of  the  London 
and  York  Railway  at  King's  #Cross.  The  main  line  of  the  London  and  York 
has  two  miles  of  its  length  at  an  inclination  of  1  in  100,  to  1  in  110  ;  and  61} 
miles  at  an  inclination  of  1  in  181,  to  1  in  200  ;  with  4£  miles  of  tunnelling; 
while  the  whole  of  the  proposed  line  from  Cambridge  to  York  has  no  plane  so 
steep  as  1  in  200,  and  only  five  short  planes,  whose  united  length  amounts  to 
5 1  miles,  steeper  than  1  in  250  ;  while  for  the  greater  part  of  its  course  it  is 
practically  level. 

Although  the  gradients  of  the  London  and  York  line  are  for  moderate  lengths, 
and  have  nothing  in  themselves  that  can  be  considered  as  objectionable,  it  is 
evident,  that  as  compared  with  the  extraordinarily  good  gradients  of  the  Cam- 
bridge route,  they  detract  from  the  advantage  in  respecfof  absolute  distance. 

Recent  experience  has  shown  upon  the  Brighton  Railway,  that  a  train  may 
be  worked  regularly  with  safety  and  punctuality  at  an  average  speed  of  33 
miles  an  hour,  including  stoppages ;  and  there  is  nothing  upon  any  portion  of  the 
route  between  London  and  York,  by  way  of  Cambridge,  to  prevent  this  or  even 
a  higher  speed  from  being  attained,  at  which  rate  the  journey  from  London  to 
York  could  be  accomplished  in  six  hours.  Taking  into  account,  therefore,  on  the 
one  hand,  the  difference  of  absolute  distance,  and  on  the  other  the  difference  of 
gradients,  and  the  advantage  of  the  Cambridge  route  by  the  superior  proximity 
of  its  terminus  to  the  heart  of  the  metropolis,  we  are  of  opinion  that,  for  the  pur- 
poses of  through  traffic  between  London  and  York,  the  merits  of  the  two  schemes 
may  be  considered  as  very  evenly  balanced. 

The  more  important  question  remains  to  be  considered,  of  local  accommodation 
for  the  Eastern  districts  of  England,  now  deprived  of  the  benefits  of  Railway 
-communication. 

In  order  to  arrive  at  sound  conclusions  upon  this  question,  we  must  consider 
the  nature  and  wants  of  this  district.  It  is  almost  exclusively  agricultural,  being, 
in  fact,  the  great  corn  and  cattle  producing  district  of  England,  from  which  food 
is  sent,  on  the  one  hand,  to  the  dense  manufacturing  population  of  Yorkshire 
and  Lancashire,  and,  on  the  other,  to  London.  From  North  Lincolnshire, 
Newark,  East  Retford,  &c,  the  bulk  of  the  produce  finds  its  way  (mostly  by 
circuitous  water  conveyance)  to  the  manufacturing  districts,  a  great  deal  of  it 
centering  at  the  important  corn  mart  of  Wakefield.  From  South  Lincolnshire, 
Stamford,  Peterborough,  Cambridgeshire,  Huntingdonshire,  &c.,  the  produce 

§oes  partly  to  the  West  and  North,  and  partly  to  London  by  sea  from  Boston, 
palding,  and  Lynn.  The  fat  cattle  and  sheep  of  the  whole  district  go  princi- 
pally to  London. 

The  whole  district  is  destitute  of  coal,  lime,  building  stone,  &c,  all  which  it 
draws  from  the  West  and  North  West  (the  Wakefield,  Barnsley,  Sheffield,  Clay 
Cross,  Pinxton,  &c.  coal  fields),  or  from  the  sea-ports. 

General  merchandize,  colonial  produce,  &c.,  come  principally  from  London 
and  Hull.  Timber,  oil-cake,  bones,  guano,  &c.,  from  Hull  and  the  shipping 
ports. 

It  is  clear,  therefore,  that  the  leading  object  is  to  connect  the  chief  towns  and 
principal  markets  for  agricultural  produce  with  one  another ;  with  London ; 
with  the  Railways  leading  to  the  manufacturing  districts ;  and  with  the  shipping 
ports. 

The  chief  towns  and  markets  as  we  go  North  from  London  are — 

Population. 

Cambridge  ----..*-  23,466 

Peterborough 6,991 

Stamford  7,384 

Grantham 8,786 

Newark  10,218 

Lincoln  -         -         -         .         -         -         -         -  13,411 

Doncaster  „-.-----  11,245 

The  principal  shipping  ports  are— 

Spalding  7,778 

Boston 14,618 

Gainsborough     --------     6,948 
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in  addition  to  Hull,  Selby  and  Goole,  and  to  Lynn  and  Wisbeach,  which,  how- 
ever, are  rather  connected  with  another  system  of  Railway  communication. 

A  reference  to  the  map  will  show  how  these  objects  respectively  are  attained 
by  the  London  and  York,  and  Cambridge  and  Lincoln  combinations. 

If  we  disregard  for  the  present  all  considerations  of  expense,  it  may  be  con- 
sidered that  the  London  and  York  scheme,  on  the  whole,  presents  a  larger  and 
more  comprehensive  system  of  communication.  It  runs  a  new  trunk  line  from 
London  to  Peterborough,  halfway  between  the  London  and  Birmingham,  and 
Northern  and  Eastern,  and  thus  accommodates  a  greater  extent  of  country. 
Again,  by  the  loop  or  second  line  from  Peterborough,  by  way  of  Boston  and 
Lincoln  to  Bawtry,  combined  with  the  direct  line,  it  traverses  a  greater  extent  of 
-country,  and  places  both  the  towns  on  the  old  North  Road,  Grantham,  Newark, 
and  East  Retford,  and  also  Lincoln  and  Boston,  in  a  continued  line  of  commu- 
nication, which  no  single  line  could  do.  Also,  it  comprises  branches  direct 
£0  Sheffield  and  Wakefield,  which  place  it  in  a  better  position  for  competing 
with  existing  lines  for  the  traffic  of  the  manufacturing  districts  to  London ;  and, 
on  the  whole,  having  327  miles  of  new  Railway,  as  compared  with  less  than  200 
by  the  opposite  combination,  it  of  course  traverses  a  greater  extent  of  country, 
and  thus  affords  greater  accommodation. 

On  the  other  hand,  the  Cambridge  and  Lincoln  line  places  Cambridge  (which 
is  by  far  the  most  important  town  between  London  and  York)  on  the  main  line, 
and  is,  we  think,  a  better  local  line  for  South  Lincolnshire,  running  through 
the  heart  of  the  country,  just  skirting  the  fens  in  the  line  of  the  principal  popu- 
lation, and  at  the  head  of  all  the  principal  drains  and.  navigable  cuts,  while  the 
lines  of  the  London  and  York  scheme  skirt  it  on  each  side,  and  run  from  Boston 
to  Lincoln  parallel  with  an  existing  water  communication. 

The  question,  however,  cannot  be  considered  practically  without  reference  to 
considerations  of  expense. 

As  an  abstract  proposition,  it  may  be  undeniable  that  it  is  desirable  to  extend 
the  benefits  of  Railway  communication  to  every  village  and  hamlet  in  the  King- 
dom ;  but  as  a  practical  question,  the  probability  of  a  sufficient  return  upon  the 
requisite  capital  to  enable  the  Railway  to  support  itself  in  a  state  of  solvency  and 
.efficiency,  affording  to  the  public  the  benefits  of  good  accommodation  and 
moderate  rates,  must,  under  ordinary  circumstances,  be  looked  upon  as  decisive 
of  the  question  whether  a  particular  district  can  be  considered  to  require  a 
Railway. 

Also  when  very  nearly  the  same  objects  are  attained  by  two  schemes,  one  of 
which  is  extremely  expensive,  while  the  other,  although  in  a  certain  degree  less 
comprehensive,  is  so  much  less  costly  that  its  promoters  can  afford  to  offer  much 
greater  advantages  to  the  public  generally  than  could  be  done  by  the  other,  it 
would  obviously  be  a  sacrifice  of  the  greater  to  the  lesser  object,  to  sanction  the 
more  expensive  scheme,  and  thus  impose  a  heavy  additional  tax  upon  the  bulk 
^of  the  traffic,  for  the  sake  of  minor  advantages. 

It  is  essential,  therefore,  that  we  should  consider  in  some  detail  the  probable 
X50st  of  the  two  schemes  between  which,  as  we  have  already  stated,  we  consider 
.the  comparison  to  lie. 

To  begin  with  the  London  and  York  scheme.  This  scheme  consists  of  the 
following  parts : 


Main  line  from  London   to  York;  vici  Huntingdon,  Peter- 
borough, Grantham,  Newark,  and  Doncaster    ... 
Loop  from  Peterborough,  by  Boston  and  Lancaster,  to  Bawtry 
Sheffield  Branch        ......... 

Wakefield  Branch     ........ 

Bedford  Branch ... 

Stamford  Branch -        - 

Minor  Branches,  Junctions,  &c.  ...... 

Total    -    -    - 


MILES. 

186 
86 
20  I 

20  i 
8 
5 


327* 


The  estimated   capital    required    for  the  construction   of  this   Railway  is 

,6,500,000/.,  or  at  the  average  rate  of  20,000/.  per  mile.    The  extreme  impro- 
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bability  of  the  line  b$ing  constructed  for  anythii*g  like  this  estimate  must  be 
apparent.  It  is  true  that  a  great  part  of  the  line  traverses  a  country  where  nature  ' 
presents  few  obstacles  to  the  construction  of  Railways.  The  loop  of  86  miles 
through  the  level  parts  of  Lincolnshire,  and  along  the  bank  of  the  Witham 
Navigation,  runs  nearly  on  the  surface,  and  considerable  portions  of  the  main 
line  are  also  of  an  easy  character.  Other  portions,  however,  are  of  a  very  diffi- 
cult and  expensive  character ;  as,  for  instance,  the  line  for  some  distance  north  of 
London,  the  Sheffield  Branch,  and  a  portion  of  the  Doncaster  and  Wakefield 
Branch.  On  the  whole,  the  scheme  has  6  $  miles  or  11,771  yards  of  tunnelling, 
2,677  yards  of  viaduct,  and  about  69  miles  of  which  the  earth-works  are  very 
heavy  and  decidedly  above  an  average. 

The  comparison  of  the  first  112  miles  of  the  London  and  York  line  out  of 
London  to  Grantham,  with  the  112  miles  of  the  London  and  Birmingham  Rail- 
way, is  stated,  in  a  document  officially  submitted  to  us,  and  which  the  parties 
state  that  they  are  prepared  to  bear  out  by  evidence  before  Parliament,  to  show 
the  following  results : — 


London  and  Birmingham  Railway : 
112  miles. 


Earth-work      14,000,000  cubic  yards. 
Tunnels  -        -  4  J  miles. 

Longest  viaduct      -        -  500    feet. 
Ditto,  greatest  height      -     60      „ 


London  and  York  Railway : 
112  miles. 


Earth-work      13,000,000  cubic  yards- 
Tunnels      -         -        -  4$  miles. 
Longest  viaduct  -        -  1,490    feet. 
Ditto,  greatest  height    •       89       „ 


We  have  not  been  in  a  position  to  test  the  accuracy  of  all  the  details  of  this 
statement ;  but  it  appears  sufficiently  established  that  there  is  no  such  decided 
difference  in  the  nature  of  the  works  upon  the  two  lines  as  would  warrant  us  in 
assuming,  owing  to  this  cause  alone,  an  entirely  different  rate  of  co6t  of  con- 
struction. 

It  is  true,  that  since  the  time  when  the  London  and  Birmingham  Railway 
was  made,  a  much  greater  degree  of  economy  has  been  introduced  in  the  con- 
struction of  Railways.  A  great  part  of  this  economy,  however,  has  obviously 
resulted  from  temporary  causes,  which  are  no  longer  in  operation.  For  instance, 
the  price  of  iron  rails,  which,  at  the  time  when  the  estimates  for  most  of  the 
Railways  now  proposed  were  framed,  did  not  exceed  6/.  or  7  /.  per  ton,  has 
since  risen  to  nearly  double  that  amount ;  and  from  the  extraordinary  demand 
that  must  exist  for  the  next  four  or  five  years,  from  the  simultaneous  construc- 
tion of  so  many  thousands  of  miles  of  new  Railway,  both  in  this  and  in  other 
countries,  it  is  evident  that,  notwithstanding  the  increase  that  may  be  antici- 
pated in  the  powers  of  production,  it  is  impossible  to  calculate  upon  a  lower 
price  of  rails  than  prevailed  while  the  London  and  Birmingham  Railway  was 
in  course  of  construction. 

The  increase  of  price  during  the  last  Ax  months,  upon  the  article  of  iron 
alone,  would  swell  the  estimate  of  cost  for  the  327  miles  of  the  London  and 
York  Railway,  by  an  amount  not  less  than  500,000  /. 

The  rise  in  the  price  of  almost  every  description  of  labour  applicable  to  the 
construction  of  Railways,  during  the  last  six  or  eight  months,  has  also  been  con- 
siderable, and  where,  as  in  the  present  instance,  immense  works  would  have  to 
be  completed  within  a  short  period  by  the  collection  of  large  masses  of  the  class 
of  men  Known  by  the  appellation  of  "  navigators/'  it  can  hardly  be  expected  that 
the  cost  of  common  earth-work  will  be  much  below  what  prevailed  during  the 

}>eriod  from  1836  to  1839.  In  remote  localities,  where  the  additional  demand  for 
abour  is  less  felt,  or  where  the  earth-works  are  of  such  a  light  nature  that  they 
can  be  executed  by  the  ordinary  surplus  labour  of  the  district,  the  estimates, 
founded  upon  the  experience  of  the  last  year  or  two,  may  not  be  greatly  exceeded, 
but  upon  such  works  as  those  which  have  been  described,  and  in  the  vicinity  of 
London,  it  is  impossible  to  doubt  that  a  very  large  allowance  must  be  made  on 
the  score  of  increase  in  contractors'  prices,  and  in  the  wages  of  labour. 

Notwithstanding  these  deductions  there  is  no  doubt  that  many  permanent 
causes  of  superior  economy  exist  as  compared  with  the  period  when  the  first  great 
Railways  were  constructed.  The  cost  of  land  may  reasonably  be  expected  to  be 
considerably  less,  and  the  experience  which  has  been  acquired  by  engineers  and 
contractors,  and  by  the  managers  of  Railway  undertakings,  will  enable  them  to 
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avoid  many  heavy  sources  of  expense.  The  saving  that  can  be  effected  in  the 
purchase  of  land,  and  in  incidental  and  preliminary  expenses  cannot,  however, 
exceed  a  small  proportion  of  the  total  cost,  as  mil  appear  evident  from  the 
following  analysis  of  the  actual  cost  of  one  or  two  of  the  principal  Railways : — 


Preliminary  and 

Incidental  Expenses, 

per  Mile. 

Land  and 

Compensation, 
per  Mile. 

Railway 

Works  and 

Stations, 

per  Mile. 

Carrying 

RAILWAYS. 

Parlia- 
mentary 
Expenses. 

Law 

Charges, 

Engineering, 

Direction, 

&e. 

ment,    - 
per  Mile. 

London  and  Birmingham   - 
Great  Western  ... 
London  and  South  Western 

650 

1,000 

650 

£. 
1,500 

2,500 

900 

£. 
6,300 

6,300 

4,000 

38,280 
40,000 
18,450 

£. 
3,000 

4,800 

2,350 

Making  every  deduction  that  can  be  safely  admitted  for  the  superior  cheapness 
of  land  and  economy  of  construction,  it  seems  difficult  to  believe  that  a  Railway 
of  the  same  length  out  of  London,  involving  works  of  a  very  similar  character, 
and  passing  for  a  considerable  distance  through  the  London  clay  formation,  which 
is  peculiarly  unfavourable,  can,  with  the  present  prices  of  iron  and  labour,  be  con- 
structed at  a  cost  per  mile  so  very  much  less  than  the  London  and  Birmingham 
Railway,  as  would  be  required  in  order  to  bring  the  estimate  of  the  London  and 
York  line  within  anything  like  approximate  accuracy. 

At  the  lowest  calculation  which  could  be  safely  admitted,  these  112  miles, 
including  a  metropolitan  terminus,  would,  in  all  probability,  require  more  than 
half  the  capital  that  is  proposed  for  the  whole  undertaking  of  327  miles ;  while 
there  appears  to  be  nothing  to  warrant  us  in  considering  it  as  a  result  beyond 
the  range  of  possibility  that  this  portion  of  the  line  might  absorb  even  a  larger 
proportion  of  the  whole  amount. 

On  the  whole,  therefore,  we  believe  that  we  should  not  be  warranted  in 
assuming,  as  at  all  a  probable  event,  that  the  London  and  York  scheme,  as  now 
proposed,  could  be  completed,  with  stations,  metropolitan  terminus,  and  the 
requisite  working  stock  of  engines,  carriages,  &c,  for  a  less  sum  than  8,000,000/.; 
while  it  is  by  no  means  improbable  that  die  amount  might  be  9,000,000  /.  or 
even  10,000,000  /. 

On  the  other  hand,  the  cost  of  the  Cambridge  system  would  be  as  follows : 


Length. 

Estimated 

Capital. 

Cambridge  and  Lincoln  Line    - 

Direct  Northern  Line  from  Lincoln  to  York 

Tottenham   and  Farringdon-street   Exten- 
sion. 

Mile*. 
83 

57  i 

5 

£. 
1,174,000 

1,300,000 

800,000 

145} 

3,274,000 

153. 
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To  which  must  be  added  the  following  Branches,  which  are  proposed. by  the 
Cambridge  and  Lincoln  Company,  who  pledge  themselves  to  apply  for  power* 
in  order  to  carry  them  into  effect,  in  order  to  complete  the  accommodation  of 
the  districts  provided  for  by  the  London  and  York  system  : 


Length. 

Estimated 

Capital. 

Cambridge  and  Lincoln : 

Miles. 

£. 

Boston  Branch          .... 

20  J 

Spalding  and  Stamford  Brandh  - 

240,000 

With  the  Biggleswade  Branch  of  the  Eastern  Counties  Company,  of  25  mile* 
in  length,  and  about  15  miles  to  complete  the  communication  between  Don-? 
caster  and  Gainsborough.  Total  length  of  new  Railway  to  be  constructed,  about 
218  miles ;  estimated  capital,  (including  the  Tottenham  and  Farringdon-street 
Extension)  about  4,250,000/. 

This  comparison  does  not  include  the  lines  which  upon  either  system  would 
be  equally  required  for  local  purposes,  or  to  complete  the  lateral  communica- 
tions, such  as  the  Nottingham  and  Lincoln,  the  Newark  and  Sheffield,  the 
Swinton  and  Doncaster,  and  the  Wakefield  and  Goole,  but'  is  confined  to  what 
may  be  considered  as  the  integral  parts  of  the  two  great  competing  schemes. 

The  whole  of  the  lines  of  the  Cambridge  scheme,  almost  without  exception, 
are  of  a  singularly  easy  character.  For  a  great  portion  of  the  distance  the  rails 
may  be  laid  almost  on  the  surface  of  the  ground,  while  the  course  of  the  line 
between  Cambridge  and  Lincoln,  pursuing  the  verge  of  the  fen  country,  is  stated 
to  avoid,  to  a  great  extent,  interference  with  the  drainage,  and  the  necessity  for 
frequent  bridges,  while  it  keeps  upon  sound  ground,#and  at  no  great  distance 
from  the  materials  requisite  for  the  construction  of  the  road.  It  is  thus,  in  every 
respect,  most  favourably  situated  in  regard  to  economy  of  construction ;  and 
although,  from  the  rise  in  the  price  of  iron  and  of  labour,  the  original  capital 
will  doubtless  be  exceeded,  there  is  still  every  reason  to  believe  that  the  whole 
line  from  Cambridge  to  York,  with  the  different  projected  branches,  may  be 
executed  for  an  exceedingly  small  average  cost  per  mile. 

There  seems  to  be  quite  as  much  reason  for  considering  it  as  a  probable  result 
that  the  whole  Cambridge  system  may  be  completed  for  a  sum  not  exceeding 
5,000,000/.  or  6,000,000/.,  as  that  "the  London  and  York  system,  as  above 
described,  may  be  completed  for  8,000,000/.  or  10,000,000/. 

Another  important  difference  between  the  two  schemes  is.  in  the  number  .of 
miles  of  Railway  that  will  require  to  be  worked  in  order  to  accommodate  the 
same  principal  sources  of  traffic.  By  the  London  and  York  system,  as  we 
have  seen,  327  miles  of  Railway  must  be  maintained  and  worked.  The  Cam- 
bridge system  would  require,  as  above  stated,  about  190  miles  of  new  Railway 
to  be  worked,  in  addition  to  51  miles  of  the  existing  Northern  and  Eastern  line 
from  Tottenham  to  Cambridge;  which,  however,  must  be  worked  at  any  rate,, 
and  would  be  in  a  great  measure  supported  by  a  traffic  of  its  own  from  Cam- 
bridgeshire and  Norfolk. 

On  the  whole,  therefore,  the  London  and  York  scheme  would,  in  all  pro- 
bability,' involve  an  additional  outlay,  as  compared  with  the  Cambridge  scheme, 
of  3;000,000Z.  or  4,000,000/.,  and  would  require  nearly  90  (or  if  we  exclude 
the  line  from  London  to  Cambridge,  nearly  140)  more  miles  of  Railway  to  be 
maintained  and  worked. 

The  average  expenditure  per  mile  for  the  year  1842,  upon  the  1,500  miles 
of  passenger  Railway  then  in  operation  in  the  United  Kingdom,  amounted  to* 
1,300/.,  and  the  cost  of  maintaining  and  working  a  good  passenger  line  of  fair 
average  traffic  cannot  be  safely  taken  at  less  than  about  1,000  7.  per  mile  per 
annum.  This,  for  instance,  is  the  cost  upon  the  Midlands  Railway,  which  is  ia 
many  respects  similarly  circumstanced  to  the  proposed  London  and  York 
line.     Including  therefore  the  extra  cost  of  working,  and  the  interest  upon 
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additional  outlay,  the  London  and  York  scheme  would  be  more  expensive  than 
that  by  Cambridge  and  Lincoln,  by  an  amount  represented  by  an  annual  charge 
of  from  150,000  I  to  200,000  /. 

Is  there  any  probability  of  a  traffic  sufficient  to  warrant  or  to  support  this 
additional  cost? 

The  London  and  York  estimate  of  traffic  makes  out  a  gross  annual  receipt  of 
1,076,000  /. ;  i.  e.  of  20,000  /.  per  week,  or  of  61  /.  per  mile  per  annum  on  the 
whole  327  miles. 

It  is  impossible  for  us  to  enter  into  a  minute  analysis  of  the  traffic  estimates 
submitted  to  us,  or  to  attempt  to  check  the  accuracy  of  their  details ;  nor,  indeed, 
would  such  an  attempt  be  of  much  use,  since  experience  has  abundantly  shown 
that  such  estimates,  even  when  taken  with  care,  and  sifted  by  evidence  before 
Committees  of  both  Houses  of  Parliament,  afford  a  very  fallacious  idea  of  the 
results  actually  realized.  In  the  present  instance,  however,  there  are  one  or  two 
obvious  exaggerations  which  materially  affect  the  estimate  before  us : 

1.  The  passenger  traffic  is  taken  for  the  most  part  at  an  average  of  2  Jd.  per 
passenger  per  mile.  Now  we  must  bear  in  mind  that,  in  the  first  place,  there 
is  the  competition  of  steam -boats,  &c.  for  much  of  this  traffic ;  in  the  next  place, 
that  of  other  Railways  in  a  situation  to  carry  on  a  most  effective  competition, 
and  already  charging  much  lower ;  and,  finally,  that  the  company  themselves 
propose  to  run  at  least  two  third-class  trains,  covered  and  seated,  at  the  ordinary 
speed,  at  fares  not  exceeding  id.  a  mile.  Under  similar  circumstances  the 
Cambridge  and  Lincoln  Company  have  taken  their  passenger  traffic  at  an 
estimate  of  only  lid.  per  mile ;  and  it  appears  obvious  that  this  is  as  high  as 
can  be  safely  assumed. 

2.  It  is  assumed  that  the  Railway  will  get  the  whole  traffic  that  exists,  while 
it  is  perfectly  obvious,  that  a  great  part  of  it  will  have  to  be  competed  for,  and 
divided  with  existing  companies. 

A  slight  advantage  in  distance  is  noj;  sufficient  to  enable  a  line  to  command 
the  whole  traffic,  especially  of  goods,  and  of  second  and  third-class  passengers, 
to  whom  money  is  a  greater  object  than  a  little  gain  of  time.  The  Midlands, 
and  London  and  Birmingham  Railways,  must  run  a  number  of  trains  at  any  rate 
every  day  for  other  purposes,  and  it  may  be  worth  their  while  to  carry,  in  addition, 
all  the  traffic  they  can  abstract  from  the  London  and  York  line,  at  very  low  rates, 
rather  than  not  obtain  it. 

The  actual  cost  of  transport  upon  goods  and  passengers,  when  once  set  in 
motion  upon  a  long  line  of  Railway  is  exceedingly  small,  and  a  difference  of 
an  hour  or  an  hour  and  a  half  in  the  time  of  the  journey  from  York  to  London, 
and  of  a  quarter  or  half  an  hour  from  Leeds  and  the  West  Riding,  would  be 
scarcely  perceptible  on  many  descriptions  of  traffic.  Even  where  the  competing 
route  was  much  more  circuitous,  as  from  Lincoln  and  Newark,  vid  Nottingham ; 
or  from  Peterborough,  vid  Northampton,  or  vid  Ely  and  Cambridge,  to  London, 
the  difference  of  distance  would  hardly  be  sufficient  to  prevent  a  competing 
company  from  regulating  prices  and  abstracting  traffic  from  the  shorter  route. 
Many  instances  of  this  might  be  quoted  from  the  experience  of  Railways,  but  it 
may  be  sufficient  to  refer  to  one,  that  of  the  competition  carried  on  for  Man- 
chester and  London  traffic,  by  the  extremely  circuitous  route  of  Normanton  and 
Derby,  which  lasted  for  a  considerable  time,  and  was  at  length  only  terminated 
by  an  arrangement,  by  which  the  direct  line  consented  to  pay  a  certain  sum  to 
buy  off  the  competition. 

The  certainty  that  any  new  line  between  London  and  York  must  be  exposed 
to  this  description  of  competition,  renders  it  the  more  desirable  that  economy  of 
construction  should  be  attended  to  as  far  as  possible,  as  otherwise  the  chances 
would  be  greatly  increased  of  the  new  line  losing  its  independence,  or  being 
compelled  to  enter  into  some  compromise. 

To  return,  however,  to  the  investigation  of  the  probable  amount  of  traffic  in 
the  London  and  York  line,  it  may  be  well  to  consult  the  analogy  of  other  Rail- 
ways somewhat  similarly  circumstanced,  which,  in  our  opinion,  affords,  generally 
speaking,  a  much  safer  test  upon  which  to  rely,  than  the  usual  estimates  of  traffic. 
Referring  to  this  test,  it  will  be  difficult  to  satisfy  ourselves  that  the  estimate  of 
61  /.  per  mile  per  week  over  the  whole  of  the  London  and  York  scheme  is  at  all 
likely  to  be  realized. 

The  Eastern  Counties,  and  Northern  and  Eastern  lines,  from  London  to  Col-, 
Chester  and  Bishop  Stortford,  with  86  miles  open,  commanding  the  whole  traffic 
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of  the  rich  agricultural  counties  of  Essex,  Suffolk,  Norfolk,  and  Cambridgeshire, 
with  the  Metropolis,  averaged  during  the  year  1 844  only  37  /.  per  mile  per  week. 
The  average  receipts  for  the  same  period  of  the  Midland  Railway,  with  163 
miles  open,  and  enjoying  a  monopoly  of  the  whole  through  traffic  from  York 
and  the  North,  Hull,  Leeds,  and  the  West  Riding,  &c.,  both  to  London  and  to 
Sheffield,  Derby,  Nottingham,  Leicester,  Birmingham,  &c.,  and  of  those  large 
manufacturing  towns  with  one  another,  was  only  41  /.  per  mile  per  week. 

The  existing  through  traffic  from  York,  Hull,  &c.,  to  London,. is  stated  only  to 
amount  to  97,000  /.  a  year,  which  is  not  6  /•  per  mile  per  week  on  the  327  miles 
of  the  London  and  York  scheme ;  and  when  we  consider  that  a  very  large  pro- 
portion of  the  Scotch  traffic  will,  in  all  probability,  go  south,  by  the  Caledonian 
route,  while  at  present,  probably,  nearly  half  of  such  as  there  is  takes  the  eastern 
route,  it  does  not  appear  probable  that  there  will  be  anything  in  the  mere  circum- 
stance of  the  opening  of  the  Newcastle  and  Berwick,  and  Berwick  and  Edinburgh 
lines,  or  in  the  shortening  of  the  journey  to  York  an  hour,  or  an  hour  and  a 
half,  to  cause  any  very  excessive  increase  of  this  through  traffic. 

An  inspection  of  the  map  will  also  be  sufficient  to  show  that  the  London  and 
York  scheme,  for  a  considerable  part  of  its  length,  can  hardly  expect. to 
command  an  average  mileage  from  local  traffic.  For  the  first  76  miles,  from 
London  to  Peterborough,  it  traverses  only  a  few  small  towns,  such  as  Barnet, 
Hatfield,  Hitchin,  Biggleswade,  St.  Neot's,  and  Huntingdon,  the  united  popula- 
tion of  which  does  not  exceed  22,000  or  23,000.  Between  Peterborough  and 
Bawtry  the  "  loop  "  and  main  line  form,  in  fact,  two  Railways,  of  70  and  8ft 
miles  in  length  respectively,  dividing  the  traffic  of  the  following  places : — 

Population* 

Peterborough 6,991 

Stamford 7,384 

Grantham  .-------    8,786 

Newark  10,218 

Tuxford  1,079 

East  Retford 2,680 

Bawtry i,088 

Spalding  7,778 

Boston  -         -        -        -         -        ..*.--  14,618 

Lincoln  13,411 

Gainsborough 6,948 

Again,  in  the  portion  of  the  scheme  north  of  Bawtry,  the  Sheffield  branch 
and  the  branch  from  Doncaster  to  Wakefield,  are  directly  competing  lines 
with  one  another  for  a  considerable  portion  of  the  traffic  of  Lincolnshire  with 
Manchester  and  the  manufacturing  districts.  The  latter  branch  also  would  be 
competed  with  to  a  certain  extent  by  die  Doncaster  and  Swinton,  or  any  line 
from  Doncaster  to  the  North  Midland  Railway  and  Silkstone  Coal-field,  and 
also  by  the  Wakefield,  Pontefract,  and  Goole  line.  Moreover,  the  main  line 
from  Doncaster  to  York  runs  so  close  to  the  existing  North  Midland  and  York 
and  North  Midland  lines,  that  its  local  traffic  would  be  much  restricted. 

Under  these  circumstances,  it  appears  highly  improbable  that  the  average 
mileage  receipt  over  the  whole  327  miles  of  the  London  and  York  scheme  could 
equal  that  of  such  lines  as  the  existing  Midlands  or  Eastern  Counties. 

Another  check  on  the  probable  amount  of  receipts,  is  afforded  by  the  traffic 
estimates  of  other  competing  parties  in  the  same  district,  which  are  certainly  not 
likely  to  be  under-rated,  the  object  being  equally  to  obtain  subscribers  to  the 
undertaking,  by  showing  an  ample  return  in  capital.  The  traffic  estimate 
of  the  Cambridge  and  Lincoln  line  shows  a  gross  receipt  of  166,000/.  per 
annum  upon  83  miles  of  Railway,  or  of  40 L  per  mile  per  week.  That  of  the 
Lincoln,  York,  and  Leeds  line,  which  takes  credit  for  nearly  all  the  principal 
sources  of  traffic  of  the  London  and  York  scheme  north  of  Lincoln,  as  well  as  of 
the  Wakefield,  Pontefract,  and  Goole  line,  shows  a  gross  receipt  of  238,000  /.  per 
annum  for  90  miles  of  Railway,  or  of  50  /.  per  mile  per  week* 

It  is  evident  that  the  London  and  York  scheme,  if  sanctioned,  could  not  com* 
mand  an  average  mileage  receipt  equal  to  either  of  these  schemes,  which  con- 
centrate the  same  principal  sources  of  traffic  over  so  many  fewer  miles  of  Railway. 

These  considerations,  combined  with  those  already  stated  in  regard  to  the 
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probable  cost  of  construction,  render  it  evident  to  us  that  the  London  and  York 
scheme,  if  sanctioned  in  its  integrity,  could  hardly  be  expected  to  afford  such  a 
reasonable  return  as  would  justify  the  outlay  of  such  an  immense  amount  of 
capital;  while  in  the  event  of  a  return  to  anything  like  the  standard  of  cost 
which  prevailed  during  the  construction  of  the  principal  existing  Railways,  the 
concern  might  become  utterly  insolvent 

^  Under  these  circumstances,  the  question  naturally  forces  itself  on  our  atten- 
tion :  What  possible  security  could  a  new  company  afford  for  the  completion  of 
such  a  gigantic  undertaking  in  its  integrity,  supposing  it  to  receive  the  sanction 
of  the  Legislature  ?  Or  again,  what  security  could  they  afford  for  the  main- 
tenance of  the  undertaking,  if  completed,  in  a  state  of  efficiency  and  independ- 
ence ;  and  what  prospect  would  the  public  have  of  obtaining  cheap  and  liberal 
accommodation,  and  of  participating  in  the  advantages  resulting  from  the  pros- 
perity of  the  company  ? 

These  considerations  appear  to  us  to  derive  great  force  from  the  peculiar 
circumstances  of  the  lines  proposed,  and  of  the  districts  to  be  accommodated. 
A  new  trunk  line  between  London  and  York  will,  as  we  have  already  seen,  be 
necessarily  exposed  to  the  competition  of  existing  lines ;  and  the  whole  experi- 
ence of  Railways  tends  to  show  that  it  is  only  by  a  system  which,  from  its 
economical  construction  and  ample  resources,  shall  be  able  to  escape  pecuniary 
embarrassments,  that  we  can  reasonably  hope  to  prevent  combination. 

The  benefits  likely  to  result  to  the  districts  traversed,  will  also  materially 
depend  on  the  ability  of  the  Railway  Company  to  afford  the  means  of  commu- 
nication at  very  low  rates. 

The  districts  in  question  are  almost  exclusively  agricultural,  and  a  great  part 
of  the  benefit  which  is  expected  to  accrue  to  them  from  the  introduction  of 
Railways  will  be  derived  from  the  transport  of  coals,  lime,  corn,  cattle,  and 
agricultural  produce.  From  the  Evidence  which  has  been  submitted  to  us,  we 
are  induced  to  believe  that  by  the  adoption  of  rates  of  charge  upon  these  articles 
very  much  lower  than  have  been  usual  hitherto  upon  the  principal  Railways, 
but  still  not  lower  than  are  consistent  with  an  adequate  return  upon  the  capital 
required  for  the  construction  of  an  economical  line,  such  extensive  benefits  may 
result  to  the  great  agricultural  interests  concerned  as  to  amount  to  a  consider- 
ation of  national  importance. 

The  total  cost  attending  the  transmission  of  a  quarter  of  wheat  from  the 
interior  of  Lincolnshire  by  sea,  from  the  port  of  Boston  to  London,  including 
freight,  insurance,  lighterage,  commission,  and  other  charges,  is  stated  to 
amount  to  very  nearly  6*.  The  charge  by  Railway,  per  quarter  (allowing  five 
quarters  to  the  ton,  at  the  rate  of  1  id.  per  ton  per  mile,  at  which  the  estimate, 
of  the  Cambridge  and  Lincoln  Railway  is  taken),  would  not  exceed  2s.,  and 
the  remaining  charges  are  calculated  not  to  exceed  2*.  6rf.,  thus  showing  a  benefit 
to  the  corn  grower  and  to  the  public  of  3*.  6d.  per  quarter,  occasioned  by  the 
saving  of  the  sums  now  paid  for  insurance,  delay,  loss  in  weight,  depreciation 
of  quality,  lighterage,  &c. 

A  still  more  important  advantage  to  the  farmer  is  afforded  by  the  oppo  rtunity 
given  by  Railway  communication  of  availing  himself  promptly  of  the  most 
favourable  market.  It  frequently  happens  that,  owing  to  the  delay  and  difficulty 
of  transmission  the  farmer  is  compelled  to  sell  his  wheat  at  the  nearest  pro- 
vincial market,  at  a  price  considerably  below  the  average  rate,  and  to  lose  the 
advantage  of  a  temporary  rise. 

Whatever  tends  to  equalize  prices  and  to  prevent  excessive  fluctuations,  cannot 
but  be  considered  as  a  benefit  both  to  the  producer  and  to  the  consumer.  We 
are  satisfied  that  much  may  be  done  in  this  way  by  an  economical  and  well- 
arranged  system  of  Railway  communication. 

For  the  transmission  of  fat  stock  to  the  London  market,  and  to  those  of  the 
manufacturing  districts,  such  a  system  would  afford  still  greater  advantages,  the 
loss  of  weight,  and  deterioration  of  quality  under  the  present  system  of  driving, 
amounting  to  a  heavy  per-centage.  The  loss  of  weight  in  driving  to  Smithfield 
market  from  the  rich  grazing  districts  of  Lincolnshire,  is  estimated  to  average  more 
than  28lbs.  per  beast,  and  7lbs.  per  sheep  per  head.  This  amount,  under  a  low  scale 
of  Railway  charges  not  exceeding  the  actual  cost  of  driviug,  would  be  entirely 
saved ;  and  at  an  average  rate  of  5rf.  per  pound,  the  sum  thus  saved  annually  would 
exceed  50,000  A  Great  facilities  also  would  be  afforded  for  the  transmission  of 
slaughtered  meat,  by  which  a  still  larger  saving  would  be  effected. 
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In  the  article  of  coals,  the  importance  of  a  cheap  Railway  communication 
between  the  mineral  fields  and  the  Eastern  agricultural  counties  can  hardly  be 
over  estimated ;  the  supply  at  present  depends  entirely  on  the  water  communica- 
tions, and  when  those  are  impeded,  as  is  frequently  the  case  in  winter  by  frost, 
and  in  summer  from  want  of  water,  the  price  of  this  indispensable  article  fre- 
quently rises  to  an  excessive  height.  During  the  present  winter,  coals  could,  at 
one  time,  not  be  obtained  in  many  parts  of  the  district  in  question,  under  40  5. 
or  50$.  per  ton.  By  Railway,  at  the  charge  of  i  d.  per  ton  per  mile,  which  has 
been  proved  to  be  remunerative,  a  constant  supply  of  coals  would  be  afforded,  at 
prices  varying  from  10*.  to  20  s.9  according  to  the  proximity  to  the  coal  field- 
Even  in  London,  it  is  calculated  that  Derbyshire  coals  could  be  introduced  at  a 
price  not  exceeding  20  s.  per  ton. 

Such  are  a  few  of  the  more  obvious  advantages  which  may  be  anticipated  to 
result  to  Lincolnshire,  and  the  important  eastern  agricultural  districts,  from  the 
introduction  of  Railways.  It  is  true  that  these  advantages  might  be,  to  a 
certain  extent,  secured  by  any  Railway  however  expensive ;  but  to  a  very  great 
extent  they  depend  upon  the  possibility  of  introducing  a  much  lower  system  of 
rates  than  has  hitherto  been  adopted ;  and  this  is  an  experiment  which,  upon 
lines  of  economical  construction,  may  be  tried  with  safety,  and  the  enforcement 
of  which  may  be  guaranteed  by  legislative  provisions,  while  no  such  security 
could  be  given,  or  if  given  could  be  depended  upon,  by  a  concern  so  costly  as  to 
afford  no  adequate  remuneration  to  its  promoters.  Moreover,  if  we  look  to  the 
future,  in  the  event  of  the  experiment  ot  low  fares  proving  successful,  and  of  the 
traffic  of  the  country  continuing  to  increase,  still  larger  advantages  than  are  now 
in  contemplation  would  be  obtained  from  a  prosperous  concern  under  the  opera- 
tion of  a  revision  of  rates  after  a  certain  limit  of  profit  is  attained,  while  such 
advantages  would  be  postponed  indefinitely  where  the  original  amount  of  capital 
invested  had  been  excessive.  Also,  with  a  view  solely  to  the  local  accommoda- 
tion of  the  district,  more  might  be  obtained  if  the  capital  saved  in  the  construc- 
tion of  the  principal  lines  of  communication  were  judiciously  invested  in  branches 
and  transverse  lines. 

All  these  considerations  tend  to  convince  us  that  when  all  the  principal 
advantages  of  an  equally  good  trunk  line,  and  of  local  accommodation,  united 
with  the  certainty  of  low  charges,  can  be  obtained  by  an  economical  combination 
like  that  of  the  Cambridge  and  Lincoln  scheme,  it  would  be  bad  policy  to  risk 
those  great  advantages  by  preferring  a  scheme  like  that  of  the  London  and  York, 
so  much  more  expensive  that  it  must  remain  problematical  whether  if  sanctioned  it 
would  be  completed,  or  if  completed  could  be  efficiently  worked  at  low  rates  ef 
charge. 

The  same  observations  would  apply  equally  to  any  new  trunk  line  out  of  London, 
between  the  lines  already  sanctioned  from  London  to  Cambridge  and  London 
to  Birmingham.  -  The  line  to  Cambridge  was  originally  sanctioned  by  the  Legis- 
lature as  the  first  link  of  a  trunk  line  to  Lincoln  and  York,  and  the  same  route 
has  been  subsequently  recommended  by  the  Commissioners  who  have  Teported 
on  the  subject.  We  should  not  consider  that  this  circumstance  in  itself  gave  any 
vested  interest  to  the  existing  Cambridge  line  in  the  northern  communication,  pro- 
vided a  line  better  for  public  purposes  had  been  proposed  in  a  different  direction. 
But,  independently  of  considerations  of  expense,  it  is  by  no  means  clear  to  us  that 
the  proposed  line  of  the  London  and  York,  by  Huntingdon,  Hitchin,  Biggles- 
wade, and  Barnet  to  King's  Cross,  deserves  a  preference  over  that  by  Cambridge. 
As  a  through  line,  we  have  already  stated  our  opinion  that  the  superior  gradients 
and  metropolitan  terminus  of  the  Cambridge  route  fully  compensate  for  the  dis- 
advantage in  actual  distance.  The  town  of  Cambridge,  both  from  its  population, 
its  market,  and  as  the  seat  of  the  University,  is  by  so  much  the  most  important 
town  between  London  and  York  on  the  eastern  side  of  the  kingdom  that  it  is 
highly  desirable  to  place  it  upon  the  main  line  of  communication.  A  large  pro- 
portion of  its  traffic,  especially  of  that  connected  with  the  University,  is  also 
towards  the  north,  and  the  addition  of  this  traffic  could  not  fail  to  give  con- 
siderable support  to  the  main  line,  and  to  facilitate  the  running  of  frequent 
passenger  trains.  The  extension  of  the  Cambridge  route  also  affords  accommo- 
dation between  Cambridge  and  Peterborough  to  St.  Ives,  Ramsey,  Whittlesea, 
and  a  larger  amount  of  population  than  the  London  and  York  route,  which  only 
supplies  Huntingdon. 
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The  advantages  which,  from  the  statements  submitted  to  us,  appear  likely  to 
result  from  the  metropolitan  terminus  which  it  is  proposed  to  afford  by  the  Cam- 
bridge route,  constitute  another  important  feature  in  its  favour.  By  the  proposed 
Tottenham  and  Farringdon-street  Extension,  a  terminus  will  be  afforded  in  the 
immediate  vicinity  of  the  Post-office  and  of  Smithfield,  *nd  the  principal 
markets,  and  at  least  a  mile  nearer  to  the  Bank  and  the  West  End  than  that 
proposed  by  the  London  and  York  Railway  at  King's  Cross.  This  line  will 
also  afford  a  station  at  the  most  convenient  point  for  the  warehousing  and  dis- 
tribution of  grain,  produce,  and  other  articles  brought  up  by  the  Railway,  and 
for  the  collection  and  transmission  of  heavy  goods  of  every  description ;  viz.  at 
the  City  Basin,  on  the  Regents  Canal.  Its  proximity  to  Smithfield  and 
Islington  markets,  may  also  afford  a  means  of  obviating  many  of  the  incon- 
veniences which  have  been  proved  to  exist  from  the  confined  state  of  the 
former  market,  and  from  the  driving  of  beasts  through  the  crowded  thoroughfares 
in  its  vicinity,  and  of  carrying  out  the  views  of  the  Select  Committee  who 
reported  upon  the  subject  in  1828. 

In  addition  to  the  advantage  of  the  Farringdon-street  terminus,  the  connexion 
with  the  Eastern  Counties  line  will  afford  an  alternative  terminus,  and  a  means 
of  access  to  the  River,  for  the  carriage  of  corn,  coals,  timber,  and  heavy  articles. 

It  must  be  borne  in  mind,  also,  that  the  advantages  of  these  improved  termini, 
although  they  can  only  be  obtained  by  the  adoption  of  the  Cambridge  route  to 
the  north,  which  alone  could  justify  the  requisite  outlay,  will  be  participated  in 
by  a  great  portion  of  the  traffic  of  Norfolk,  Suffolk,  and  Cambridgeshire,  which 
would  otherwise  be  confined  to  the  remote  and  inconvenient  terminus  of 
Shoreditch. 

Against  all  these  considerations  in  favour  of  the  adoption  of  the  Cambridge 
route,  the  London  and  York  route  has  nothing  to  oppose  but  the  accommodation 
of  an  additional  district  between  London  and  Peterborough.  The  most  im- 
portant town  in  this  district,  Bedford,  is  already  proposed  to  be  supplied  by  a 
branch  to  the  London  and  Birmingham  Railway,  which  will  afford  it  the  double 
advantage  of  a  communication  towards  London,  and  towards  the  manufacturing 
districts.     The  population  of  the  other  towns  in  the  district  is  very  small,  viz. : 

Barnet     -------  2,486 

Hatfield    - 3,646 

Hitchin 5,658 

Biggleswade 3,641 

St.  Neot's 3,123 

Huntingdon 3,507 

and,  even  if  the  direct  line  could  have  been  carried  through  them  at  a  moderate 
expense,  it  would  be  very  questionable  whether  this  was  a  sufficient  considera- 
tion to  outweigh  the  advantages  of  the  Farringdon-street  station,  and  of  placing 
Cambridge  on  the  main  line. 

When  we  find,  however,  that  the  object  of  a  direct  line  can  only;be  attained 
by  the  construction  of  a  line  for  the  first  112  miles  out  of  London,  almost  equal 
in  extent  of  works  to  the  London  and  Birmingham,  while  all  the  principal  ob- 
jects of  local  accommodation  may  be  attained  sufficiently  well  by  comparatively 
cheap  branches,  without  endangering  the  success,  or  rather  without  almost  cer- 
tainly insuring  the  failure,  of  the  great  object  of  a  comprehensive  scheme  for  a 
new  trunk  line  to  the  north,  and  for  connecting  the  principal  agricultural  dis- 
tricts of  England  with  the  Metropolis,  with  the  coal  fields,  and  with  the  manu- 
facturing districts,  it  is  impossible  for  us  to  arrive  at  any  other  conclusion  than 
that  the  route  by  Cambridge  should  be  selected  as  the  first  link  in  an  extension 
to  Lincoln  and  York. 

In  recommendiug  this  route  we  are  further  fortified  by  the  consideration  that 
it  has  already  received,  to  a  certain  extent,  the  sanction  of  the  Legislature;  the 
preamble  of  the  Northern  and  Eastern  Company's  Act,  passed  in  1836,  reciting, 
"  that  the  making  of  a  Railway  from  London  to  Cambridge,  with  a  view  to  its 
being  extended  hereafter  to  the  Northern  and  Eastern  Counties  of  England, 
would  be  of  great  public  advantage  ;"  and  the  Commissioners  who  reported  in 
1841  on  the  best  means  of  Railway  Communication  between  London,  Edinburgh, 
and  Glasgow,  further  state  their  opinion,  ".that  the  period  is  not  far  distant  when 
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&  new  line  will  be  formed  to  York,  passing  near  Cambridge,  Peterborough,  and 
Lincoln:" 

In  arriving  at  this  conclusion,  we  by  no  means  consider  that  the  result  of  such 
a  course  would  be  to  deprive  the  counties  of  Hertfordshire,  Bedfordshire,  and 
Huntingdonshire  of  the  benefits  of  Railway  communication. 

On  the  contrary,  the  proposed  Branch  from  the  Northern  and  Eastern  line  at 
Hertford,  would,  at  a  comparatively  moderate  expense,  afford  a  communication 
for  Hitchin  and  Biggleswade  with  London,  which  would  admit  of  an  easy  extension, 
if  required,  to  Bedford,  where  it  would  meet  the  Branch  to  the  London  and  Bir- 
mingham Railway,  which  is  evidentlv  required  togive  Bedfordshire  an  outlet  to 
the  West,  although  the  London  and  York  line,  with  its  Bedford  Branch,  should 
be  constructed.  The  Ely  and  Bedford  scheme  also  proposes,  by  an  easy  line,  to 
continue  this  communication  northwards  through  St.  Neot's  and  Huntingdon ; 
by  which  combination  the  three  counties  of  Bedfordshire,  Hertfordshire,  and 
Huntingdonshire  would  be  provided  with  Railway  communications  both  towards 
London  and  to  the  North,  and  the  manufacturing  districts. 

We  have  some  doubt  how  far  the  traffic  of  these  counties  may  be  able  to 
support  even  this  comparatively  inexpensive  scheme  of  communication ;  and 
partly  on  this  account,  and  partly  because  we  think  that  any  lateral  communi- 
cation between  Ely  and  Bedford  cannot  be  properly  decided  upon  until  it  shall 
'  be  ascertained  what  trunk  line  is  adopted,  we  are  disposed  to  recommend  the 
postponement  of  this  scheme  until  a  future  period ;  but  we  may  refer  to  it  here 
as  showing  that  schemes  are  already  proposed  for  the  accommodation  of  the  inter* 
mediate  district,  and  that  the  adoption  of  the  Cambridge  route  by  no  means 
implies  the  exclusion  of  this  district  from  the  advantages  of  Railways. 

We  have  now  arrived  at  the  first  distinct  and  definite  result  of  our  inquiry, 
viz.  that  Cambridge  ought  to  be  selected  as  the  starting  point  of  the  new  line  to 
the  North.  This  almost  necessarily  implies  a  preference  of  the  Cambridge  and 
Lincoln  scheme  to  Lincoln.  It  might  be  possible  indeed  to  form  a  combination 
of  the  Cambridge  and  Lincoln  with  the  London  and  York  scheme,  by  which  the 
northern  portion  of  the  latter  was  adopted  from  Peterborough.  The  same  ob- 
jection however,  which  has  appeared  to  us  to  be  fatal  to  the  southern  portion  of 
the  London  and  York  scheme,  viz.  that  it  involves  great  additional  cost  without 
adequate  result,  applies  here  also.  By  the  double  line  or  loop,  the  London  and 
York  scheme  requires  the  construction  and  making  of  156  miles,  partly  of 
difficult  construction,  to  provide  for  the  same  traffic,  which  would  be  accommo- 
dated in  some  respects  better,  and  in  others  almost  equally  well,  by  about  100 
miles,  all  of  very  easy  construction,  of  the  Cambridge  and  Lincoln  scheme,  with 
its  proposed  branches  to  Boston,  Stamford,  and  Spalding. 

For  Lincoln  and  Gainsborough,  the  Cambridge  and  Lincoln  scheme  appears 
decidedly  the  best,  since  it  places  them  on  the  main  line  of  communication,  in* 
stead  of  upon  a  subsidiary  line.  For  Lincolnshire,  south  of  the  Witham,  this 
scheme  also  appears  to  be  preferable,  since  it  runs  through  the  heart  of  the  county 
in  the  line  of  the  principal  population,  between  the  two  rich  agricultural  districts 
of  the  Uplands  and  the  Fens,  and  giving  branches  down  to  the  two  shipping  ports. 
The  lines  of  the  London  and  York  schemes,  on  the  other  hand,  just  skirt  these 
districts  on  their  extreme  verge  ;  and  the  Fen  line,  by  keeping  on  the  hank  of 
the  Witham  Navigation,  confines  its  benefits  to  the  districts  which  are  already 
provided  by  water  communication.  The  amalgamation  of  this  Navigation  witn 
the  Railway,  is  also  a  measure  of  doubtful  policy  as  regards  the  public,  who  are 
thus  deprived  of  whatever  benefits  might  have  been  expected  to  ensue  from 
competition,  and,  as  regards  the  Railway  Company,  who  will  either  have  to  pa,y 
interest  on  an  unproductive  property,  or  to  encourage  the  canal  traffic  at  the 
expense  of  that  of  the  Railway. 

For  Boston  and  Spalding,  the  London  and  York  scheme  is  perhaps  preferable, 
since  it  places  them  on  a  through  line ;  but,  on  the  other  hand,  having  regard 
to  their  character  as  shipping  ports  for  the  export  and  import  trade  of  the  rich 
agricultural  districts  behind,  it  may  be  questionable  whether  a  scheme  which 
supplies  them  with  branches  into  the  interior  to  a  main  line,  through  the  heart 
of  the  districts  with  which  they  are  principally  connected,  may  not  be  better  than 
one  which  merely  connects  them  with  one  another  by  a  through  coast  Une. 

For  Lincolnshire,  north  and  east  of  the  Witham  and  Fosse,  neither  scheme 
affords  much  accommodation ;  but  the  Great  Grimsby  scheme,  to  which  we  shall 
afterwards  advert,  and  which  is  proposed  for  the  accommodation  of  this  district, 
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connects  itself  equally  well  with  either.  The  only  clear  advantage,  therefore, 
as  it  appears  to  us,  that  is  obtained  by  the  London  and  York  scheme,  by  the 
construction  of  56  miles  of  additional  Railway,  is  the  superior  accommodation 
afforded  to  the  towns  along  the  Old  North  Road,  Grantham,  Newark,  and  East 
Retford.     The  population  of  these  towns  respectively  is  : 

Grantham 8,786 

Newark         -         -         -         -         -         -     10,218 

East  Retford         -        -        -        -        -      2,680 

and  they  are  places  of  considerable  txade  in  corn  and  malt,  principally  with  the 
manufacturing  districts. 

Newark,  the  most  important  of  these  towns,  will,  however,  be  provided  with 
an  outlet  by  the  proposed  Nottingham,  Newark,  and  Lincoln  line ;  and  by  the 
projected  Newark  and  Sheffield  line,  continued,  as  is  proposed,  to  join  the  Cam- 
bridge and  Lincoln  line  at  Sleaford,  it  would  obtain  very  direct  communication 
both  with  Sheffield,  Manchester*  and  the  North,  with  the  nearest  shipping  port, 
Boston,  and  with  London.  Grantham  also  might  be  connected  with  this  line  by 
a  short  and  easy  branch,  and  thus  all  the  principal  objects  of  the  direct  line 
of  the  London  and  York  scheme  attained,  in  connexion  with  the  Cambridge 
scheme,  at  a  tithe  of  the  expense. 

On  the  whole,  therefore,  we  are  decidedly  of  opinion  that  the  London  and 
York  scheme,  in  its  central  portion  between  Peterborough  and  Bawtry,  affords 
no  such  advantages  over  the  Cambridge  and  Lincoln  combination  as  to  com- 
pensate for  the  expense  of  constructing  and  working  so  many  miles  of  additional 
Railway. 

We  are  also  by  no  means  satisfied  that  the  practical  effect  of  the  "  loop'9  or 
second  line  might  not  be  to  neutralize  much  of  the  advantage  promised  by  the 
direct  trunk  line,  since,  in  order  to  avoid  the  expense  of  separate  trains  following 
each  other  at  a  very  short  interval,  there  would  be  an  inducement  to  detain  the 
through  train  at  the  far  junction,  in  order  to  add  to  it  the  carriages  of  .the  train 
which  had  parted  from  it  at  the  other  end,  and  run  round  the  loop. 

Having  thus  arrived  at  the  opinion  that  the  Cambridge  and  Lincoln  line 
deserves  a  preference  up  to  Lincoln,  it  remains  to  be  considered  in  what  manner 
the  northern  portion  of  the  scheme  may  be  most  advantageously  completed. 

For  the  completion  of  the  trunk  line  four  alternatives  present  themselves : 

1.  To  adopt  the  line  of  the  London  and  York  scheme,  by  Gainsborough, 
Doncaster,  and  Selby. 

2.  To  adopt  the  line  of  the  Midland  Company,  from  Lincoln  to  Doncaster 
and  Swinton,  and  the  Doncaster  Branch  of  the  York  and  North  Midland 
Railway. 

3.  To  adopt  the  Lincoln,  Leeds,  and  York  line. 

4.  To  adopt  the  line  of  the  Direct  Northern  scheme,  north  of  Lincoln. 

-  The  two  former  alternatives  appear  clearly  inadmissible,  from  the  consideration 
that  they  involve  an  unnecessary  circuit  of  8  or  9  miles  out  of  57.  The  point 
being  once  decided  that  the  main  trunk  line  is  to  go  by  way  of  Lincoln,  there  is 
clearly  no  sufficient  reason  for  bending  it  so  far  to  the  west  as  Doncaster,  when 
a  remarkably  easy  and  level  direct  line  can  be  obtained  by  way  of  Gainsborough 
and  Thome.  The  only  reason  assigned  for  this  circuit  is,  that  the  direct  line 
would  involve  the  necessity  of  a  swing-bridge  in  crossing  the  navigable  river 
Don ;  but  it  is  stated  to  us  that  this  is  not  the  case,  and  that  it  can  be  proved  in 
evidence  before  Parliament  that  vessels  with  standing  masts  have  never  ascended 
above  Stainfbrth,  where  there  is  a  fixed  bridge.  Even  if  this  had  been  other- 
wise, we  should  not  have  thought,  with  the  comparatively  insignificant  amount 
of  navigation  that  could  have  been  expected  to  ascend  to  Doncaster,  that  the 
existence  of  a  swing-bridge,  under  proper  regulations,  would  have  been  an 
objection  equivalent  to  that  of  diverting  the  great  trunk  line  from  London  to 
York  by  a  circuit  of  8  miles. 

The  Doncaster  route  appears  therefore  clearly  to  be  inadmissible,  unless  it 
were  resorted  to  with  a  view  to  save  expense,  by  availing  ourselves  as  far  as 
possible  of  the  existing  York  and  North  Midland  line  for  the  through  commu- 
nication. 
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In  this  point  of  view  a  considerable  saving  might  be  effected,  since  the  Hue 
from  Lincoln  vid  Gainsborough  to  Doncaster  and  Swinton  being  made  at  any 
rate,  the  communication  to  York  might  be  completed  by  the  proposed  Doncaster 
Branch  of  the  York  and  North  Midland  Railway,  the  length  of  which  is  only 
18  miles,  and  the  estimated  cost  185,000/.,  while  by  the  Direct  Northern 
scheme,  42  J  miles  of  new  Railway  from  Gainsborough  to  York  would  be 
required  in  order  to  complete  the  same  communication* 

Had  these  additional  24  miles  involved  such  a  serious  expense  as  to  compro- 
mise or  endanger  the  advantages  of  the  main  scheme,  the  same  considerations 
which  induced  us  to  give  a  preference  to  the  Cambridge  route  at  the  other 
extremity,  might  have  inclined  us  to  recommend  the  adoption  of  the  existing 
line  into  York  as'a  measure  of  economy.  But  the  difficulties  of  construction  at 
the  York  end  of  the  line  by  no  means  correspond  to  those  of  the  London  end  ; 
on  the  contrary,  the  line  is  of  remarkably  easy  execution,  running  almost  along 
the  surface  of  the  ground,  and  being  nearly  level,  with  the  exception  of  the 
short  inclinations  requisite  to  pass  roads  and  rivers ;  so  that  the  additional  cost 
of  the  independent  line  to  York  would  probably  not  exceed  400,000  /. 

By  this  additional  outlay  the  following  advantages  would  be  secured  : 

1.  The  main  trunk  line  from  York  to  London  would  be  shortened  10  miles. 

2.  The  distance  between  Hull,  and  Gainsborough,  Lincoln  and  London,  would 
be  shortened  15  miles. 

8.  The  distance  between  York  and  Hull,  and  York  and  Selby,  would  be 
shortened  eight  miles. 

4.  The  distance  to  the  port  of  Goole  from  all  places  to  the  north  and  south, 
would  be  greatly  reduced. 

5  .  A  rich  agricultural  district,  north  of  Lincoln,  comprising  a  population  of 
20,000  Or  30,000,  within  a  convenient  distance  of  the  proposed  line,  and  other- 
wise  unprovided,  would  be  supplied  with  Railway  communication. 

These  advantages  appear  to  us  amply  sufficient  to  warrant  the  additional 
outlay  for  an  independent  line  to  York ;  but  in  addition,  we  may  refer  to  the 
following  recommendation  contained  in  the  Fourth  Report  of  the  Commissioners 
who  inquired  into  the  best  means  of  Railway  Communication  between  England 
and  Scotland,  in  the  year  1841 : — 

u  We  consider  it  improper  that  the  traffic  of  any  new  line  should  open  upon 
the  York  and  North  Midland  Railway,  with  which  so  many  lines  are  already  in 
connexion,  as  to  render  delay  unavoidable,  and  collision  not  improbable.  In 
consequence  of  the  numerous  trains  of  luggage  and  passengers  using  this  line, 
nearly  two  hours  are  sometimes  occupied  in  passing  over  a  little  more  than  30 
miles  from  York." 

We  may  add,  that  the  position  of  the  York  and  North  Midland  line  as  part 
of  the  existing  link  of  communication,  with  which  a  new  Eastern  line  between 
London  and  York  would  compete,  renders  it  peculiarly  undesirable  that  any 

fortion  of  this  latter  line  should  be  dependent  upon  a  small  length  of  the  former, 
n  the  case  of  the  Northern  and  Eastern  line,  the  adoption  of  which  to  Cambridge 
we  have  recommended,  the  most  thorough  identity  of  interest  exists  between  it 
and  the  proposed  new  lines  for  completing  the  communication  northwards.  But 
the  effect  would  be  very  different  of  placing  a  short  link  of  a  few  miles  at  the 
York  end  of  this  great  scheme,  under  the  control  of  a  Company  haviiig  distinct, 
and,  to  a  certain  extent,  conflicting  interests. 

For  these  reasons,  we  conclude  that  the  chain  of  communication  from  London 
to  Lincoln  should  be  completed  by  a  direct  and  independent  line  northwards 
from  Lincoln  to  York. 

The  only  two  schemes,  as  we  have  said,  which  present  themselves  for  this 
purpose  are  the  Direct  Northern,  and  the  Lincoln,  Leeds,  and  York. 

The  former  scheme  has  the  advantage  of  having,  as  it  is  stated  to  us,  a 
subscription  deed  executed  for  4,000,000 /.  of  capital,  and  the  requisite  deposits 
lodged  in  the  Bank  of  England. 

Independently,  however,  of  this  consideration,  there  are  other  reasons  which 
make  it  obvious  that  a  preference  must  be  given  to  the  line  of  the  Direct  Northern. 
This  line  keeps  on  the  west  of  the  River  Ouse,  and  thus  avoids  the  necessity  of 
having  any  swing-bridges,  while  the  Lincoln,  Leeds,  and  York  line,  crosses  that 
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navigable  river  twice,  oivce  near  Selby,  and  again  close  to  York.  Where  the 
navigation  of  vessels  with  fixed  masts  is  not  considerable,  we  are  not  disposed  to 
think  that  the  existence  of  a  swing-bridge,  under  proper  regulations  and  arrange- 
ments, is  a  very  serious  objection,  and  if  any  considerable  advantage  in  respect 
of  distance  or  otherwise  had  been  attained  by  crossing  and  re-crossing  the  Ouse, 
we  should  have  been  prepared  to  balance  these  advantages  against  any  probable 
amount  of  interruption  to  the  navigation  or  to  the  traffic  upon  the  Railway.  But 
this  is  not  the  case  in  the  present  instance ;  the  difference  of  length  of  the  two 
lines  between  Selby  and  York  is  not  above  a  quarter  or  half  a  mile,  and  we  are 
aware  of  no  public  advantage  whatever  which  is  attained  by  keeping  on  the  east 
side  of  the  river.  This  being  the  case,  there  can  be  no  doubt  that  the  swing- 
bridges  are  in  themselves  a  decided  objection,  since,  under  the  most  favourable 
circumstances,  it  is  impossible  altogether  to  avoid  delay  and  some  risk  of 
accident. 

In  another  respect  also,  the  Direct  Northern  scheme  appears  to  be  decidedly 
preferable.  It  is  the  only  one  of  the  proposed  schemes  which  complies  with  the 
recommendation  of  the  Commissioners  above  quoted,  and  which  avoids  ail  inter- 
ference with  existing  lines  at  York.  It  proposes  to  form  an  independent  station 
for  York,  at  a  convenient  spot  upon  the  Tadcaster  road,  a  short  distance  from 
Micklegate,  and  thence  crosses  with  the  main  line  over  the  York  and  North 
Midland  Railway,  running  into  the  Great  North  of  England  line,  about  a  mile 
beyond  York.  The  advantages  of  this  arrangement  for  ail  through  traffic  from 
the  North  are  obvious,  since  trains  may  thus  be  run  past  York  with  no  more 
stoppage  than  is  required  at  an  ordinary  first-class  station ;  while  in  case  the 
whole  traffic  had  to  cross  the  York  and  North  Midland  line  on  a  level,  close  to 
the  station,  where  it  is  most  crowded,  the  loss  of  time  could  not,  under  the  most 
favourable  circumstances,  amount  to  less  than  20  minutes  or  half  an  hour. 
With  thfe  prospect  of  a  great  increase  of  traffic  in  the  already  crowded  York 
station,  from  tne  opening  of  the  Scarborough  and  other  lines,  and  with  the 
collision  of  interest  that  must,  to  a  certain  extent,  be  expected  to  prevail  among 
some  of  the  companies  using  that  station,  and  whose  rails  are  proposed  to  be 
crossed  on  the  level,  it  appears  to  us  that  such  an  arrangement  would  be  in  the 
highest  degree  inconvenient  and  even  dangerous.  The  inconvenience  and  delay 
of  such  arrangements  upon  great  lines  of  through  communication  have  been 
already  felt ;  and  one  of  the  great  objects  proposed  by  the  Trent  Valley  line  now 
before  Parliament,  is  to  get  rid  of  the  delay  incurred  at  Birmingham  in  the 
journey  between  London  and  Liverpool  and  London  and  Manchester.  With 
such  instances  before  us,  it  appears  to  us  that  it  would  be  unwise  to  incur 
voluntarily  a  similar  interruption  of  an  aggravated  character  in  the  great  line 
of  communication  between  London  and  Edinburgh. 

It  is  also  highly  desirable,  with  a  view  to  the  coal  traffic  from  the  North,  that 
a  through  communication  with  the  country  to  the  south  of  York  should  be 
afforded  without  the  necessity  of  passing  the  waggons  across  the  other  lines, 
and  interfering  with  their  passenger  and  goods  traffic.  With  such  a  commu- 
nication it  is  confidently  anticipated  by  the  Durham  coaiowners  that  they  will 
be  able  to  send  their  coals  in  large  quantities  down  to  Goole  and  Selby,  and  even 
into  the  north  of  Lincolnshire. 

c  For  these  reasons  we  have  arrived  at  the  conclusion  that  the  line  of  the  Direct 
Northern,  north  of  Lincoln,  affords  decidedly  the  best  means  of  completing  the 
main  line  of  communication  to  York ;  and  we  are  glad  to  be  able  to  state  that 
the  parties  themselves  have  taken  this  view,  and  that  the  Direct  Northern 
Company  have  stated  their  readiness  to  enter  into  arrangements  by  which,  in 
the  event  of  Parliament  considering  that  the  Cambridge  route  should  be  adopted, 
the  Cambridge  and  Lincoln,  in  conjunction  with  the  northern  portion  of  the 
Direct  Northern,  would  be  presented  as  an  integral  scheme  for  carrying  this 
purpose  into  effect. 

A  short  interval  of  about  two  miles  at  Lincoln  would  remain  to  be  filled  up, 
but  the  levels  of  the  two  lines,  and  the  nature  of  the  country,  make  it  perfectly 
easy  to  attain  this  object,  which  might  be  done  either  by  adopting  a  short  por- 
tion of  the  plans  and  sections  of  the  Lincoln,  Leeds,  and  York  line,  or  by  an 
application  to  Parliament  next  year. 

Having  thus  stated  our  views  with  regard  to  the  main  trunk  line  between 
London  and  York,  we  proceed  to  consider  the  lateral  communications  which  are 
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immediately  connected  with  it.  The  most  important  of  these  are  the  lines  pro- 
posed for  connecting  the  main  line  and  Lincolnshire  with  the  Manchester  and 
Sheffield,  the  Manchester  and  Leeds,  and  the  Midland  Railways,  and  through 
them  with  the  coal  fields  and  manufacturing  districts. 

Taking  Sheffield  as  the  first  point,  we  find  no  fewer  than  five  schemes  pro- 
posed, with  the  object  of  extending  Railway  communications  from  this  town  and 
from  the  Sheffield  and  Manchester  Railway,  eastwards. 

The  Sheffield  and  Lincolnshire ;  London  and  York,  Sheffield  Branch ;  and 
Rotherham,  Bawtry  and  Gainsborough  ;  are  competing  schemes  for  the  same 
object,  viz.  that  of  connecting  Lincoln  and  Gainsborough  with  Sheffield. 

The  same  object  is  also  attained  by  the  lines  from  Swinton  to  Doncaster  and 
from  Doncaster  to  Gainsborough,  in  connexion  with  the  main  line  from  Lincoln 
to  York. 

The  Newark  and  Sheffield  Railway,  in  connexion  with  the  Manchester, 
Sheffield,  and  Midland  Junction  (or  Sheffield  and  Chesterfield)  effects  another 
communication  from  Sheffield  more  to  the  south,  with  Nottinghamshire  and  the 
south  of  Lincolnshire. 

Of  these  lines  we  may  assume  that  a  communication  between  Swinton  and 
Gainsborough  is  indispensable.  It  affords  the  shortest  and  best  communication 
between  the  two  main  lines  of  the  Midland,  and  of  the  London,  Cambridge, 
Lincoln  and  York  Railways,  connecting  the  important  town  of  Doncaster  with 
both.  Also  it  affords  a  short  route  from  Lincolnshire  to  Manchester,  by  the 
Barnsley  Junction,  aud  Sheffield  and  Manchester  Railways,  and  to  Leeds, 
Wakefield,  and  the  West  Riding,  by  the  Midland,  and  .Manchester  and  Leeds 
lines.  And  what  is  even  of  more  importance,  it  jjives  a  direct  outlet  from  one 
of  the  best  Yorkshire  coal  fields,  that  of  Siikstone,  to  the  east  and  south. 

We  assume,  therefore,  that  this  communication  is  one  which,  under  any  circum- 
stances, is  necessary  to  be  made.  It  may  be  effected  either  by  a  branch  from  the 
main  York  line  to  Doncaster  (there  to  meet  the  Swinton  branch  of  the  Midlands) 
which  the  Direct  Northern  Company  offer  to  pledge  themselves  to  make,  and 
which  might  be  obtained  by  adopting  the  plans  and  sections  of  the  branch  of  the 
Lincoln,  Leeds,  and  York  line,  or  by  adopting  the  Midland  line  from  Swinton 
to  a  junction  with  the  Direct  Northern  at  or  near  Gainsborough.  The  latter 
alternative  would,  on  the  whole,  appear  to  us  to  be  preferable,  supposing  the 
Midland  Company  to  be  willing  to  offer  satisfactory  guarantees  for  the  fair  and 
unimpeded  transit  of  ail  traffic  to  and  from  the  east  over  this  and  their  existing 
line  on  moderate  terms. 

This  communication  being  effected,  it  seems  very  questionable  whether  any 
of  the  other  lines,  proposed  for  the  same  object,  of  connecting  Sheffield  with  Lin- 
coln and  Gainsborough,  is  required. 

The  Sheffield  and  Lincolnshire  line  is  52  $  miles  in  length,  with  an  estimated 
capital  of  700,000  /. ;  and,  with  the  exception  of  accommodating  the  two  small 
towns  of  Worksop  and  East  Retford,  it  appears  to  offer  no  very  decided  public 
advantage  beyond  that  of  affording  a  communication  between  Lincoln  and  Shef- 
field a  few  miles  shorter  than  by  the  Swiuton  route.  It  does  not  appear  to  us 
that  this  is  a  sufficient  object  to  justify  the  outlay  of  such  a  large  capital ;  neither 
do  we  think  that  this  line,.if  sanctioned,  having  to  compete  with  the  Swinton, 
the  Newark  and  Sheffield,  and  other  lines  of  Railway,  and  with  the  Chesterfield 
Canal,  to  which  it  runs  nearly  parallel,  would  be  at  all  likely  to  afford  an 
adequate  return. 

The  same  observation  applies  to  the  Sheffield  Branch  of  the  London  and 
York  scheme,  which  is  a  line  of  an  extremely  expensive  character,  being  esti- 
mated to  cost  700,000/.  for  20  J  miles.  This  branch,  if  made,  would  be  in 
direct  competition  with  the  Sheffield  and  Rotherham  and  the  Midland's  Swin- 
ton line,  and  to  a  certain  extent  with  the  proposed  Wakefield  Branch  of  the 
London  and  York  scheme  itself,  and  it  appears  evident  that  it  offers  no  suffi- 
cient public  advantage  to  justify  the  outlay. 

If  any  direct  line  from  Sheffield  eastward  were  required,  that  from  Rotherham 
by  Bawtry,  to  Gainsborough,  would  appear  to  be  decidedly  preferable.  It  is 
less  expensive,  being  estimated  to  cost  only  400,000  /. ;  and,  by  availing  itself 
of ^  the  existing  Sheffield  and  Rotherham  Railway,  avoids  what  appears,  under 
the  circumstances,  to  be  unnecessary  competition,  as  well  as  costly  and  unne- 
cessary 
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cessary  interference  with  house  property  in  Sheffield.  It  affords  a  better  con- 
nexion,  also,  with  the  important  market  town  of  Rotherham,  and  with  the  North 
Midland  Railway,  and  gives  as  direct  a  communication  as  could  be  desired 
with  Gainsborough  and  Lincoln,  accommodating  the  intermediate  towns  of 
Tickhili  and  Bawtry. 

This  line,  therefore  appears  to  us  decidedly  preferable  to  the  Sheffield  and 
Lincolnshire,  or  Sheffield  Branch  of  the  London  and  York ;  but,  at  the  same 
time,  we  do  not  feel  that  more  than  one  communication  from  Sheffield,  in  the 
direction  of  Gainsborough  and  Lincoln,  is  required,  or  would  be  supported 
under  existing  circumstances ;  and,  for  the  reasons  already  assigned,  we  are  of 
Opinion  that  the  Swinton  line  offers,  on  the  whole,  by  far  the  greatest  amount 
of  public  advantage. 

For  similar  reasons  we  do  not  consider  that  the  line  of  the  London  and  York 
scheme  from  Doncaster  to  Wakefield  is  required.  This  is  also  an  expensive  line, 
having  very  heavy  works  for  half  its  length,  and  accomplishing  no  public  object 
beyond  that  of  shortening  the  distance  from  Lincoln  and  Doncaster  to  Wakefield 
by  a  mile  or  two,  as  compared  with  the  route  of  Swinton  and  the  North  Mid- 
land Railway.  An  outlay  of  upwards  of  300,000  L  for  this  sole  purpose  would 
not  seem  to  be  justifiable,  and  indeed  it  appears  to  us  that  both  this  and 
the  Sheffield  Branch  before  referred  to,  are  proposed  mainly  with  a  view  to 
carrying  the  traffic  between  Lincolnshire  and  Manchester  by  an  independent 
route,  without  having  to  pass  over  any  intermediate  link  in  the  hands  of  a 
different,  and,  perhaps,  a  hostile  interest. 

This  obliges  us  to  refer  to  a  question  which  is  of  the  highest  importance,  both 
with  reference  to  this  and  to  other  instances,  viz.,  the  necessity  of  making  some 
provision  by  which  the  free  transit  of  traffic  may  be  secured  over  such  interme- 
diate links,  and  along  lines  of  communication  broken  up  into  several  portions. 
No  provision  has  been  made  hitherto  for  such  cases,  but  each  Company  has  been 
placed  by  Parliament  in  the  uncontrolled  possession  of  powers,  which,  if  exerted, 
would  enable  it  to  exact  an  unfair  toll  upon,  or  entirely  put  a  stop  to,  the  traffic 
of  its  neighbours.  There  is  nothing,  legally,  to  prevent  the  York  and  North 
Midland  Company,  for  instance,  who  hold  a  short  link  between  Manchester  and 
Hull,  from  imposing  the  maximum  charge  allowed  by  their  Act  of  Parliament 
upon  all  Manchester  and  Hull  traffic,  the  effect  of  which  would  be  to  give  them, 
for  the  transit  over  about  16  miles  of  Railway,  nearly  a  half  of  the  total  sum  which 
the  competition  of  canals  and  other  modes  of  conveyance  enabled  the  different 
companies  interested  to  obtain  from  the  public  for  the  whole  98  miles  between 
Manchester  and  Hull.  The  existence  of  such  uncontrolled  powers,  without  any 
tribunal  to  which  to  appeal  in  order  to  settle*  any  difference  which  might  arise, 
has  naturally  led  to  disputes  in  almost  every  instance  where  Companies  have 
been  so  connected,  and  to  those  disputes  may  be  attributed  a  very  large  propor- 
tion of  the  competing  schemes  which  are  now  brought  forward  throughout  the 
kingdom.  The  necessity  of  some  provision  by  which  Railway  Companies,  prin- 
cipally interested  in  particular  branches  of  traffic,  may  be  enabled  to  regulate 
the  rates  upon  that  traffic,  and  to  send  it  without  obstruction  or  delay  over 
portions  of  connecting  lines  upon  an  equitable  mileage  arrangement,  has  become 
so  apparent,,  both  for  the  interests  of  the  public  and  of  the  Railway  Companies 
themselves,  that  we  may  venture  to  assume  that  it  will  be  made.  Tiie  present  is 
not  a  proper  occasion  to  discuss  the  details  of  such  provision,  further  than  to 
observe  that,  while  it  will  be  a  serious  question  for  the  consideration  of  Par- 
liament in  what  manner  such  provision  should  be  made,  it  is  evident  that  the 
difficulties  described  can  only  be  completely  obviated  by  the  Legislature  pro- 
viding in  some  manner  or  other  an  effectual  means  of  deciding  differences  in 
which  the  public  convenience  is  involved,  and  of  enforcing,  either  by  com- 
pelling a  resort  to  arbitration  or  otherwise,  such  equitable  arrangements  in 
regard  to  mileages  on  through  traffic,  to  the  use  of  the  line  of  one  Company 
by  the  carriages  and  engines  of  another,  under  proper  regulations  for  safety,  or 
otherwise,  as  may  appear  to  be  required  for  insuring  the  full,  free,  and  unim- 
peded transit  ot  traffic  in  every  direction  over  the  complicated  network  of 
Railways  with  which  the  country  will  shortly  be  covered. 

Assuming  such  provision  to  be  made,  the  heavy  outlay  of  capital  and  extensive 
interference  with  property  occasioned  by  such  lines  as  those  of  the  London  and 
York  scheme  to  Sheffield  and  Wakefield,  would  clearly  be  unnecessary ;  although, 
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in  the  absence  of  it,  there  may  be  no  alternative  but  to  allow  duplicate  and  com- 

S-ting  lines  to  be  made  to  complete  communications  where  portions  of  existing 
ailway  intervene  which  woula  answer  the  purpose  equally  well. 

We  have  thought  it  right  to  state  these  views,  in  order  to  show  that  in  giving 
a  preference  to  the  Swinton  combination,  which  avails  itself  of  existing' lines,  we 
have  not  been  unmindful  of  the  difficulties  to  which  such  combinations  have 
hitherto  given  rise,  but  have  proceeded  on  the  supposition  that  such  difficulties 
will  be  obviated  in  future; 

The  next  lines  which  we  have  to  consider,  are  those  proposed  for  affording  a 
communication  from  Sheffield  to  the  south-east,  in  connexion  with  the  main 
line  through  Lincolnshire,  viz*  the  Manchester  and  Sheffield  and  Midland 
Junction  (Sheffield  to  Chesterfield),  and  the  Newark  and  Sheffield  (Chesterfield 
to  Newark).  The  first  of  these  lines  is  proposed  partly  with  a  view  of  cutting 
off  the  present  extremely  inconvenient  and  circuitous  angle  in  the  communica- 
tion of  Sheffield  with  the  south,  and  partly  of  opening  up  an  extensive  coal  field 
between  Sheffield  and  Chesterfieldi  Both  these  objects  appear  to  be  unexcep* 
tionable  on  public  grounds,  and  it  is  stated  to  us  that  the  advantage  to  the  town 
of  Sheffield  will  be  considerable, .  from  the  introduction  of  a  description  of  coal 
well  suited  for  its  manufactures,  at  reduced  rates*. 

Thi*  line  is,  however,  in  parts,  of*  a  difficult  and  expensive  character;  and  aa 
an  isolated  scheme  we  should  have  soma  doubts  how  far  the  traffic  likely  to 
pass  over  it  would:  be  sufficient  to  support  it;  but  having  regard  to  the  obvious 
advantages  which  it  would  afford  to  the  town  of  Sheffield,  and  to  its  position 
with  reference  to  the  Sheffield  and  Manchester  and  to  the  Newark  and  Sheffield 
line,  which  we  proceed  next  to  consider,  we  do  not  feel  that  we  should  be  war- 
ranted1 in  reporting  our  opinion  that  there  are  public  grounds  which  ought  to 
be  decisive  against  the  scheme. 

The  Newark  and  Sheffield  line  is  projected  with  a  view  of  affording  a  direct 
outlet,  towards  Sheffield  and  the  manufacturing  districts,  for  the  produce  of 
Nottinghamshire  and  South  Lincolnshire,  and  also  an  outlet  for  the  coals  of  the 
Chesterfield,  Dronfield,  Mansfield,  and  Pinxton  coal  fields,  towards  the  east  and 
south-east.  It  was  originally  proposed  with  a  view  to  join  the  London  and 
York  Railway  at  Newark,  but  its  promoters  state  that  it  admits  of  an  easy- 
extension  to  Sleaford,  for  which  they  would  apply  in  a  future  Session,  which 
would  connect  it  equally  well,  or  better,  with  the  line  of  the  Cambridge  and 
Lincoln,  This  line,  in  connexion  with  the  proposed  branch  from  the  Cam* 
bridge  and  Lincoln  line  to  Boston,  would  thus  form  a  complete  line  from  Man- 
chester and  Sheffield  to  Boston,  passing  through  a  rich  and  unoccupied  agri- 
cultural district,  and  affording  the  shortest  communication  with  several  impor- 
tant coal  fields  and  quarries  of  the  best  building  stone,  besides  accommodating. 
Mansfield,  Newark,  and  several  considerable  towns.  We  are  of  opinion, 
therefore,  that  the  scheme  offers  considerable  public  advantages,  and  that,  if  no 
intermediate  line  from  Sheffield  eastward,  between  this  and  the  Swinton  and 
Gainsborough  line,  should  be  for  the  present  sanctioned,  a  fair  remuneration 
might  be  expected  upon  the  capital  required  for  the  construction  of  these, 
which  we  consider  to  be  decidedly  the  more  important  lines  for  public 
purposes. 

The  next  important  question  of  lateral  communications  in  connexion  with  the 
main  question,  has  reference  to  the  extension  of  Railway  accommodation  to  the 
port  of  Goole.     For  this  object  no  fewer  than  four  schemes  are  proposed ;  viz. 

The  Wakefield,  Pontefract,  and  Goole ; 
The  York  and  North  Midland  and  Goole  ; 
The  Barnsley  and  Goole; 
The  Doncaster  and  Goole; 

in  addition  to  a  short  line  from  Goole  to  Snaith,  the  plans  and  sections  of  which 
have  been  deposited  by  the  Aire  and  Calder  Canal* Company,  who  are  the  pro- 
prietors of  the  docks  at  Goole,  with  a  view  however,  as  it  is  believed,  of  securing 
a  certain  control  over  so  much  of  the  terminus  of  whatever  Railway  may  be 
sanctioned  to  Goole  as  lies  within  the  property  belonging  to  them,  and  which 
may  afterwards  be  required  for  the  extension  of  dock  accommodation.  This  is 
an  object  which,  if  required,  may  be  attained  better  by  the  insertion  of  clauses 
in  the  Bill  of  the  successful  Railway  than  by  the  inconvenient  arrangement  of 
placing  a  short  link  of  the  line  in  the  hands  of  a  distinct  company,  who  as 
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owners  in  the  canal,  must  be  expected  to  have  a,  competing  interest,  and  we 
therefore  shall  at  once  exclude  the  Goole  and  Snaith  scheme .  from  our 
consideration. 

With  regard  to  the  other  schemes,,  it  appears  to  us  that  the  importance  of  the 
import  and  export  trade  of  ithe  Humber  fully  justifies  the  construction  «of  some 
.one  line  of  Railway  to  the  port  of  Goole.  Although  this  port  can  hardly  he 
considered  as  a  rival  of  Hull,  which  must,  in  all  probability,  continue  to  com- 
mand the  greater  part  of  the  extensive  foreign  trade  to  the  north  and  east  of 
Europe,  carried  on  from  the  manufacturing  districts  through  the  Humber,  it  is 
.one  of  considerable  importance,  whose  trade,  which  has  suffered  much  from  the 
.advantage  .afforded  to  Hull  of  being  the  sole  point  connected  by  Railway  with 
.the  interior,  is  likely  to  receive  considerable  increase  when  a  similar  advantage 
shall  be  extended  to  it.  For  the  coasting  trade  especially,  consisting  in  the 
.import  of  corn  and  agricultural  produce  for  the  use  of  the  manufacturing  dis- 
tricts and  in  the  export  of  coal,  the  port  of  Goole  offers  considerable  advantages, 
and  the  trade  already  carried  on  is  very  extensive. 

The  corn  market  of  Wakefield,  which  is  one  of  the  largest  in  the  kingdom, 
.and  the  principal  entrep&t  for  the  consumption  of  a  great  part  of  the  manufac- 
turing districts,  is  supplied,  to  a  great  extent,  by  corn  grown  in  the  counties  of 
Xincoln,  Cambridge,  and  Norfolk,  and  shipped  coastwise  to  the  port  of  Goole, 
whence  it  is  forwarded  by  the  Knottingley  and  Goole,  and  Aire  and  Calder 
Canals.  The  quantity  of  grain  thus  passing  through  the  port  of  Goole  to 
Wakefield  is  stated  to  be  not  less  than  15,000  quarters  per  week,  in  addition  to 
large  quantities  sent  to  Leeds,  and  in  other  directions. 

Wool  and  other  produce  of  the  eastern  agricultural  counties  is  also  conveyed 
by  the  same  channel  to  the  manufacturing  districts  in  large  quantities ;  and  this 
import  trade  is  chiefly  balanced  by  an  export  of  coal,  lime,  &c„  affording  return 
.freights. 

Keeping  these  circumstances  in  view,  it  appears  to  us  that  the  principal  objects 
to  be  attended  to  in  laying  down  a  line  of  Kailway  for  Goole,  are  best  attained 
by  the  Wakefield,  Pontefract,  and  Goole  scheme. 

The  Barnsley  and  Goole,  and  Doncaster  and  Goole  schemes  provide  only  for  the 
,partial  attainment  of  one  of  the  objects  referred  to,  viz.  the  export  of  coals.  They 
are  laid  out  principally  with  a  view  of  affording  an  outlet  from  the  Silkstone  coal- 
.field  to  Goole,  and  although  this  may  be  a  very  desirable  object,  it  is  hardly 
sufficient  to  justify  the  expenditure  of  the  large  sums  required,  when  the  same 
object  may  be  attained  almost  equally  well,  in  addition  to  others  equally  im- 
portant, by  another  combination. 

The  Wakefield,  Pontefract,  and  Goole  scheme,  in  connexion  with  the  main 
•line  from  London,  via  Cambridge  and  Lincoln  to  York,  will  accomplish  the 
following  objects  : 

1.  It  will  provide  a  direct  and  independent  line  for  the  largest  and  most  im- 
portant branch  of  traffic  existing  at  Goole,  viz.  that  of  corn  and  agricultural 
, produce  to  Wakefield  and  the  manufacturing  districts. 

2.  It  will,  at  the  same  time,  by  ite  connexion  with  other  Railways,  afford  a 
,good  Kailway  communication  from  Goole  in  every  direction,  viz.  by  the  London, 
Xincoln,  and  York  line,  to  the  metropolis,  and  to  the  north  and  south ;  and  by 
.the  Manchester  and  Leeds,  and  North  Midland  lines  to  Manchester,  Leeds, 
^Bradford,  Halifax,  Sheffield,  and  the  whole  of  the  manijfacturing  districts,  and 
.of  the  West  of  England. 

3.  It  will  thus  afford  a  direct  communication  from  the  nearest  coal  field,  that 
of  Wakefield,  and  one  only  a  few  miles  circuitous  from  that  of  Silkstone,  in  addi- 
tion to  a  communication  with  the  Durham  coal  field,  by  means  of  the  northern 
lines. 

4.  It  will  accommodate  an  important  intermediate  district,  including  the 
borough  of  Pontefract,  with  a  population  of  12,000,  and  a  considerable  malting 
trade;  and  Knottingley,  a  place  known  for  its  excellent  lime  quarries,  from 
which  about  65,000  tons  of  lime  are  exported  annually. 

5.  It  will  afford  a  good  connexion  from  Leeds,  the  West  Riding,  and  the 
manufacturing  districts,  to  the  main  eastern  line  from  London  to  York,  and  will 
supply  the  purpose  of  a  necessary  branch  from  that  line. 
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These  objects  seem  to  us  abundantly  sufficient  to  justify  the  construction  of 
the  Wakefield,  Pontefract,  and  Goole  line,  the  estimated  cost  of  which  is  only 
365,000/.  , 

It  is  true  that  the  same  objects  might  be  attained  more  economically,  though 
less  perfectly,  by  substituting  for  the  Wakefield,  Pontefract,  and  Goole  line, 
either  the  branch  from  the  York  and  North  Midland  Railway,  at  Brayton,  the 
estimated  cost  of  which  is  only  105,000  Z.,  or  the  Leeds  branch  of  the  Lincoln, 
Leeds,  and  York  line,  to  Normanton,  in  connexion  with  a  short  branch  to  Goole. 
But  the  former  of  these  schemes  would  give  no  accommodation  to  Pontefract, 
and  the  intermediate  district,  and  would  involve  a  considerable  circuit  upon  most 
of  the  traffic  in  corn  and  coals  to  and  from  the  interior,  in  addition  to  the  delay 
and  inconvenience  of  compelling  all  this  traffic  to  pass  over  the  most  crowded 
portion  of  the  York  and  North  Midland  Railway,  the  inconvenience  of  which 
has  been  already  referred  to  in  the  Commissioners'  Report ;  and  through  the 
Normanton  station,  which  is  already  the  centre  of  such  a  large  amount  of  traffic, 
and  where  the  space  is  already  limited. 

The  other  scheme  of  the  Lincoln,  Leeds,  and  York  Company's  Leeds  Branch, 
is  also  open  to  the  latter  objection,  and  is  imperfect  for  the  reasons  which  have 
already  induced  us  to  consider  the  main  scheme  with  which  it  is  connected  as 
inadmissible,  and  because  no  Goole  Branch  in  connexion  with  it  is  actually 
proposed. 

Under  these  circumstances,  and  considering  that  the  traffic  is  likely  to  be 
sufficient  to  support  a  good  line  to  Goole,  we  have  no  hesitation  in  reporting 
our  opinion  that  the  Wakefield,  Pontefract,  and  Goole  line  appears  to  us  to 
deserve  a  preference  over  the  other  competing  schemes  proposed  for  that  purpose. 

Two  schemes  are  proposed  for  extending  Railway  communication  in  the 
northern  and  north-eastern  portions  of  Lincolnshire,  which,  although  not 
dependent  on  the  decision  of  the  main  question  between  London  and  York,  are 
in  some  measure  connected  with  it ;  viz. 

The  Great  Grimsby  and  Sheffield,  and 
The  Hull  and  Gainsborough. 

The  former  of  these  lines  runs  from  Gainsborough,  by  Glandford  Brigg,  to 
Great  Grimsby,  with  branches  to  New  Holland,  opposite  to  Hull,  and  to  Market 
Rasen,  while  the  latter  runs  directly  from  Gainsborough  to  New  Holland.  An 
inspection  of  the  map  will  show  that  these  are  directly  competing  schemes, 
and  that  the  former  is  much  more  comprehensive  in  its  object,  comprising 
the  accommodation  of  the  important  agricultural  district  of  North  Lincoln- 
shire, and  the  connexiou  of  its  principal  market  towns  with  one  another,  with 
Lincoln  and  Gainsborough,  and  with  the  port  of  Great  Grimsby,  which  is 
represented  as  capable  of  great  improvement,  while  the  object  of  connecting  the 
Ferry,  opposite  to  Hull,  with  the  main  Eastern  line  of  Railway,  is  accomplished 
by  only  a  slight  circuit.  These  considerations  appear  to  us  to  be  decisive, 
more  especially  as  we  do  not  think  that,  owing  to  the  interruption  of  nearly 
three  miles  of  ferry  across  the  Humber,  and  to  the  great  shortening  in  the 
Railway  communication  from  Hull  to  the  south,  which  will  be  effected  by  the 
proposed  main  line  by  way  of  Selby,  any  line  from  New  Holland  Point  is 
likely  to  be  of  material  advantage  to  the  town  of  Hull.  The  accommodation  of 
North  Lincolnshire,  therefore,  appears  to  us  to  be  the  main  object ;  and  as  this 
is  much  better  effected  by  the  Grimsby  line,  which  is  likely  to  afford  great 
benefits  to  an  important  district,  while,  at  the  same  time,  there  is  lair  reason  to 
hope,  from  the  estimates  of  cost  and  traffic,  that  it  will  be  able  to  support  itself, 
we  have  to  report  our  opinion,  that  it  appears  to  us,  upon  public  grounds,  to  de- 
serve a  preference. 

With  regard  to  the  lateral  communications  further  to  the  south,  we  have 
already  stated  our  reasons  why  the  Branch  from  the  London  and  Birmingham 
Railway  to  Bedford,  which  at  a  slight  cost,  the  estimated  capital  being  only 
125,000  /.,  affords  a  communication  both  with  London  and  Birmingham,  and  the 
manufacturing  districts,  appears  to  us  to  be  unobjectionable  on  public  grounds; 
and  also  why  the  Branch  from  the  Northern  and  Eastern  line  at  Hertford  to 
Hitchin  and  Biggleswade  would  appear,  in  the  event  of  the  rejection  of  any 
trunk  through  that  district,  to  be  deserving  of  sanction. 

The  Ely  and  Bedford  line,  projected  in  the  same  district,  appears  to  us  to  be 
one  which  at  some  future  period  may  be  required,  but  which  can  hardly  be 
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considered  at  present  until  the  main  question  of  the  trunk  lines  in  that  quarter 
has  been  decided,  and  a  sufficient  time  has  elapsed  to  consider  the  effect  of  that 
decision ;  and  we  therefore  recommend  its  postponement. 

The  only  remaining  lateral  schemes  are  those  of  the  Midland  Counties  from 
Nottingham  to  Newark  and  Lincoln,  and  from  Syston  to  Peterborough. 

We  are  not  aware  of  any  opposition,  on  public  grounds*  to  either  of  these 
lines,  and  they  are  calculated  to  afford  considerable  local  accommodation  to  the 
districts  traversed ;  more  especially  in  the  conveyance  of  corn  and  agricultural 
produce,  and  of  coals.  When  lines  of  this  description  are  thus  proposed,  for  the 
accommodation  of  an  unoccupied  district,  by  an  existing  company,  with  ample 
resources  to  ensure  their  completion  and  efficient  working,  and  when,  as  in  this 
instance,  they  interfere  with  no  other  existing  or  projected  Railway,  we  are 
aware  of  no  public  reasons  which  should  lead  us  to  report  them  undeserving  of 
the  sanction  of  the  Legislature. 

There  are  some  points  of  detail  connected  with  the  passing  of  the  Syston  and 
Peterborough  line  through  the  town  of  Stamford,  and  the  crossing  of  a  public 
road  there  on  the  level,  to  which  we  beg,  however,  to  direct  the  attention  of  the 
Committee  on  the  Bill ;  and  also  to  the  mode  of  effecting  a  junction  with  the 
other  lines  in  or  near  Peterborough. 

We  now  proceed  to  recapitulate  briefly  the  conclusions  at  which  we  have 
arrived,  and  the  leading  results,  with  reference  to  a  great  national  system  of 
Railway  communication,  which  we  have  had  in  view  in  submitting  for  the  con- 
sideration of  Parliament  the  recommendations  contained  in  this  Report. 

The  adoption  of  the  Cambridge  and  Lincoln,  and  northern  portion  of  the 
Direct  Northern  lines  in  connexion  with  the  line  of  the  Northern  and  Eastern, 
which  will  shortly  be  opened  to  Cambridge,  and  with  the  Tottenham  and 
Farringdon  Street  Extension,  will  afford  an  integral  and  independent  trunk 
line  to  the  north,  which,  having  regard  to  gradients,  is  probably  as  short,  in 
point  of  time,  as  could  possibly  be  constructed ;  with  a  first-rate  metropolitan 
terminus ;  passing  through  the  principal  towns  on  the  eastern  side  of  the  king- 
dom between  London  and  York,  by  the  route,  the  first  stage  of  which  has  been 
already  sanctioned  by  Parliament,  and  which  has  been  always  considered  as  the 
most  natural  and  desirable. 

By  this  line,  from  die  completion  of  the  portion  as  far  as  Cambridge,  and 
from  the  extreme  facility  of  execution  of  the  remainder,  all  the  public  advan- 
tages that  can  reasonably  be  anticipated  from  economy  of  construction  will  be 
insured.  The  completion  of  the  whole  undertaking  within  a  moderate  period, 
and  whatever  may  be  the  state  of  the  money  market,  or  rise  in  the  price  of 
labour  and  iron  may,  from  this  cheapness  of  construction,  be  rendered  certain  by 
the  introduction  of  proper  clauses.  The  existence  of  the  undertaking  in  a  state 
of  independence,  affording  to  the  public  whatever  benefits  may  be  justly  expected 
to  result  from  the  existence  of  a  second  trunk  line  from  London  northwards, 
and  from  the  indirect  effects  of  competition,  will  be  also  rendered  much  more 

Itrobable  than  could  possibly  be  the  case  if  an  expensive  line  were  sanctioned, 
ess  capable  of  carrying  at  low  fares  and  sustaining  competition.  At  the  same 
time  nothing  will  be  created  that  can  be  considered  as  unfair  or  injurious  com- 
petition, or  that  will  tend  to  depreciate  the  large  amount  of  capital  that  has  been 
invested  (hitherto  unproductive^)  in  the  existing  Eastern  Counties  and  Midland 
lines. 

The  extreme  cheapness  of  construction  of  the  new  lines  from  Cambridge  to 
York  will  render  it  both  practicable  and  equitable  to  secure,  by  legislative  pro- 
visions, a  lower  system  of  fares  and  charges,  and  greater  advantages  than  have 
hitherto  been  contemplated.  Indeed,  the  parties  themselves  voluntarily  offer 
such  advantages,  and,  what  is  more  material,  are  in  a  condition  to  carry  their 
offers  into  effect.  • 

The  Direct  Northern  Company  have  stated  their  intention  of  offering  to  intro- 
duce clauses  into  their  Act,  binding  themselves  to  carry  passengers  at  the  fol- 
lowing rate: — 

"  First  Class  -        -        -       —        -  at  2  d.  per  mile. 
u  Second  Class      -        -        -       .  -   „  1  j  d.    „ ' 
"Third  Class        >        -        -        -   „  1  d.     .„. 

"  To  run  at  the  least  two  third-class  trains' per  -day  each  way  between  London 

and  York;  that  the  carriages  shall  be  properly  seated  and  covered  in,  and  the 
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passengers  completely  protected  from  the  weather,  rand  that  all  the  ordinary 
attentions  and  privileges  as  to  baggage,  &e.  afforded  to  the  other  passengers  shall 
be  given  to  the  third-class  passengers. 

"  To  run,  besides  the  through  trains,  short  trains  for  the  accommodation  of  the 
local  traffic,  at  times  best  suited  to  the  convenience  and  interests  of  the  inter- 
mediate population. 

*'  To  carry  coals  at  seven-eighths  of  1  d.  per  ton  per  mile,  and  fish,  bjr  first-claw 
trains,  at  4  df.,  and  by  third-class  trains,  at  3  d.  per  ton  per  mile/' 

And  they  state  that  they  offer  these  advantages  to  the  public  in  the  most  per- 
fect confidence  that  they  are  justified  in*  doing  so,  commercially  speaking. 

The  traffic  estimate  of  the  Cambridge  and  Lincoln. Company,  has  been  taken 
at  an  average  of  1 J  d.  per  passenger  per  mile ;  lid.  per  ton,  or  id.  per  quarter 
per  mile  on  corn  and  flour ;  1  d.  per  head  per  mile  on  fat  cattle,  and  one-fifth 
of  id.  per  head  per  mile  on  sheep ;  with  rates  low  in  proportion  on  wool,  coals, 
and  general  merchandize,  and  it  shows  a  profit  of  nine  per  cent,  on  thee  estimated 
capital. 

There  appears,  therefore,  no  reason  to  doubt  that  a  tariff  of  charges  somewhat 
similar  to  the  above,  might  be  safely  and  fairly  enforced,  with  ample. provision 
for  securing  good  accommodation  for  all  classes  of  passengers,  and  also  tor 
securing  the  running  of  one  or  two  quick  trains  daily,  between  London  and 
York,  at  whatever  speed  was  adopted  upon  other  Railways,  or  was  consistent  with 
safety,  which  would  certainly  reduce  the  time  of  the  journey  to  lass  than  six 
hours. 

The  advantages  resulting  from  the  establishment  of  such  a  system  of  low 
charges  would  not  merely  be  confined  to  the  Railway  in  question  between 
London  and  York,  but  would  indirectly  extend  an.  influence  over  many  other  parts 
of  the  general  Railway  system.  A  fair  participation,  also,  in  whatever  further 
advantages  might  result  from  the  increase  of  traffic  and  population,  car  from  in- 
creased economy  in  working,  owing  to  further  improvements,  would  be  secured 
to  the  public  by  the  operation  of  the  option  of  revision,  which,  in  this  case,  owing 
to  the  smallness  of  tne  original  outlay,  would  hold  out  an  unusual  prospect  of 
becoming  the  means  of  insuring  important  advantages  for  the  future. 

In  the  meantime,  however,  the  result  would  be,  that  first-class  passengers 

would  be  enabled  to  travel  from  London  to  York  for  a  charge  not  exceeding  30  s. 

or  35^.,  in  a  time  not  exceeding  six  or  seven  hours,  while  passengers,  to  whom 

economy  was  an  object,  would  be  conveyed  in  comfortable  covered  carriages  at 

..charges  proportionally  less. 

With  regard  to  the  other  main  object,  that  of  affording  a  ready  communication 

between  the  great  food-producing  districts  of  the  East  of  England,  and  the  great 

food-consuming  markets,  viz.    the  metropolis  and  the  manufacturing  districts, 

an  inspection  of  the  map  will  show  that  very  complete  provision  is  made  by  die 

'lines  whose  sanction  we  have  recommended. 

The  Bedford  and  London  and  Birmingham,  in  connexion  with  the  Hitchin 
and  Biggleswade  Branch  of  the  Northern  and  Eastern,  and  the  trunk  line  to  Cam- 
bridge, afford  a  ready  outlet  for  the  produce  of  Bedfordshire  and  Hertfordshire. 

Cambridgeshire  and  the  Eastern  Counties  are  provided  with  a  double  outlet 

.towards  the  metropolis  by  the  Cambridge  and  Eastern  Counties  lines,  and 

towards  the  manufacturing  districts  by  the  Norwich  and  Brandon  and  Ely  and 

.  Peterborough,  in  connexion  with  the  lines  to  the  north  and  west  of  Peterborough. 

.From  that  point  the  Syston  and  Peterborough  line  continues  the  communica- 
tion through  Rutlandshire  and  Leicestershire,  to  Leicester,  Nottingham,  Derby, 
.Birmingham,  and  by  the  Churnet  Valley  line  to  the  Potteries,  Macclesfield,  Stock- 
port, and  Manchester ;  while  the  Lynn  and  Ely,  and  the  proposed  Stamford  and 
Spalding  Branch  of  the  Cambridge  and  Lincoln,  complete  this  chain  of  com- 
munication across  to  the  German  Sea. 

Further  north  the  trunk  line  of  the  Cambridge  and  Lincoln  traverses  the 
heart  of  the  rich  agricultural  district  of  Lincolnshire,  while  the  Newark  and 
Sheffield  Railway,  in  connexion  with  its  proposed  extension  to  Sleaford,  and  with 
the  Branch  of  the  Cambridge  and  Lincoln  line  to  Boston,  completes  another 
transverse  communication  from  Manchester  and  Sheffield,  through  the  heart  of 
Nottinghamshire  and  Lincolnshire,  to  that  port. 

.Still  further  to  the  north,  the  Railway  accommodation  of  Lincolnshire  is 
completed  by  the  trunk  line  through  its  county  town  and  Gainsborough,  iuoid  by 
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the  Great  Grimsby  line;  while  a  double  outlet  for  its  produce  is  afforded  to  the 
west,  either  by  the  Doncaster  and  Swinton  route  in  connexion  with  the  Mid* 
land  line,  or  by  the  trunk  line  to  York  in  connexion  with  the  Wakefield,  Poit* 
tefract,  and  Goole. 

By  the  last-mentioned  line  a  ready  access  is  afforded  for  such  of  the  agricul- 
tural produce  of  the  East  as  may  have  been  collected  by  water  conveyance,  to  the 
great  entrepM  of  Wakefield,  and  thence  to  the  manufacturing  districts. 

On  the  other  hand,  the  great  object  of  securing  a  ready  supply  of- coal  for  the 
eastern  agricultural  districts  has  been  equally  attended  to.  With  a  view  to 
cheapening  the  price  of  this  important  article,  It  is  highly  important  not  only 
that  the  actual'  charge  of  transport  should  be  reduced,  but  also,  that  as  many 
sources  of  supply  as  possible  should  be  brought  into  play,  in  order  that  the  con- 
sumer may  enjoy  the  full  benefit  of  such  reduced  charges,  and  of  competition. 

By  the  schemes  now  recommended  this  is  provided  for  in  the  following 
manner: — 

1st.  By  adopting  the  most  direct  line  from  York,  southwards,  and  avoiding 
the  inconvenience  of  passing  through  the  York  station,  the  coals  of  the  South 
Durham  coal  field  will  be  brought  into  competition  over  a  considerable  area  to 
the  south  of  York. 

2dly.  By  the  Wakefield,  Pontefract,  and  Goole  line,  an  abundant  supply  of 
coal  from  the  nearest  fields  will  be  provided  for  shipment  and  distribution 
among  the  eastern  counties. 

3dly.  The  Swinton  and  Gainsborough  line,  iji  connexion  with  the  Barnsley 
Junction,  and  with  the  proposed  Eastern  line,  will  afford  a  direct  outlet  for  the 
best  coals  of  the  Yorkshire  field,  those  of  Silkstone  and  Elsecar. 

4thly.  By  the  Newark  and  Sheffield  line,  a  direct  communication  will  be 
given  to  the  south  and  east  from  the  nearest  coal  fields,  those  of  Mansfield  and 
Pinxton  ;  and  also  in  connexion  with  the  Sheffield  and  Chesterfield,  and 
Midland  lines,  from  those  of  Dronfield  and  Clay  Cross. 

5thly.  By  the  Syston  and  Peterborough  line  a  further  outlet  for  the  Derbyshire 
coal  fields  will  be  afforded  into  Leicestershire  and  Rutlandshire,  and  through 
Stamford  and .  Peterborough  to  the  east,  where  they  will  meet  the  supplies  of 
sea-borne  coal  brought  upwards  by  the  proposed  railways  from  boston, 
Spalding,  and  Lynn* 

It  would  be  difficult  to  overrate. the  advantages  that  may  be  expected  to  result 
from  the  establishment  of  a  system  under  which  coals  shall  be  carried  over  all 
this  scheme  of  railways  at  rates  not  exceeding  (exeept  for  short  distances)  |  <£. 
per*  ton  per  mile  for  toll  and  locomotive  power,  a  rate  which  is  already  adopted 
on;  the  Midlands  Railway,  and  which  might,  undir  the  circumstances  of  the 
lines  in  question,  be  very  properly  enforced.  The  best  Derbyshire  and  York- 
shire coals  could  thus  be  brought  even  to  the  metropolis  at  rates  which  would 
allow  of  their  being  sold  at  prices  little  if  at  all  exceeding  20  s.  per  ton,  while 
they  would  be  disseminated  over  the  whole  of  the  Midland  and  Eastern  agricul- 
tural districts  at  prices  proportionably  less,  according  to  the  reduced  distance. 

The  benefits,  thus  conferred  on  these  districts,  in  addition  to  those  resulting 
from  the  means  of  cheap  and  expeditious  intercourse  for  passengers,  and  for  the 
transport  of ^corn,. cattle,  and  other  agricultural  produce,  being  afforded  in  every* 
direction,  and  to  all  the  principal  markets  of  the  kingdom,  would,  we  are  con- 
vinced, be  of  the  greatest  importance ;  and  it  appears  to  us,  that  by  the  com- 
bination of  schemes  which  we  have  described,  these  great  objects  would  be 
attained  as  securely,  as  completely,  and  as  economically  as  it  is  possible  to 
expect,  and  much  more  so  than  would  be  the  case  if  any  of  the  other  combina- 
tions which  now  present  themselves  should  be  preferred. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
Schemes,  "That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature/' 
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In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified,  by  a  due  regard  for  private  rights 
ajid  interests. 

DALHOUSIE. 


C.  W.  PASLEY. 

D.  O'BRIEN. 


G.  R.  PORTER. 
S.  LAING. 
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REPORT  of  the  Railway  Department  of  the  Board 
of  Trade  on  the  Manchester  and  Leeds  District. 


Railway  Department, 
Board  of  Trade,  Whitehall. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  qf 
Privy  Council  for  Trade,  for  the  transaction  of  Railway  business,  having 
had  under  consideration  the  different  schemes  deposited  with  the  Railway 
Department  for  extending  Railway  communication  in  the  Manchester  and  Leeds 
district,  have  determined  on  submitting  the  following  Report  thereon  for  the 
consideration  of  Parliament. 

In  this  case,  the  question  of  preference  between  schemes  proposed  for  com- 
pleting the  Railway  communication,  of  a  district  in  connexion  with  an  existing 
trunk  line,  and  schemes  similar  in  their  general  object,  proposed  by  inde- 
pendent Companies,  is  so  deeply  involved,  that  we  think  it  desirable  to 
commence  our  Report  by  quoting  the  following  passage  from  our  previous  • 
Report  on  the  South  Eastern  district,  in  which  the  principles  by  which  we  have 
been  guided  in  such  cases  are  fully  stated  : — 

"  The  list  of  schemes  in  this  district  shows  that  on  the  one  hand  a  very 
extensive  and  comprehensive  system  for  the  accommodation  of  the  whole 
Kentish  and  South  Eastern  district,  is  proposed  by  the  South  Eastern  Company, 
in  connexion  with  their  existing  lines ;  while,  on  the  other  hand,  the  same  or 
nearly  the  same  objects  are  proposed  to  be  attained  by  a  number  of  new  and 
independent  schemes. 

"  This  renders  it  necessary  that  we  should  begin  by  an  explicit  statement 
of  the  principles  which  have  guided  us,  in  this  and  similar  cases,  in  forming  an 
opinion  whether  a  preference  ought  or  ought  not  to  be  given,  and  if  given, 
under  what  conditions  and  to  what  extent,  to  lines  for  completing  the  accom- 
modation of  particular  districts,  which  lines  are  in  connexion  with  existing 
Railways  in  those  districts.  % 

"  In  this,  as  in  every  other  case,  we  have  endeavoured  to  keep  steadily  in 
view  the  attainment  of  the  greatest  amount  of  public  advantage.  We  have  not 
recognized  the  existence  of  anything  like  a  vested  right  in  existing  Companies 
to  be  protected  from  the  same  description  of  competition  which  they  have 
themselves  inflicted  on  canals  and  other  existing  modes  of  communication. 
Beyond,  perhaps,  a  bare  preference,  in  cases  of  absolute  equality,  due  to  the 
interests  of  shareholders,  who  themselves  constitute  a  portion  of  the  Public,  we 
have  not  considered  that  an  existing  Railway  Company  could  claim  any  pre- 
ference over  other  parties  proposing  to  effect  the  same  objects,  beyond  that 
which  might  result  from  an  identification  of  interest  with  the  Public. 

"  Considering  the  subject  in  this  point  of  view,  it  appears  to  us  that,  as  a 
general  rule,  the  most  important  point  for  the  interests  of  the  Public,  is  to 
secure  the  best  permanent  lines  of  Railway  communication  for  the  country  at 
large  and  for  the  wants  of  the  district.  To  sanction  an  inferior  or  unnecessarily 
circuitous  line  proposed  by  an  existing  Company,  or  to  reject  one  of  decided 
public  and  local  advantage,  proposed  by  a  new  Company,  for  the  sake  of  any 
terms  that  could  be  offered  by  an  existing  Company,  would,  in  our  opinion,  be, 
except  under  peculiar  circumstances,  unfair  towards  the  local  interests  thus 
sacrificed,  and  unwise  as  regards  the  general  and  permanent  interests  of  the 
Public. 

"  We  have,  therefore,  as  a  general  rule,  considered  it  as  an  essential  pre- 
liminary requisite,  before  entering  upon  the  question  of  giving  protection  to 
existing  Companies  bv  allowing  them  to  complete  the  Railway  communications 
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of  particular  districts,  that  the  lines  proposed  by  them  shall  be,  in  all  sub- 
stantial respects,  sound  in  themselves,  and  not  inferior  to  those  proposed  by 
any  other  parties. 

"  Assuming  this  to  be  the  case,  the  question  is  at  once  raised  whether  the 
public  are  likely  to  derive  most  benefit  from  competition,  or  from  arrangements 
with  the  existing  Company. 

"  With  regard  to  the  general  principles  which  regulate  competition  in  the 
case  of  Railways,  we  have  little  to  add  to  the  Reports  of  the  Select  Committee 
on  Railways  of  last  Session,  by  whom  the  subject  was  fully  investigated. 
The  Committee  state,  in  their  Fifth  Report : — 

" '  With  regard  to  the  check  of  competition  by  Railways  among  themselves,  the 
Committee  cannot  in  all  cases  repose  implicit  faith  in  it.' 

" '  When  the  lines  are  very  short,  the  probability  is  that  unless  charges  be 
moderate,  road  traffic  will  revive,  and  in  such  cases  the  Public  have  a  great  degree 
of  security  Again,  as  respects  the  carriage  of  goods,  it  is  found  in  practice  that 
by  other  channels  of  conveyance,  such  as  canals,  an  effective  control  may,  under 
certain  circumstances,  be  placed  upon  Railway  charges.  But  in  considering  the 
case  of  passenger  charges,  and  in  all  classes  of  linei,  except  those  which  are  so 
short  as  to  be  effectually  checked  by  the  ordinary  road,  the  Committee  think  that 
little  can  be  permanently  expected  from  the  mere  multiplication  of  Railways  in 
the  way  of  security  for  moderation  of  charge.  There  may  be,  indeed,  indirect 
and  accidental  competition  between  Railways,  which  may  cause  cheapness,  and 
there  may  even  be  direct  and  brisk  competition,  with  great  reductions  of  fare, 
for  short  periods.  But  in  such  cases  of  competition,  somewhat  modified,  as  have 
hitherto  occurred,  the  result  has  generally  been  increase  of  charge  by  mutual 
arrangement  or  positive  amalgamation  of  the  competing  Companies.  The  expe- 
rience of  the  past  is,  however,  limited,  and  might  not,  if  taken  alone,  warrant 
any  conclusive  opinion ;  but  in  looking  to  the  nature  of  the  question  itself,  the 
Committee  feel  this  difficulty,  that  they  cannot,  in  case  of  Railways,  anticipate 
any  such  facilities  in  the  introduction  of  new  competitors  as  to  check  the  pro- 
ceedings of  the  Companies  actually  in  possession  of  the  traffic ;  that  in  fact  there 
is  no  district  in  which  the  traffic  will  support  any  considerable  number  of 
Railways ;  that  there  is  no  case  in  which  they  can  imagine  a  likelihood  of  more 
than  two,  or  at  the  very  utmost,  three  lines  of  Railway  communication,  which 
could  be  so  situated  as  to  compete  with  one  another,  and  they  cannot  conceive 
that  two  bodies,  or  even  three,  acting  by  compact  executive  Boards,  and  secure 
against  the  entrance  of  any  other  partyinto  die  field,  will  fail  to  combine  toge- 
ther. It  is,  therefore,  their  apprehension,  that  in  such  cases,  either  the  different 
Railways  will  continue  to  be  worked,  and  then  that  extreme  measures  will  be 
taken  in  concert  for  the  purpose  of  paying  very  moderate  dividends,  and  it  may 
be  found  that  several  capitals  have  been  expended  for  performing  the  business 
which  could  have  been  equally  well,  or  perhaps  even  better  performed  by  one ; 
or  a  closer  combination  will  take  place  among  the  Companies :  they  will  choose 
the  line  upon  which  they  can  most  profitably  carry  the  traffic,  and  will  leave  the 
rival  line  or  lines  unoccupied.9 

"  The  principle  here  stated,  that  competition  loses  more  or  less  of  its  value 
as  a  security  for  the  Public,  when  from  the  nature  of  the  case  it  is  limited  to 
two  or  three  parties,  who  are  constantly  urged  by  mutual  interest  to  combine, 
has  received  abundant  corroboration  from  the  experience  of  what  has  already 
taken  place  in  the  history  of  Railways. 

"  The  following  instances  may  be  mentioned  where  Railway  Companies,  in  a 
situation  to  compete,  have,  after  a  short  time,  either  amalgamated  or  combined 
together,  so  as  to  put  an  end  to  competition : 

"  The  Leeds  and  Selby  with  the  York  and  North  Midland ;  in  this  case  the 
former  line  being  virtually  for  several  years  shut  up. 
"  The  Birmingham  and  Derby  with  the  Midland  Counties. 
"  The  Chester  and  Crewe  with  the  Grand  Junction. 
u  The  Manchester  and  Birmingham  with  the  Grand  Junction. 
* "  The  Bolton  and  Preston  with  the  North  Union. 
"  The  Northern  and  Eastern  with  the  Eastern  Counties. 
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On  the  other  hand,  we  are  not  aware  of  a  slight  instance  which  can  be 
pointed  out,  in  which  the  Public  are  now  deriving  any  benefit  from  direct  com- 
petition between  two  Railways. 

"  In  addition  to  the  instances  of  combination  between  directly  competing 
Companies,  recent  experience  has  furnished  numerous  instances  of  the  tendency 
of  smaller  lines,  originally  sanctioned  as  independent  undertakings,  to  resign 
their  independence  into  the  hands  of  powerful  neighbours.  We  may  mention, 
among  other  instances  of  this  tendency,  the  amalgamation  or  lease  of  the  Shef- 
field and  Manchester  to  the  Midland  and  Manchester  and  Birmingham. 

"  Of  the  Bristol  and  Exeter,  and  Cheltenham  and  Great  Western,  with  the 
Great  Western. 

"  Of  the  Hull  and  Sefry,  and  Manchester  and  Bolton,  with  the  Manchester 
and  Leeds. 

"  Of  the  North  Union  with  the  Liverpool  and  Manchester  and  Grand  Junction. 

"  Of  the  Greenwich  with  the  South  Eastern. 

"  Of  the  Sheffield  and  Rotherham  with  the  Midland. 

"  Of  the  Chester  and  Birkenhead  with  the  Chester  and  Holyhead. 

"  Of  the  Bristol  and  Gloucester  with  the  Birmingham  and  Gloucester. 

"  Beside  others  that  might  be  quoted. 

"  The  same  principle  has  received  further  elucidation  from  the  inquiries  of 
Parliamentary  Committees  on  former  occasions  as  well  as  from  the  great  body 
of  evidence  collected  by  the  Commissioners  of  Inquiry  into  the  Sanatory  Con* 
dltion  of  Large  Towns,  in  regard  to  the  operation  of  the  principle  of  competi- 
tion as  compared  to  that  of  well-regulated  monopoly  in  the  analogous  cases  of 
Water  and  Gas'  Companies.  Indeed  it  is  too  evident,  as  a  general  proposition, 
to  be  disputed ;  although  great  caution  may  be  required  in  its  application,  and 
in  discriminating  those  cases  Where  the  competition  is  of  a  pure  and  simple  na- 
ture, such  as  must  eventually  lead  to  a  compromise,  from  those  where  a  certain 
degree  of  indirect  and  incidental  competition  may  exist,  from  which  the  Public 
may  expect  to  derive  lasting  benefit,  either  in  the  shape  of  reduction  of  charge 
or  of  extension  of  accommodation. 

"  When  an  existing  Railway  Company  proposes  schemes  which,  although  only 
partially  sufficient  for  the  full  accommodation  of  the  district,  may  yet  be  suffi- 
cient to  prevent  other  parties  from  entering  the  field  with  further  or  improved 
projects  in  that  district,  the  arguments  against  the  creation  of  a  monopoly 
acquire  additional  strength.  The  simpler  case  is,  when,  as  in  the  present 
instance,  the  existing  Company  comes  forward  with  a  complete  and  compre- 
hensive scheme,  and  the  question  is  reduced  to  this:  whether  the  existing 
Company  is  able  and  willing  to  offer  guarantees  for  the  public  advantage 
superior  to  any  that  can  be  afforded  by  a  new  Company. 

"  Of  the  ability  of  the  old  Company  to  offer  such  guarantees  there  can,  gene- 
rally speaking,  be  little  doubt. 

"  lstly.  An  established  Company,  which  has  a  valuable  property  and  large 
available  income  independent  of  the  new  scheme,  can,  of  course,  offer  a  guarantee 
for  the  fulfilment  of  all  that  it  undertakes  to  accomplish  greatly  superior  to  that 
of  any  new  Company,  however  respectable. 

"  This  consideration  derives  great  weight  from  the  experience  which  has 
been  already  afforded  of  the  failure  of  many  new  Companies  to  accomplish 
the  objects  for  which  thoy  were  incorporated.  We  need  only  refer  to  the 
instances  of  the  Eastern  Counties  Company,  which  was  incorporated  as  a  line 
from  London  to  Norwich,  and  has  never  yet  been  carried  beyond  Colchester ;  of 
the  Northern  and  Eastern,  which  for  many  years  stopped  short  of  Cambridge ; 
and  of  the  Great  North  of  England,  which  abandoned  the  portion  of  its  line 
between  Darlington  and  Newcastle. 

"  2diy .  The  traffic  of  a  system  of  lines  connected  with  one  another,  can  always 
be  worked  more  economically  and  conveniently  under  one  uniform  manage- 
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merit  than  by  independent  Companies.  The  Company  which  works  the  main 
trunk  line,  and  possesses  the  principal  terminal  stations,  can  run  more  frequent 
trains,  and  make  better  arrangements  for  forwarding  the  traffic  of  the  cross 
lines,  than  it  could  afford  to  do  if  two  or  three  separate  establishments  had  to 
be  maintained,  and  the  harmony  of  arrangements  depended  on  two  or  three 
independent  authorities.  Under  such  circumstances  a  conflict  of  feeling  and 
interest  has  almost  invariably  grown  up,  from  which  the  Public  has  suffered 
the  most  serious  inconvenience.  When  the  traffic  is  large,  this  conflict  has 
frequently  led  not  only  to  increased  inconvenience,  but  to  increased  danger ; 
and  where  the  terminus  or  a  portion  of  the  rails  of  one  Company  have  been 
common  to  the  other,  these  results  have  been  greatly  aggravated. 

"  3dly.  An  established  Company  can  always,  if  so  disposed,  offer  guarantees 
and  advantages  for  a  greater  extent  of  Railway  than  the  new  Company,  viz.,  for 
the  existing  as  well  as  the  projected  lines.  When  the  existing  Company  is 
already  in  possession  of  the  principal  trunk  of  the  district,  the  advantage  of 
securing  such  guarantees  for  the  whole  system,  rather  than  for  only  a  small 
portion  of  it,  is  rendered  more  apparent. 

"  The  Select  Committee  of  last  Session,  for  reasons  which  are  fully  stated  in 
their  Report,  attach  great  importance  to  the  obtaining  of  guarantees  from  exist- 
ing Companies,  by  voluntary  arrangements  similar  to  those  which  they  recom- 
mended, and  which  Parliament  subsequently  adopted  in  the  case  of  new  Rail- 
ways, and  express  a  strong  hope,  '  that  among  the  existing  Companies  there 
may  be  those  which  will  be  disposed  to  accede  to  arrangements,  resembling, 
in  their  general  principle  and  effect,  those  which  are  now  proposed  for  new 
Railways.' 

"  4thly.  Whatever  guarantees  may  be  thus  offered  by  existing  Companies, 
possess  the  double  advantage,  as  compared  with  similar  offers  from  new  Com- 

Sanies,  of  coming  into  immediate  operation,  and  of  being  more  certainly  ren- 
ered  effectual.  An  offer  from  a  new  Company  to  bind  itself  to  charge  fares 
considerably  lower  than  those  usual  upon  other  lines,  might  readily  be  made, 
in  the  hope  of  thereby  securing  their  Bill ;  but  the  fulfilment  of  it  would  depend 
almost  entirely  upon  the  eventual  success  of  the  line,  and  its  ability  to  perform 
its  engagements.  No  Act  of  Parliament  could  compel  an  insolvent  concern  to 
carry  at  as  low  rates  and  afford  as  ample  accommodation  as  a  prosperous  under- 
taking might  be  able  to  do.  A  moderate  offer  from  an  established  Company, 
who  can  be  relied  on  to  fulfil  their  engagements,  is  therefore  preferable  to  one 
apparently  more  advantageous  from  a  new  Company. 

"  For  these,  among  other  reasons,  we  conclude  that  the  policy  indicated  by 
the  Committee  of  last  Session,  of  giving  a  preference  to  the  schemes  of  existing 
Railway  Companies  for  supplying  their  own  districts,  when  such  schemes  are 
as  good  or  better  than  those  of  any  other  parties,  where  no  special  reasons  exist 
which  should  induce  us  to  look  for  advantage  from  competition,  and  where  the 
old  Company  voluntarily  offers  such  guarantees  as  may  reasonably  be  required 
to  protect  the  Public  against  the  possible  abuses  of  monopoly,  or  such  condi- 
tions as  at  once  place  the  Public  in  a  better  position  than  they  could  hope  to 
obtain  from  competition,  is  that  from  which  the  greatest  amount  of  permanent 
public  advantage  is  likely  to  be  derived. 

cc  We  by  no  means  intend  these  principles  to  be  considered  as  rules  of  univer- 
sal application,  being  satisfied  that  no  abstract  or  invariable  rule  can  be  safely 
laid  down  by  which  to  decide  cases  of  such  complexity,  and  varying  so  greatly 
in  detail ;  but  we  have  thought  it  desirable  to  state  thus  generally  the  views 
which  have  guided  us  in  cases  like  this  of  the  South  Eastern  district,  and  upon 
which  the  soundness  of  the  conclusions  at  which  we  have  arrived  must  mainly 
depend/9 
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We  now  proceed  to  apply  these  principles  to  the  case  before  us.  The  ques- 
tion upon  which  we  have  had  to  decide  virtually  resolves  itself  into  one  between 
the  system  of  lines  proposed  by  the  Leeds  and  West  Riding  Junction  Company — 
a  Company  formed  by  an  alliance  between  the  Manchester  and  Leeds  Com- 
pany and  an  independent  local  party — and  a  system  similar  in  its  general 
objects,  proposed  by  two  independent  Companies,  the  West  Yorkshire  and 
Leeds  and  Dewsbury,  in  competition  with  the  former. 

The  lines  proposed  by  the  different  parties  are  so  nearly  identical  in  their 
general  direction,  that  a  reference  to  the  accompanying  map,  upon  which  they 
are  traced  in  different  colours,  is  necessary  in  order  to  understand  them 
folly.  _  „  . :.„_. 


Note. — The  Plan  referred  to  in  this  Report  mil  be  delivered  separately  as  soon 
as  ready. 

27  Feb.  1845. 


country  would  have  been  pronounced  altogether  impracticable,  until  the  recent 
experience  of  the  enlarged  capabilities  of  the  locomotive  engine  had  led  engi- 
neers to  modify  the  opinions  formerly  entertained. 

The  Manchester  and  Leeds  Railway,  although  carried  by  a  circuitous  route 
along  the  leading  valley  of  the  district,  has  cost  upwards  of  50,000  J.  per  mile  in 
its  construction.  Owing  partly  to  these  engineering  difficulties,  and  partly  to  the 
depressed  state  of  the  money  market  since  1836,  this  important  district  has 
remained  hitherto  destitute  of  all  Railway  accommodation,  except  that  afforded  by 
the  trunk  line  of  the  Manchester  and  Leeds  Railway. 

Another  peculiarity  in  the  district  is  the  number  of  important  and  populous 
towns  and  manufacturing  villages  scattered  over  it  so  irregularly  that  their  con- 
nexion cannot  possibly  be  effected  by  any  one  line  of  Railway.  This  will  be 
understood  best  by  reference  to  the  map,  from  which  it  will  be  seen,  that  any 
line  that  connects  Leeds  with  Bradford  and  Halifax,  and  those  places  with 
-Manchester,  necessarily  isolates  Huddersfield  and  Dewsbury,  while,  on  the 
other  hand,  a  Manchester  and  Leeds  line,  carried  through  those  places,  would 
provide  no  accommodation  for  Bradford  and  Halifax.  • 

The  traffic  of  the  district  is  also  such  as  to  require  a  very  complete  commu- 
nication of  all  these  towns  with  one  another,  as  well  as  an  outlet  for  each  of 
them  towards  their  great  manufacturing  capitals,  Leeds  and  Manchester,  and 
towards  their  great  shipping  ports,  Liverpool  and  Hull.  It  consists  in  a  great 
measure  of  what  may  be  called  an  "omnibus  traffic,"  circulating  from  town  to 
town  within  the  district,  in  the  pursuits  of  manufacturing  industry,  and  to  attend 
the  cloth  and  other  markets  which  are  held  weekly  on  stated  days  in  all  the 
chief  emporiums,  and  the  traffic  in  goods  and  raw  materials,  owing  to  the  sub- 
division in  the  processes  of  manufacture  throughout  the  district,  will  be  of  a 
very  similar  description.  The  great  bulk  of  this  local  traffic  will  be  of  a  cha- 
racter to  require  for  its  proper  development  both  very  cheap  rates  and  very 
numerous  trains. 

It  is  important  to  keep  these  considerations  in  view,  as  they  must  constitute 
the  basis  of  any  judgment  upon  the  systems  of  Railway  communication  pro- 
posed for  the  wants  of  the  district.  Having  regard  to  these  objects,  and  refer- 
ring to  the  lines  of  the  Leeds  and  West  Riding  Company*  as  laid  down  in  the 
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map,  it  will  he  seen  that  they  afford  a  very  complete  net-work  of  Railway  com- 
munication for  the  district.    They  propose : 

1.  Aline  from  Leeds  through  Pudsey,  Low  Moor,  and  Halifax,  to  join  the 
Manchester  and  Leeds  Railway,  and  form  with  it  a  new  trunk  line  between 
Leeds  and  Manchester,  which  reduces  the  distance  from  61  miles  to  47  miles 

7  furlongs, 

2.  A  line  from  Bradford  to  the  first  line  at  Low  Moor,  and  thence  by  the 
Cleckheaton  Valley  to  a  junction  with  the  Manchester  and  Leeds  Railway  at 
Dewsbury. 

3.  A  line  from  Leeds,  by  Wortley  and  Batley,  to  Dewsbury. 

4.  A  line  from  the  Manchester  and  Leeds  Railway,  at  Cooper's  Bridge,  to 
Huddersfield. 

5.  A  line  across  from  the  first-mentioned  line,  a  little  beyond  Low  Moor, 
to  Brighouse;  and  a  short  branch  out  of  the  Dewsbury  line  to  Birstal  and 
Gomersal. 

An  inspection  of  the  map  will  show  how  completely  all  the  leading  objects 
of  Railway  communication  of  the  district  are  attained  hy  this  system. 

The  following  towns,  arranged  according  to  the  populations  of  their  respective 
parishes,  are  placed  in  direct  Railway  communication  with  one  another,  and, 
through  the  Manchester  and  Leeds  Railway,  with  Manchester,  Liverpool,  and 
Hull,  viz. : — 

Leeds -  152,054 

Halifax    --------  130,743 

Bradford 105,257 

Huddersfield 38,454 

Wakefield 29,992 

Dewsbury         .......  21,131 

Birstal -  29,723 

Batley 14,278 

Pudsey 10,002 

beside  other  populous  villages  and  manufacturing  establishments,  and  the  im- 
portant iron  works  of  Low  Moor.  These  places  appear  to  be  all  placed  by 
the  above  system  on  as  favourable  and  direct  lines  of  communication  with  one 
another  as  the  nature  of  the  country  will  admit  of,  and  also  as  good  lines  of 
communication  to  Manchester,  London,  Hull,  and  other  places  beyond  the 
district,  with  the  exception  of  Huddersfield,  which  is  in  a  manner  isolated, 
and  where  more  direct  connexion  with  Manchester  is  left  to  another  Com* 
pany. 

This  comprehensive  system  of  communication  for  the  entire  West  Riding 
district  was  submitted  to  us,  by  its  promoters,  shortly  after  the  close  of  the  last 
Session  of  Parliament,  accompanied  by  an  assurance,  on  their  part,  of  their 
desire  to  render  it  in  every  respect  as  complete  as  possible. 

A  line  from  Leeds  to  Dewsbury,  promoted  by  an  independent  party,  was 

shortly  afterwards  brought  before  us. 

Subsequently  another  independent  Company,  the  West  Yorkshire,  was 
formed,  for  the  purpose  of  promoting  two  lines,  identical  in  their  general  direc- 
tion and  objects  with  those  of  the  West  Riding  Company,  No.  1,  Leeds  by 
Low  Moor  and  Halifax ;  and  No.  2,  Bradford  by  Low  Moor  and  Cleckheaton  to 
Dewsbury. 

The  first  of  these  lines  might  naturally  be  considered  as  a  competing  line 
with  the  Leeds  and  Dewsbury,  and  its  extension  through  Huddersfield  to  Man- 
chester; but  the  promoters  being  united  in  opposition  to  the  West  Riding 
and  Manchester  and  Leeds  Company,  may  be  considered  for  the  present  fts 
in  one  interest.    We  have,  therefore,  first,  the  comprehensive  scheme  abo^e 
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described  of  the  West  Riding  Company,  and  secondly,  the  same  scheme,  pro- 
moted by  different  independent  companies,  viz.  the  Halifax  and  Bradford  lines 
by  the  West  Yorkshire,  the  Dewsbury  line  by  the  Leeds  and  Dewsbury  Com- 
pany, and  the  Cooper's  Bridge  and  H  udder sfield  line  by  the  Huddersfield  and 
Manchester  and  Leeds  and  Dewsbury  Companies  in  conjunction. 

In  accordance  with  the  principles  stated  at  the  outset  of  this  Report,  our 
inquiry  was  first  directed  to  ascertain  whether  either  of  these  schemes  pre- 
sented a  decided  preference  in  itself  over  the  competing  scheme.  In  respect 
of  distance  between  the  principal  points  where  connexion  is  important,  the 
following  table  will  show  that  there  is  nothing  to  give  a  decided  prepon- 
derance : 


edifax 

By  West  Riding 
Scheme. 

By  West  Yorkshire 

and 
Leeds  and  Dewsbury. 

Leeds  to  Manchester,  vid  Hi 

Mikt. 

47 

Chain*. 
60 

Mikt. 
48 

Ckouu. 
25 

Halifax  to  Leeds     - 

- 

15 

68 

16 

36 

Halifax  to  Bradford 

- 

*8 

42 

8 

33 

Huddersfield  to  Bradford 

- 

12 

54 

15 

2 

Huddersfield  to  Leeds     - 

- 

17 

30 

16 

60 

Dewsbury  to  Leeds 

- 

10 

10 

10 

20 

A  more  important  difference  between  the  two  schemes  exists  in  respect  of 
gradients,  engineering  features,  and  cost  of  construction. 

The  two  schemes  have  been  laid  out  on  very  opposite  principles.  The  West 
Riding  lines  generally  have  been  laid  out  on  the  principle  that  the  nature  of  the 
traffic  would  neither  require  nor  justify  the  enormous  outlay  that  would  have 
been  necessary  in  order  to  obtain  gradients  equal  to  those  which,  in  the 
infancy  of  railway  practice,  were  thought  requisite,  and  that  it  was  desirable  to 
adopt  steeper  gradients,  in  order  to  economize  upon  the  first  cost  of  con- 
struction. The  lines  of  the  rival  system,  on  the  other  hand,  appear  to  have 
been  laid  out  with  a  view  to  attaining  superior  gradients,  at  a  much  greater  cost. 
The  expense  of  this  system  is  further  swelled  by  the  construction  of  about 
seven  miles  of  additional  Railway  parallel  with  the  existing  line  of  the  Man- 
chester and  Leeds  Railway. 

Gradients. — As  the  question  of  gradients  and  curves  enters  as  an  important 
element  into  the  consideration  of  these  and  many  other  schemes, it  may  be  well 
that  we  should  here  state  the  views  by  which  we  have  been  guided  in  forming 
a  judgment. 

Discarding  all  merely  theoretical  considerations,  we  have  approached  the 
subject  in  a  practical  point  of  view,  referring  to  the  actual  experience  of  existing 
Railways  as  the  sole  test  of  what  is  admissible  in  regard  to  ftiture  ones. 

And  first  in  regard  to  gradients. 

The  improvements  that  hav*  taken  place  in  the  construction  of  the  locomotive 
engine  have  greatly  enlarged  the  standard  of  its  capabilities.  Not  many  years 
ago,  anything  steeper  than  1  in  200  was  looked  upon  as  a  decidedly  objection- 
able feature  in  a  line,  and  enormous  expense  was  incurred  in  avoiding  gradients 
of  steeper  inclination. 

',  The  difference  of  expense  in  construction  between  a  line  with  first-class 
gradients,  as  it  was  called,  i.  e.  none  steeper  than  1  in  200,  and  one  with  second- 
class  gradients  ranging  up  to  1  in  100,  was  frequently  not  less  than  10,000/., 
20,000/.,  or  even  30,000/.  per  mile.  The  London  and  Birmingham,  Great 
Western,  and  Brighton  lines,  for  instance,  averaging  above  50,000  /.  per  mile, 
while  the  Grand  Junction  and  London  and  South  Western  did  not  exceed  from 
20,000  /.  to  25,000  /.  Experience  has  fully  proved  that  no  saving  either  in  time 
or  economy  of  working,  has  been  attained  at  all  commensurate  to  this  enormous 
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additional  outlay  of  capital.  Indeed,  in  many  cases,  cheaply-constructed  lines 
have  been  worked  at  an  equal  or  less  expenditure  for.  locomotive  power,  and  at 
as  high  an  average  velocity  as  lines  constructed  at  twice  the  expense. 

This  is  so  universally  admitted,  that  such  gradients  as  were  formerly  thought 
objectionable  are  now  adopted  every  day  as  a  matter  of  course,  and  as  the 
capabilities  of  the  locomotive  have  been  enlarged,  gradients  of  a  class  which 
would  have  been  considered  a  few  years  ago  altogether  impracticable,  have 
come  into  general  use. 

It  is  important  to  ascertain,  by  reference  to  actual  practice,  the  results 
which  have  been  already  arrived  at,  and  which  must  be  taken  as  starting 
points  to  guide  us  in  the  consideration  of  any  new  scheme. 

The  Lackey  incline,  on  the  Birmingham  and  Gloucester  Railway,  is  a  con- 
clusive proof  that  a  gradient  of  1  in  37  4  for  a  length  of  2  miles  3  chains  may  be 
worked  by  the  aid  of  an  engine  constructed  for  the  purpose,  without  serious 
inconvenience  to  an  extensive  traffic.  It  is  also  a  proof  that  such  an  incline 
may  be  descended  without  danger  by  the  force  of  gravity,  regulated  by  the 
action  of  breaks. 

Tlje  Sutton  incline  of  1  in  88,  on  the  Liverpool  and  Manchester  Railway,  is 
surmounted  by  the  ordinary  trains  of  that  Railway,  whose  traffic  is  of  a  very 
heavy  description,  with  a  single  locomotive  engine. 

On  the  Newcastle  and  Carlisle  line,  an  incline  of  1  in  i06  for  4  miles  con- 
secutively, is  surmounted  by  the  ordinary  trains  without  difficulty  or  delay. 

The  use  of  a  stationary  engine  for  ascending  the  incline  on  the  Manchester 
and  Leeds  Railway  from  the  Victoria  station,  which  is  1  in  59  for  1,000  yards, 
and  1  in  49  for  640  yards,  has  been  in  a  great  measure  discontinued,  the 
ordinary  engines  being  found  capable  of  taking  up  it  heavy  passenger  and 
goods  trains  of  not  less  than  80  tons  weight. 

On  the  Edinburgh  and  Glasgow  Railway,  stationary  power  has  likewise  been 
discontinued,  the  locomotive  engine  being  found  a  more  efficient  and  economical 
substitute  on  the  Glasgow  incline  of  1  in  42  for  ]  $  miles ;  and  recently  the  loco- 
motive engine  has  been  equally  substituted  for  stationary  power  upon  the  inclined 
plane  of  the  London  and  Birmingham  Railway,  from  the  Euston-square  terminus 
to  Camden-town,  parts  of  which  are  at  1  ip.  6(5  and  1 , in  75. 

Many  other  iacts  of  a  similar  nature  might  be  quoted,  but  the  above  seem 
quite  sufficient  to  establish  the  general  proposition, — 

1.  That  gradients  of  from  1  in  50  to  1  in  100,  are  perfectly  practicable  to  the 
ordinary  locomotive  engine,  with  moderate  loads. 

2.  That  gradients  up  to  1  in  374  or  higher,  may  be  surmounted  by  heavy  trains, 
with  the  aid  of  an  assistant  engine  of  peculiar  construction,. 

The  application  of  these  facts  requires  much  discrimination.  Nothing  can  be 
more  fallacious  than  a  mere  comparison  of  gradients  upon  two  lines,  without  re- 
ference to  their  peculiar  circumstances. 

In  the  first  place,  the  distribution  of  the  gradients  is  a  fact  often  of  much  more 
importance  than  their  absolute  inclination. 

A  line  of  an  undulating  character,  with  steep  but  short  gradients,  alternately 
rising  and  falling,  may  be  often  worked  at  as  much  advantage  as  one  where 
the  inclines,  although  less  steep,  are  of  greater  continuance.  On  the  other 
hand,  where  the  inclination  of  the  line  is  concentrated  upon  one  or  two  gra- 
dients of  such  length  and  severity  that  assistant  power  is  required  at  any  rate, 
it  may  be  comparatively  unimportant  whether  such  gradients  are  a  few  feet  in 
the  mile  more  or  less.  In  this  way  lines  which  have  gradients  of  1  in  70  or 
1  in  80,  distributed  over  them  in  short  lengths,  may  be  positively  better  lines, 
i.  e.  more  susceptible  of  cheap  and  expeditious  working,  than  others  which 
have  nothing  steeper  than  1  in  100  or  1  in  120. 

Another  important  consideration  with  reference  to  gradients  is  the  nature  of 
the  traffic.  It  may  be  conceded  that  although  gradients  of  1  in  50  or  1  in  100 
may  be  perfectly  surmountable  by  the  locomotive  engine,  they  involve  a  cer- 
tain loss  of  power  as  compared  to  lines  of  less  inclination. 

Where  the  traffic  is  of  such  a  heavy  nature,  that  the  full,  or  nearly  the  full 
power  of  the  locomotive  engine  is  rendered  available  with  the  ordinary  trains, 
any  increase  in  the  inclination  must  require  extra  power  and  extra  expense  ;  and 
therefore,  up  to  a  certain  point,  increased  original  outlay  in  improving  gradients 
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may  become  productive  of  eventual  economy ;  also,  where  high  speed  and  great 
punctuality  are  very  important,  as  upon  a  long  line,  forming  a  link  in  a  very  ex- 
tended communication,  good  gradients,  if  attainable  at  any  moderate  outlay, 
may  be  very  desirable.  But  in  the  ordinary  circumstances  of  a  line  dependent 
not  so  much  on  a  heavy  through-traffic  which  can  be  concentrated  upon  a  few 
trains  a  day,  as  upon  a  local  traffic,  requiring  frequent  and  light  trains  stopping 
at  numerous  stations,  it  appears  perfectly  well  established  that,  in  a  commercial 
point  of  view,  it  is  unwise  to  enlarge,  beyond  a  certain  point,  the  original  outlay 
for  the  sake  of  arriving  at  perfection  in  gradients.  Such  a  small  proportion 
only  of  the  total  cost  of  working,  is  dependent,  under  such  circumstances,  upon 
gradients,  that  the  interest  upon  any  considerable  additional  outlay  is  far  more 
than  equivalent  to  any  possible  saving  in  working  expenses.  The  interest 
upon  the  extra  cost  of  construction,  occasioned  by  a  slight  improvement  in 
gradients,  would  often  be  sufficient  to  defray  not  merely  the  additional,  but  the 
total  cost  of  locomotive  power  upon  the  line  of  inferior  gradients- 

Experience  seems  also  to  establish  that  under  these  circumstances,  t.  e.  of  a 
large  local  traffic,  with  frequent  trains,  light  loads,  and  numerous  stoppages,  the 
traffic  may  be  conducted  not  only  with  far  greater  economy  to  the  Company, 
but  also  without  loss  of  speed  or  other  inconvenience  to  the  Public.  A  remark- 
able instance  of  this  is  afforded  by  the  working  of  the  traffic  between  Oldham  and 
Manchester,  which  has  to  pass  over  inclines  of  1  in  59,  1  in  48,  and  1  in  27  for 
two  miles,  the  whole  distance  being  seven  miles,  and  the  gradient  for  the 
remaining  five  miles  1  in  150.  Ten  trains  are  run  each  way  carrying,  on 
the  average,  1,200  passengers  and  300  tons  of  goods  per  day,  at  an  average 
speed  of  22  miles  per  hour.  The  working  of  the  North  Union,  Newcastle  and 
Carlisle,  and  other  lines,  also  affords  a  proof,  that  with  light  trains  the  effect  of 
steep  gradients  on  speed  is  very  limited.  The  experience  of  the  cases  above 
quoted  appears  also  sufficient  to  show  that  gradients  ranging  from  1  in  100  up  to 

1  in  50,  or  even  a  higher  inclination,  may  be  worked  under  ordinary  circum- 
stances with  perfect  safety. 

Secondly,  with  regard  to  Curves. 

On  this  point  also  practical  experience  has  led  to  a  great  modification  of  the 
ideas  formerly  entertained.  The  Newcastle  and  Carlisle  Railway  presents  an 
instance  of  a  line  which  is  almost  one  continued  succession  of  curves,  of  every 
degree  of  curvature,  up  to  eight  chains  radius,  and  with  steep  inclines,  being 
worked  with  economy  and  safety. 

The  Manchester  and  Liverpool  Railway  Company,  in  their  extension  line 
through  Salford,  have  introduced  curves,  bending  in  a  serpentine  direction, 
two  of  which  have  radii  of  10  and  12  chains  respectively,  over  which  all  their 
trains  pass  daily. 

The  Manchester  and  Leeds  line  has  two  curves  of  10  chains  radius,  away 
from  any  station,  and  in  a  gradient  of  1  in  82,  over  which  their  trains  have  been 
worked  for  upwards  of  four  years,  without  the  slightest  accident  or  practical 
inconvenience. 

•  Having  thus  stated  our  views  as  to  gradients  and  curves  generally,  we  now  pro- 
ceed to  examine  those  of  the  different  competing  lines  in  question.  Upon  what 
may  be  considered  as  the  main  line  of  each  system,  viz.,  that  from  Leeds,  vid  Low 
Moor  and  Halifax,  the  difference  of  gradients  is  less  marked,  the  West  Riding  Com- 
pany having  here  incurred  greater  expense  in  order  to  improve  a  line  upon  which 
a  considerable  amount  of  through-traffic  might  be  expected  to  pass.  Their 
steepest  gradient  is  1  in  100,  at  which  they  have  two  consecutive  planes  of  about 

2  J  miles  each,  with  a  short  level  intervening,  and  several  shorter  planes,  alter- 
nately rising  and  falling,  and  interrupted  by  levels.  The  West  Yorkshire  line 
has  one  short  plane,  at  1  in  93,  and  in  another  part  a  long  rise  of  three 
-miles,  at  1  in  187,  followed  by  1  $  miles,  at  1  in  107,  13  miles,  at  1  in  161,  and 
21  miles,  at  1  in  102. 

It  is  clear,  therefore,  that  upon  these  lines  there  is  no  very  decided  difference 
in  respect  of  gradients. 

On  the  second  line,  from  Bradford  to  Low  Moor  and  Dewsbury,  thfcWest  Riding 
Company's  line  has  gradients  on  each  side  of  the  Low  Moor  summit  of  1  in  70  and 
1  in  73,  with  others  of  1  in  88,  of  an  undulating  character,  and  broken  by  levels  and 
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portions  of  moderate  inclination,  the  longest  consecutive  rise  being  for  four 
miles,  at  1  in  268,  1  in  88,  1  in  102,  and  1  in  73. 

The  corresponding  West  Yorkshire  line  rises  from  Bradford  to  the  summit, 
with  a  plane  of  1  in  129,  and  1  in  132,  and  falls  on  the  other  side  in  a  continued 
plane  of  1 J  miles,  at  1  in  87,  succeeded  by  3  J  miles,  at  1  in  119,  one  mile  at 
121,  one  mile  at  158,  and  half  a  mile  at  1  in  206. 

On  the  Bradford  side  of  the  summit  the  West  Yorkshire  line  has  an  advantage ; 
but  on  the  other  side,  the  continued  ascent  of  7  J  miles  upon  this  line,  of  which 
the  last  mile  and  a  half  is  at  1  in  87,  leaves  little  or  no  superiority  in  respect 
of  gradients  on  either  side. 

As  regards  the  Leeds  and  Dewsbury  lines,  the  comparison  is  somewhat  simi- 
lar. The  West  Riding  line  is  generally  of  an  undulating  character,  having  an 
incline  of  2  J  miles  as  steep  as  1  in  60,  and  another  of  the  same  length  at  1  in 
62 ;  in  each  case,  however,  preceded  by  a  plane  of  opposite  inclination,  so  as  to 
acquire  impetus  for  the  ascent. 

The  Leeds  and  Dewsbury  Company's  line,  on  the  other  hand,  with  the  excep- 
tion of  one  short  plane  of  1  in  67,  has  nothing  steeper  than  1  in  132,  but  has  a 
continuous  rise  of  four  miles  at  about  this  inclination. 

The  promoters  of  the  West  Riding  line  have  in  view  the  application  of  the 
atmospheric  principle,  should  its  success  be  confirmed  by  experience,  to  working 
the  steep  inclines  of  1  in  60,  which,  being  for  convenient  lengths  on  each  side 
of  the  summit,  are  peculiarly  adapted  for  that  mode  of  working. 

In  the  meantime,  however,  both  lines  may  be  considered  as  sufficiently  well 
adapted  for  working  a  light  traffic  by  locomotive  power ;  both  as  bad  lines  for  a 
heavy  traffic ;  but,  of  the  two,  the  Leeds  and  Dewsbury  Company's  line  some- 
what superior. 

We  next  come  to  the  comparative  cost  of  the  two  systems. 

The  comparison  is  as  follows : — 


Leeds  and  West  Riding  scheme 

J  West  Yorkshire    - 

\  Leeds,  Dewsbury,  and  Huddersfield 


Total  Length 

of  new  Railway 

to  be  made. 


Miles-  Chains. 
47       73 

33       29 

19       62 


Estimated  Capital. 


1,500,000 
1,600,000    ♦ 
650,000 


This  great  difference  in  cost  between  lines  effecting  the  same  general  objects, 
and  running  for  a  great  part  of  their  course  nearly  side  by  side,  is  explained  by 
two  causes : 

1st  By  the  West  Yorkshire  and  Leeds  and  Dewsbury  scheme  about  six  addi- 
tional miles  of  new  Railway  are  made,  running  side  by  side  with  portions  of  the 
existing  Manchester  and  Leeds  Railway,  which  are  saved  by  the  West  Riding 
scheme. 

2dly.  The  nature  of  the  works,  and  more  especially  of  the  tunnelling,  is  much 
more  heavy. 

In  this  latter  respect  the  comparison  stands  thus : — 


Leeds  and  West  Riding  scheme 

West  Yorkshire     - 

Leeds,  Dewsbury,  and  Huddersfield 


TUNNELLING. 

ARCHING. 

< 
Miles.       Yds. 

Miles.       Yds. 

3      1,668 

0         647 

5           92 

1      1,238 

1      1,408 

0         S60 
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The  actual  cost  of  tunnels  constructed  upon  erating  lines  in  the  district  in 
question,  and  through  similar  strata  elsewhere,  has  averaged  from  about  70/.  or 
80 1  to  upwards  of  100/.  per  yard.  Upon  the  Sheffield  and  Manchester  line  the 
long  tunnel  of  three  miles,  which  is  nearly  completed,  having  been  in  process 
of  construction  during  the  period  when  the  prices  of  labour  and  materials  were 
most  reduced,  will,  it  is  stated,  cost  about  40/.  per  yard,  for  a  single  line,  which 
is  equivalent  to  about  80/.  per  yard  for  a  tunnel  adapted  for  a  double  line. 

Tlie  question  of  cost  is  the  more  important,  as  we  have  some  doubt  whether 
the  traffic,  although  large,  would  be  adequate  to  support  Railways  constructed 
at  such  a  heavy  outlay.  A  great  proportion  of  it  would  in  all  probability 
consist,  as  at  present  upon  the  Manchester  and  Leeds  Railway,  of  third- 
class  passengers,  who  would  have  to  be  carried  at  very  low  fares ;  and 
assuming  the  lines  in  question  to  be  sanctioned,  they  would  have  to  compete 
for  a  great  part  of  the  traffic  that  existed,  1st,  with  one  another,  the  West 
Yorkshire  Halifax  line  and  the  Leeds  and  Dewsbury  being  directly  competing 
lines  for  all  through-traffic ;  2dly,  with  the  Manchester  and  Leeds  Company, 
with  which,  from  its  greater  resources,  they  would  contend  at  great  disadvan- 
tage ;  3dly,  with  canals,  omnibuses,  and  other  cheap  existing  modes  of  con- 
veyance. We  feel  it  therefore  to  be  highly  important,  with  reference  to  the 
solvency  and  consequent  safe  and  efficient  working  of  the  great  system  of  com- 
munication which  it  is  now  proposed  to  establish  for  the  West  Riding,  that 
economy  in  the  cost  of  construction  should  be  kept  in  view. 

Another  obvious  objection  to  the  great  extent  of  tunnelling  involved  in  the 
West  Yorkshire  and  Leeds  and  Dewsbury  schemes  is,  that  in  a  district  of  such 
dense  population  they  detract  greatly  from  its  utility  by  rendering  a  con- 
siderable portion  of  it  (in  this  case  nearly  one-seventh  of  its  entire  length), 
inaccessible. 

Another  point  of  importance  is  as  to  the  junctions  with  other  Railways. 

The  West  Riding  scheme  has  been  laid  out  expressly  with  a  view  to  con- 
venient junctions  with  the  Manchester  and  Leeds  Railway,  so  as  to  allow  the 
trains  in  the  branch  lines  to  be  brought  into  connexion  and  interchange  with 
those  passing  on  the  main  line,  without  interrupting  the  through-traffic,  and 
with  the  least  possible  inconvenience  and  delay,  a  point  of  essential  importance, 
and  Upon  which  the  running  of  frequent  trains  must  mainly  depend. 

In  this  respect  the  other  schemes  are  inferior,  more  especially  as  regards  the 
junction  with  the  Manchester  and  Leeds  Railway  at  the  Dewsbury  station.  In 
their  junction  with  one  another  also,  the  West  Yorkshire  Halifax  line,  and 
Leeds  and  Dewsbury,  show  a  remarkable  discrepancy.  Their  line  is  identical 
for  one  mile  three  furlongs  into  Leeds ;  but  the  sections  show  a  difference  of 
nine  feet  in  level. 

On  the  other  hand,  the  West  Yorkshire  and  Leeds  and  Dewsbury  lines  show 
junctions  with  the  Leeds  and  Bradford  line,  in  Bradford,  and  with  the  projected 
Huddersfield  and  Manchester  line,  in  Huddersfield,  which  the  West  Riding 
scheme  does  not. 

With  reference  to  this  point,  we  beg  particularly  to  draw  attention  to  a  cor- 
respondence which  has  passed  between  the  parties,  because  it  appears  to  us  to 
involve  a  principle  highly  important  for  the  consideration  of  Parliament.  It 
appears  from  this  correspondence,  that  in  the  month  of  October,  or  in  sufficient 
time  to  have  laid  out  their  lines  accordingly,  the  promoters  of  the  West  Riding 
scheme  applied  to  the  provisional  committee  of  the  Huddersfield  and  Man- 
chester line,  to  the  directors  of  the  Leeds  and  Bradford  Railway  Company,  and 
also  to  the  provisional  committee  of  the  Leeds  and  Thirsk  line,  stating  that 
their  wish  was  that  their  lines  should  be  laid  out  so  as  to  give  the  most  con- 
venient and  advantageous  junctions  for  the  public,  with  the  other  existing  and 
proposed  lines,  in  the  event  of  all  or  any  of  them  receiving  the  sanction  of  Par- 
liament, and  requesting,  with  this  view,  that  the  necessary  plans  and  sections 
should  be  communicated  to  them.  To  this  application  the  directors  of  the 
Leeds  and  Bradford  Company  returned  no  answer ;  and  the  promoters  of  the 
Huddersfield  and  Manchester,  and  Leeds  and  Thirsk  schemes,  gave  a  distinct 
negative,  on  the  ground  that  the  West  Riding  scheme  was,  to  a  certaint  extent, 
competing  with  their  own,  and  that  they  had  entered  into  arrangements  with 
other  parties. 
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Altogether  irrespective  of  any  question  of  the  merits  of  the  schemes, 
it  appears  to  us  that  such  a  refusal  involves  a  principle  which  is  highly 
objectionable.  The  effect  might  obviously  be  to  place  Parliament  in  the 
alternative,  first,  of  sanctioning  a  decidedly  inferior  scheme  in  preference  to 
one  in  every  other  respect  better,  because  by  the  favour  of  some  third  party, 
the  worse  scheme  had  been  enabled  to  show  a  junction ;  or,  secondly,  of  putting 
up  with  the  inconvenience  arising  from  the  want  of  a  junction. 

We  think  it  therefore  deserving  of  serious  consideration  whether,  as  a  general 
rule  in  all  such  cases,  clauses  should  not  be  inserted  compelling  a  junction  to 
be  made  in  the  best  manner  for  the  public,  to  the  satisfaction  of  some  proper 
authority,  and  imposing  so  much  of  the  expense  of  effecting  such  junction  as 
could,  fairly  be  attributed  to  the  refusal  to  communicate  plans  and  sections, 
upon  the  party  so  refusing. 

In  the  present  case  it  fortunately  happens  that  the  effect  of  such  refusal  will 
not  be  to  prevent  junctions  from  being  made.  At  Bradford,  a  connexion 
could,  it  is  believed  be  made,  by  adopting  a  gradient  of  1  in  70,  which  is  not 
so  steep  as  that  of  the  junction  in  Manchester.  At  Huddersfield,  there  is  a 
difference  of  about  25  feet  in  level  between  the  terminus  of  the  West  Riding 
and  that  of  the  Huddersfield  and  Manchester  line,  which  there  is  no  reason  to 
doubt  might  be  overcome  by  proper  arrangements. 

At  Leeds,  an  alternative  line  is  shown,  giving  a  connexion  with  the  Leeds 
and  Bradford,  and  intended  Leeds  and  Thirsk  Railways. 

On  the  whole,  therefore,  after  a  careful  examination  of  the  details  of  the 
different  schemes,  we  have  arrived  at  the  conclusion  that  the  West  Riding 
system  is  in  no  substantial  respect  inferior  to  the  competing  system,  while  in 
the  important  consideration  of  economy  of  construction  it  has  a  decided 
advantage. 

It  remains  to  be  seen  how  far  this  conclusion  may  be  confirmed  or  modified 
by  other  considerations. 

The  most  important  feature  of  comparison  between  the  two  systems  is,  as  we 
have  already  stated,  that  the  West  Riding  scheme  is  promoted  in  amity  and 
connexion  with  the  Manchester  and  Leeds  Railway,  while  the  other  schemes  are 
promoted  in  opposition  to  it.  The  argument  which  has  been  mainly  urged  by 
the  promoters  of  the  West  Yorkshire  and  Leeds  and  Dewsbury  schemes  is, 
that  the  wish  and  interest  of  the  important  district  of  the  West  Riding  was  to 
retain  its  railway  communications  in  its  own  hands,  under  a  system  of  local 
management.  It  has  been  alleged  that  the  district  in  question  has  strong 
reason  to  complain  of  the  manner  in  which  it  has  been  treated  by  the  Man- 
chester and  Leeds  Company ;  that  the  interests  of  Yorkshire  have  been  sacri- 
ficed to  those  of  Lancashire,  which  preponderate  in  the  direction  of  that  Com- 
pany, and  that  in  consequence  an  intense  local  feeling  has  sprung  up  against 
the  Company,  which  now  demands,  as  a  matter  of  right,  to  be  emancipated 
from  an  oppressive  monopoly. 

On  the  other  hand,  it  is  replied  by  the  promoters  of  the  West  Riding  scheme, 
that  the  Manchester  and  Leeds  Company  has  at  great  risk  and  at  an  enor- 
mous outlay,  opened  out  a  communication  from  which  the  country  has  derived 
the  greatest  benefit ;  that  it  has  set  the  example  of  introducing  a  lower  system 
of  charges,  both  for  goods  and  passengers,  than  any  other  leading  Railway ;  that 
the  hostility  to  it  in  the  district  is  very  much  owing  to  the  injury  that  has  thus 
been  inflicted  on  canal  and  other  interests  ;  and  finally,  that  the  local  feeling, 
instead  of  being,  as  is  asserted  by  the  other  party,  decidedly  adverse  to  a  con- 
nexion with  the  Manchester  and  Leeds  Railway  Company,  is,  on  the  contrary, 
decidedly  in  its  favour. 

It  is  extremely  difficult  for  us  to  discriminate  amidst  such  conflicting  state- 
ments, more  especially  upon  a  question  so  difficult  to  reduce  to  any  satisfactory 
test 'as  the  actual  balance  of  local  feeling  among  the  intelligent  and  disinterested 
inhabitants  of  a  great  district  like  that  of  the  West  Riding  of  Yorkshire,  and 
this  difficulty  is  increased  by  the  degree  of  excitement  and  party  spirit  which 
has  unfortunately  become  mixed  up  in  the  question.  We  can  only  form  our 
opinion  upon  such  undisputed  facts  as  have  come  before  us  in  the  progress  of 
the  inquiry. 

Prom  these  it  appears  that  the  Manchester  and  Leeds  Company  have-cer- 
tainly been  the  means  of  conferring  very  great  benefits  on  the  community. 

They 


Digitized  by 


Google 


MANCHESTER  AND  LEEDS  DISTRICT. 


13 


They  have  been  the  first  of  the  great  Railways  to  introduce  on  a  large  scale 
the  system  of  low  fares  and  frequent  third-class  trains.  They  now  run  not  less 
than  10  third-class  trains  a  day,  at  fares  averaging  Id.  a  mile,  and  carry 
at  these  fares  at  the  rate  of  nearly  a  million  third-class  passengers  a  year. 
The  accommodation  afforded  in  the  first  instance  was  not  what  could  have 
been  desired,  but  the  Company  at  once  acceded  to  the  representations  made  to 
them  by  this  Department  in  regard  to  the  cheap  Parliamentary  train,  and 
provided  a  superior  description  of  covered  carriage,  and  they  have  since  pro- 
vided seats  and  roofs  by  their  ordinary  third-class  trains.  As  regards  goods,  the 
Company  state  that  they  have  brought  down  charges  to  the  Public  as  follows : 

Per  Ton  between  Manchester  and  Hull,  99  miles. 


Before  the 

Railway  opened 

in  1840. 

Now. 

About 

£.      s.      d. 

£.    s.      d. 

Corn,  flour,  &c. 

1       4       - 

-     13       - 

Cotton  twist      - 

1     12       6 

'     1       -       - 

Manufactured  goods  - 

2       5- 

1        4       - 

The  saving  to  the  Public  by  this  reduction  of  cost  of  conveyance  upon  the 
traffic  now  passing  by  the  various  modes  of  conveyance  may  be  estimated  at 
not  less  than  from  200,000/.  to  300,000/,  a  year,  independently  of  the  very  great 
advantage  to  the  manufacturing  districts  of  reducing  the  time  of  transit  to  their 
principal  places  of  export  and  import,  Liverpool  and  Hull,  to  a  few  hours. 

As  one  instance  of  the  benefits  resulting  to  the  manufacturing  community 
we  may  mention,  that  very  recently  on  a  strike  of  the  colliers  in  the  Lancashire 
district  being  apprehended,  arrangements  were  instantly  made  by  the  Man- 
chester and  Leeds  Company  with  other  Northern  Railways,  by  which  a  supply 
of  20,000  tons  of  small  or  refuse  coal,  from  the  county  of  Durham,  was  rendered 
available  at  a  low  rate  of  cost  for  the  engines  of  Manchester,  whereby  the 
danger  of  a  stoppage  of  the  mills,  and  consequent  throwing  out  of  employment 
of  thousands  of  hands,  was  in  a  great  measure  averted. 

We  cannot  doubt  therefore,  upon  the  evidence  of  facts  and  figures,  that  the 
Manchester  and  Leeds  Company  is  one  which  is  fairly  entitled  to  participate 
in  whatever  claim  upon  the  favourable  consideration  of  the  Legislature  may  be 
derived  from  the  plea  of  services  rendered  to  the  Public. 

With  regard  to  local  feeling  it  is  less  easy  to  arrive  at  any  decided  opinion. 
Numerous  and  most  respectably  signed  memorials  have  been  addressed  to  us 
by  the  advocates  of  all  the  different  schemes  :  judging  from  these  we  should 
say,  that  not  only  is  the  assertion  that  there  exists  a  strong  and  almost  una- 
nimous local  feeling  against  the  West  Riding  scheme  incorrect,  but,  on  the 
contrary,  that  a  decided  preponderance  of  local  support  is  in  its  favour.  A 
memorial  was  presented  to  us  in  favour  of  the  West  Riding  scheme,  which  was 
open  for  signature  for  a  few  days  in  the  middle  of  December,  after  the  plans 
and  sections  of  the  rival  schemes  had  been  deposited,  and  consequently  after 
an  opportunity  had  been  afforded  to  consider  the  details  of  the  schemes,  the 
general  features  of  which  had  been  matters  of  constant  discussion  throughout 
the  district  for  months  previously. 

It  is  stated  by  the  memorialists,  in  their  analysis  of  this  memorial,  that 
it  is  signed  by  the  Mayor  of  Leeds,  by  a  majority  of  the  Town  Council,  and 
by  a  most  numerous  body  of  magistrates,  merchants,  manufacturers,  traders, 
owners  and  occupiers  of  mills,  manufactures,  lands  and  property  in  the  dis- 
trict, and  chiefly  in  the  immediate  vicinity  of  the  lines  proposed  to  be  made, 
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and  that  it   represents    employment  of   steam   power  and    labour  to    the* 
amount  of — 


HORSE    POWER    EMPLOYED. 


13,000 


HANDS   EMPLOYED. 


125,000 


It  is  stated,  therefore,  that  the  West  Riding  scheme,  although  promoted  in 
connexion  with  the  Manchester  and  Leeds  Company,  and  intended  to  be 
worked  in  harmony  with  their  Railway,  can  by  no  means  be  looked  upon  as  a 
scheme  promoted  exclusively  by  that  Company,  or  under  their  undivided  con- 
trol ;  but,  on  the  contrary,  that  independent  local  support,  and  a  guarantee 
for  a  satisfactory  share  of  independent  local  management,  are  among  its  essen- 
tial features. 

Considered  in  this  point  of  view,  the  connexion  with  the  Manchester  and 
Leeds  Company  does  not  appear  to  us  to  be  any  disadvantage,  but  the  con- 
trary. Indeed  we  are  at  a  loss  to  see  how  the  peculiar  traffic  of  the  district, 
consisting,  as  we  have  had  occasion  to  point  out,  of  a  very  frequent  circulation 
among  a  number  of  towns  situated  partly  upon  the  new  lines  and  partly  upon 
the  existing  Manchester  and  Leeds  line,  and  combined  with  a  thorough  traffic 
which  must  necessarily  pass  in  a  great  measure  over  the  Manchester  and  Leeds 
Railway,  could  be  worked  with  any  tolerable  degree  of  safety,  convenience  or 
economy,  otherwise  than  by  a  perfect  unity  of  action  and  good  understanding 
among  the  different  portions  of  the  extensive  system. 

This  consideration  also  tends  to  show,  that  however  highly  we  might  be  dis- 
posed to  rate  the  advantages  of  competition,  the  probability  of  securing  them 
would,  in  the  present  instance,  be  exceedingly  remote. 

Supposing  the  West  Yorkshire  and  Leeds  and  Dewsbury  schemes  sanctioned 
with  a  view  to  competition,  it  is  evident  that  all  the  motives  that  have  hitherto 
proved  so  effectual  in  inducing  hostile  Railway  interests  to  combine,  would 
tell  with  peculiar  force.  The  independent  schemes,  from  the  nature  of  their 
works  and  the  heavy  cost  of  construction,  could  hardly  be  considered  as  com- 
mercial speculations  entirely  free  from  risk,  even  if  they  could  obtain  the  whole 
traffic  of  the  district  without  competition ;  aud  when  we  consider  that  they  would 
have  to  compete  for  jnost  of  it  with  one  another  and  with  the  Manchester  and 
Leeds  Company  under  great  disadvantages  as  regards  economy  of  working,  from 
the  want  of  harmony  and  arrangement  of  trains,  it  seems  highly  probable  that 
no  long  period  could  elapse  before  the  pressure  of  circumstances  drove  them 
into  a  combination. 

As  regards  the  West  Yorkshire  schemes,  these  objections  apply  with  peculiar 
force,  since  they  are  absolutely  dependent  on  the  Manchester  and  Leeds  Rail- 
way for  an  outlet  for  a  great  portion  of  their  traffic.  They  are  also  open  to 
the  serious  objection  of  creating  monopoly  on  the  one  hand,  while  they  propose 
to  defeat  it  on  the  other,  since  they  are  intimately  connected  with  the  Leeds 
and  Bradford  Company,  with  whose  line  they  are  in  direct  competition  between 
Leeds  and  Bradford,  and  whose,  extended  line  through  Skipton  and  Colne  will 
afford  an  indirect  check  upon  any  attempt  on  the  part  of  the  Manchester  and 
Leeds  Company  to  raise  fares,  or  to  abuse  its  powers.  This  highly  useful 
check  would  be,  in  a  great  measure,  removed  by  an  union  of  interest  between, 
the  line  from  Leeds  to  Lancashire  vid  Halifax,  and  the  line  from  Leeds  to  Lan- 
cashire vid  Skipton  and  Colne. 

These  considerations  do  not  apply  to  the  Leeds,  Dewsbury,  and  Huddersfield 
line ;  and  here  undoubtedly,  by  the  sanction  of  the  proposed  scheme  in  con- 
nexion with  the  Huddersfield  and  Manchester,  a  direct  competition  might  be, 
in  the  first  instance,  established,  from  which  Huddersfield  might  derive  benefit 
from  being  placed  on  a  through  line  between  Leeds  and  Manchester.  This 
through  line  would  be  shorter  also  by  about  five  miles  than  the  line  from 
Manchester  to  Leeds  vid  Halifax. 

On  the  other  hand,  the  connexion  of  Huddersfield  and  Dewsbury  with  Leeds 
and  Manchester  will  be  attained  equally  well  by  the  West  Riding  Com- 
pany's line  and  the  Huddersfield  and  Manchester,  should  this  last  scheme 
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appear  upon  its  own  merits  deserving  of  the  sanction  of  the  Legislature. 
As  a  through  line  from  Leeds  to  Manchester,  this  route  would  not  be  likely 
to  obtain  a  decided  preference  in  competition  with  a  Halifax  route,  having 
worse  gradients,  and  five  miles  and  a  half  of  tunnels,  one  being  a  tunnel  of 
three  miles  in  length,  constructed  for  a  single  line  of  rails  only,  and  being  also 
not  in  a  position  to  supply  such  frequent  or  cheap  trains  as  a  route  which 
combined  the  traffic  of  Manchester,  Rochdale,  Halifax,  Bradford,  and  Wakefield 
with  one  another,  and  with  Hull.  And  after  all,  if  the  through-traffic  could  be 
diverted  to  the  Huddersfield  route,  this  advantage  would  only  be  obtained  for 
Huddersfield  at  the  expense  of  Halifax  and  Bradford,  places  of  larger  popu- 
lation. 

On  the  other  hand,  the  intercourse  of  Huddersfield  with  Halifax,  Bradford, 
Rochdale,  Wakefield,  Hull,  and  other  places  connected  with  the  Manchester 
and  Leeds  and  West  Riding  systems,  would  be  inconvenienced  in  an  extreme 
degree  by  any  arrangement  that  tended  to  isolate  Huddersfield  from  that 
system. 

Having  regard  to  these  considerations,  and  also  to  the  improbability  of  such 
a  scheme  as  that  from  Leeds  to  Dewsbury  and  Huddersfield  being  able  to 
support  itself  for  any  length  of  time  in  an  independent  and  solvent  condition  in 
competition  with  the  united  Manchester  and  Leeds  and  West  Riding  systems, 
we  cannot  hesitate  to  express  our  decided  opinion  that  the  advantages  offered 
by  the  latter  system  in  its  integrity  appear  to  us  to  be  preferable  to  any 
prospect  of  deriving  permanent  advantage  from  a  competition  between  two 
independent  lines  between  Leeds  and  Manchester,  it  being  assumed,  of  course, 
that  the  legitimate  traffic  which  would  flow  along  the  Dewsbury  and  Hudders- 
field line,  for  the  convenience  of  the  Public,  and  for  the  accommodation  of  those 
places,  would  be  provided  for  by  adequate  securities  from  the  West  Riding 
Company. 

The  question  would  have  stood  thus,  independently  of  the  voluntary  offer 
of  any  specific  advantages  or  guarantee  on  the  part  of  the  Manchester  and 
Leeds  and  West  Riding  Company. 

They  have  offered,  however,  on  condition  of  their  scheme  being  sanctioned 
in  its  integrity,  terms  which  we  cannot  but  consider  as  highly  advantageous, 
viz. : 

To  subject  the  whole  of  the  existing  Manchester  and  Leeds  Railway,  as  well 
as  the  West  Riding  Railway,  and  all  lines  which  Parliament  may  hereafter  allow 
to  be  constructed  by  or  amalgamated  with  the  Manchester  and  Leeds  Railway 
Company,  to  the  following  provisions  : 

1.  The  option  of  purchase  and  revision,  as  contained  in  the  General  Act 
of  last  Session  ;  the  latter  option,  however,  to  accrue  immediately  on  the 
profits  reaching  10  per  cent. 

2.  A  revised  tariff  of  maximum  charges  lower  than  those  usually  enforced, 
viz.  : 

First-class  passengers  by  ordinary  trains,  2  J  d.  per  mile. 

Second-class  carriages  to  be  closed  and  provided  with  glass  windows. 

Third-class  passengers  1  d.  per  mfle,  in  carriages  provided  with  seats, 
and  covered,  by  three  mixed  trains  at  least  each  way  per  day  at  the 
ordinary  speed. 

Coals,  salt,  lime,  &c.  1  d.  per  ton  per  mile,  including  locomotive 
power. 

Corn,  flour,  timber,  &c.  2d.  per  ton  per  mfle. 

Cotton,  cotton  twist,  wool,  metals,  &c.  3d.  per  ton  per  mile. 

Manufactured  goods,  &c.  4  d.  per  ton  per  mile. 

An  uniform  parcel  rate,  including  delivery  within  one  mile  of  Railway 
Station : 

s.    d. 

Up  to  14  lbs.  .        -         -        -  l  - 

„     28  lbs.  -         -         -         -  2  - 

„     56  lbs.  ...-  2  6 
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3.  That  clauses  shall  be  inserted  in  their  Act  binding  them  to  submit  to 
the  decision  of  the  Board  of  Trade  or  other  authority  constituted  by  Par- 
liament for  that  purpose,  all  questions  of  difference  with  other  Companies 
by  which  the  public  convenience  is  affected. 

4.  That  ample  security  for  a  due  share  of  local  management  in  the 
direction  both  of  the  West  Riding  and  Manchester  and  Leeds  Companies, 
shall  be  provided  by  the  Act. 

5.  And,  finally,  the  Company  pledge  themselves  to  do  all  in  their  power 
to  carry  out  such  arrangements  as  will  be  most  conducive  to  the  com- 
fort and  convenience  of  the  Public,  and  to  attend  to  any  reasonable  sug- 
gestions that  may  be  made  to  them  at  any  time  hereafter  with  this  view. 

In  addition  to  the  above  must  be  taken  into  account  the  greatly  superior 
guarantee  which  is  offered  by  the  Manchester  and  Leeds  Company,  an  esta- 
blished and  prosperous  undertaking,  with  a  large  revenue,  for  the  completion  of 
all  the  schemes  with  which  they  are  connected.    The  West  Yorkshire  scheme 
offers  no  guarantee  of  this  sort,  except  that  which  is  derived  from  the  guarantee 
of  three  and  a  half  per  cent,  interest  given  it  by  the  Leeds  and  Bradford  Com- 
pany, a  concern  whose  total  capital  is  only  400,000  /.,  and  which  is  not  yet 
completed.   The  Leeds  and  Dewsbury  line  has  no  guarantee  whatever.    Looking 
at  the  formidable  nature  of  the  works  upon  these  fines,  the  doubtful  prospect  of 
a  remunerative  return,  and  the  position  in  which  they  are  placed  with  reference 
to  other  lines,  we  must  be  blind  to  all  the  analogies  furnished  by  railway  expe- 
rience to  overlook  the  contingency,  that  in  the  event  of  the  present  period  of 
excitement  having  passed  away  before  the  undertakings  are  completed,  portions 
of  them  may  be  abandoned  or  left  unfinished  for  considerable  periods,  a  result 
which,  from  the  complete  net- work  of  connecting  parts  proposed  to  be  established, 
would  be  highly  injurious,  and  all  danger  of  which  would  be  completely  obviated 
by  giving  a  preference,  under  proper  conditions,  to  the  scheme  proposed  in 
connexion  with  the  Manchester  and  Leeds  Company. 

It  certainly  appears  to  us,  that  if  the  general  advantage  of  the  Public  and  of 
the  important  districts  connected  with  the  Railways  in  question  is  to  be  taken 
as  the  test  in  deciding  upon  the  claims  of  the  different  schemes  proposed,  the 
offer  of  these  guarantees,  in  addition  to  the  other  advantages  pointed  out, 
must  be  held  to  give  a  preference  to  the  scheme  of  the  West  Riding  Company. 


It  may  be  convenient  to  include  in  this  Report  certain  other  schemes  in  the 
same  or  adjoining  districts,  and  which,  to  a  certain  extent,  may  be  affected  by 
considerations  of  a  character  similar  to  those  already  referred  to. 

The  extension  of  the  Leeds  and  Bradford  Railway,  sanctioned  last  year,  to 
Skipton  and  Colne,  has  been  mentioned  as  affording  an  useful  alternative  route 
from  Leeds  to  Lancashire.  Its  principal  claim,  however,  rests  upon  its  being  an 
useful  local  line,  opening  up  a  considerable  extent  of  country  hitherto  unoccu- 
pied. From  Shipley,  where  the  line  branches  off  from  the  Leeds  and  Bradford 
Railway,  up  the  valley  of  the  Aire,  to  beyond  Keighley,  the  line  traverses  a  dis- 
trict of  considerable  and  increasing  manufacturing  importance  in  the  worsted 
trade,  of  which  Bradford  is  the  chief  emporium ;  and  the  connexion  of  this 
district  with  that  town  and  Leeds  must  be  looked  upon  as  very  desirable  in 
completing  a  system  of  Railway  communication  for  the  West  Riding.  Beyond 
Keighley  the  line  traverses  an  agricultural  district,  of  which  Skipton  is  the 
centre,  from  which  large  quantities  of  produce  are  sent  to  the  densely-peopled 
manufacturing  districts  in  the  vicinity.  Both  as  affording  a  means  of  transport 
for  this  produce,  and  for  the  excellent  lime  of  the  same  district  downwards,  and 
as  giving  facilities  for  the  cheap  conveyance  of  coal  upwards,  the  line  promises 
to  confer  much  local  benefit  on  the  towns  and  districts  which  it  traverses,  both 
on  the  Yorkshire  and  Lancashire  side.  Its  gradients  are  good  and  works  easy, 
and  there  seems  a  fair  probability  of  a  traffic  sufficiently  remunerative  on  the 
capital  of  500,000  I.  required  for  its  construction.  We  are  accordingly  aware 
of  no  public  grounds  why  it  should  not  receive  the  sanction  of  Parliament. 

The  Burnley  Branch  of  the  Manchester  and  Leeds  Railway  from  Todmorden 
appears  almost  a  natural  consequence  of  the  other  extensions  connected  with 
the  last-mentioned  line,  which  will  place  Burnley,  a  thriving  manufacturing 
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town,  with  a  population  of  11,000,  in  railway  communication  with  Blackburn, 
Preston,  Fleetwood,  and  the  whole  north  of  Lancashire.  This  Branch,  which 
is  only  eight  and  a  half  miles  in  length,  and  estimated  to  cost  240,000  /.,  will 
thus  connect  many  of  the  large  and  important  towns  on  the  Manchester  and 
Leeds  line  by  the  shortest  route  with  the  North  of  Lancashire,  besides  affording 
local  accommodation.  We  are  aware  of  no  opposition  to  it  on  public  grounds, 
and  of  no  public  reasons  why  the  sanction  of  Parliament  should  be  withheld. 

The  extension  of  the  Manchester  and  Leeds  Company's  present  Heywood 
Branch  for  four  miles  to  Bury,  is  opposed  by  a  competing  line  from  Bury  to 
Heywood,  proposed  by  the  Manchester,  Bury,  and  Rossendale  Company.  Of  the 
utility  of  the  Branch,  as  giving  a  connexion  between  Bury  and  the  populous 
districts  beyond,  with  Oldham,  Rochdale,  and,  through  the  Manchester  and 
Leeds  Railway,  with  Wakefield,  Leeds,  Hull,  and  the  Eastern  part  of  the 
kingdom,  there  cannot  be  a  question,  independently  of  the  success  of  the  pro- 
posed Bolton,  Wigan,  and  Liverpool  line,  of  which,  if  sanctioned,  it  is  an  indis- 
pensable link.  The  Bolton,  Wigan,  and  Liverpool  Company  have  accordingly 
included  it  in  their  scheme,  but  they  will  be  equally  satisfied  to  meet  the 
Manchester  and  Leeds  line  at  Bury  as  at  Heywood ;  and  accordingly  the  ques- 
tion appears  to  lie  between  the  Manchester  and  Leeds,  and  the  Rossendale 
Company.  With  regard  to  this  point,  the  Manchester  and  Leeds,  and  Bolton, 
Wigan,  and  Liverpool  Companies  contend  that,  upon  public  grounds,  it  would 
be  highly  inexpedient  to  place  a  short  link  of  four  miles  in  what  must,  in  all 
probability,  become  an  important  through-line  of  communication  from' some  of 
the  chief  manufacturing  towns  of  North  Lancashire  to  the  East  of  England,  in 
the  hands  of  a  company  like  the  Manchester,  Bury,  and  Rossendale,  formed  for 
quite  different  purposes,  and  avowedly  seeking  the  possession  of  this  Branch 
merely  as  a  protection  against  possible  competition.  A  more  inconvenient 
arrangement  for  the  Public  could  hardly  be  imagined  than  that  a  mile  and 
a  half  to  Heywood  of  the  short  line  of  less  than  six  miles  between  Bury  and 
the  Manchester  and  Leeds  Railway  should  be  in  the  hands  of  the  Manchester 
and  Leeds  Company,  and  the  remaining  four  miles  to  Bury  in  that  of  an 
independent  company,  with  no-  identity  of  interest.  This  argument  appears 
to  us  decisive,  in  addition  to  the  advantages  which  the  Manchester  and  Leeds 
Company  are  in  a  condition  to  offer  for  conducting  the  large  local  traffic 
between  Bury,  and  Oldham,  Rochdale,  and  the  places  on  their  line.  Had  the 
Heywood  Branch  not  been  constructed,  it  might  perhaps  have  been  a  question, 
whether  the  whole  line  up  to  the  junction  might  not  have  been  placed  in  the 
hands  of  the  Bolton,  Wigan,  and  Liverpool  Company,  of  whose  scheme  it  is  a 
component  part.  But  as  the  Heywood  Branch  is  already  made,  there  can  be  ' 
little  doubt  that  it  will  be  better,  even  for  the  purposes  of  the  Bolton,  Wigan, 
and  Liverpool  traffic,  that  the  junction  with  the  Manchester  and  Leeds  Railway 
should  be  at  an  important  town  like  Bury. 

We  have  to  report  therefore  that,  on  public  grounds,  it  appears  to  us  that  the 
Branch  of  the  Manchester  and  Leeds  Company  is  preferable  to  the  competing 
scheme  of  the  Rossendale  Company. 

The  Barnsley  Junction. — This  is  a  line  9  £  miles  long,  with  an  estimated 
capital  of  300,000  /.,  proposed  for  the  following  objects  : 

1.  To  afford  an  alternative  line  from  Manchester  to  the  East,  by  making  a 
short  cut  from  the  Sheffield  and  Manchester  Railway,  at  the  Penistone  summit, 
to  the  North  Midland  Railway  near  Barasley. 

2.  To  give  a  communication  both  to  the  East  and  West  for  the  manufacturing 
town  of  Barnsley  and  the  surrounding  district. 

3.  To  open  up  the  Silkstone  coal  field. 

It  might  have  been  doubtful  how  far  the  first  two  objects  would  have  been 
sufficient  to  justify  the  requisite  outlay  of  capital,  or  to  afford  any  prospect  of 
adequate  remuneration,  more  especially  as  the  lite,  from  the  steepness  of  its  in- 
clination, being  a  continued  rise  of  1  in  95  for  9  miles,  fiom  near  Barnsley  to 
Peniston,  is  not  well  adapted  for  through-traffic.  The  opening  of  the  Silkstone 
coal  field  appears,  however,  to  be  an  object  of  very  considerable  public  impor- 
tance, more  especially  with  the  prospect  of  a  great  extension  of  Railway  com- 
munication throughout  the  eastern  and  central  counties  of  England.  We  think 
therefore,  that  if  this  object  is  properly  attained,  it  is  sufficient,  in  connexion 
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with  the  other  two,  to  warrant  the  construction  of  the  Barnsley  Junction  line 
on  public  grounds. 

Representations  have  been  made  to  us,  to  the  effect  that  this  object  is  not 
properly  attained  by  the  line  in  question,  which  is  said  only  to  skirt  part 
of  the  coal  field  at  a  level  too  high  for  convenient  access  from  the  principal 
pits,  in  order  to  attain  the  elevation  necessary  to  carry  a  line  with  locomotive 
gradients  to  the  Penistone  summit.  This  is  a  point  upon  which,  if  we  had 
been  able  to  command  more  ample  means  of  investigation,  we  should  have  been 
desirous  of  obtaining  more  accurate  information,  being  of  opinion  that  the 
opening  up  of  the  Silkstone  coal  field  for  transport  towards  the  East  and  South, 
ought  to  be  considered  as  the  primary  and  paramount  object  of  the  line  in 
question.  We  must  content  ourselves,  however,  with  directing  the  special 
attention  of  the  Committee  on  the  Bill  to  this  point,  and  stating  that  in  ex- 
pressing an  opinion  that  there  are  no  sufficient  public  grounds  ta  prevent  the 
sanction  of  Parliament  from  being  given  to  the  Barnsley  Junction  line,  we  have 
proceeded  on  the  assumption  that  the  line  does,  as  represented  by  the  pro- 
moters, open  up  in  a  proper  manner  the  Silkstone  coal  field. 

The  Huddersfield  and  Manchester,  and  Sheffield  and  Huddersfield  Junction, 
are  also  lines  connected  with  the  district  in  question,  the  consideration  of  which 
we  reserve  for  another  Report,  as  they  appear  to  us  to  depend  upon  questions 
of  detail  not  materially  affecting  any  of  the  lines  already  enumerated. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  Schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be*  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

Dalhousie. 

C.  W.  Pasley.  G.  R.  Porter. 

D.  O'Brien.  S.  Laing. 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  Schemes  for  facilitating  the  Approach  to  the  Metropolis- 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  13  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  13  March  1845. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  following  schemes  deposited  with  the  Railway  Depart- 
ment for  facilitating  Railway  communications  with  the  Metropolis,  viz. 

Number. 
Epsom  and  Dorking      --------70 

Grosvenor  Railway         -------         -83 

Great  Western,  Uxbridge,  and  Staines  Junction  94 

London  and  Brighton — Wandsworth  Branch  -        -        -        -     126 

London  and  Croydon — Dorking  Branch  -         -         -         -     136 

London  and  Brighton — Dorking  Branch  -        -        -        -     147 

London  and  South  Western — Epsom  Branch  -        -        -        -     1 50 

London  and  South  Western — Metropolitan  Extension      -        -     166 
Metropolitan  CentralJunction        -        -        -        -        -         -     164 

Richmond  and  West  End  Junction  -         -         -         -         -     192 

South  London  and  Windsor  -------     207 

South  Eastern  Branch — Reigate  to  Dorking     -        -        -        -     214 

Staines  and  Richmond  --------     220 

South  Eastern — Extension  of  Greenwich  Railway    -  223 

South  Eastern — Widening  of    -     -     ditto      -  224 

have  determined  on  submitting  the  following  Report  thereon  for  the  consi- 
deration of  Parliament. 

In  our  Report  upon  the  Kentish  and  South  Eastern  Railway  schemes,  we  had 
occasion  to  point  out  the  advantage  of  a  proposed  central  terminus  in  the 
southern  quarter  of  the  Metropolis,  at  or  near  the  Hungerford  Suspension 
Bridge.     In  several  of  the  schemes  embraced  in  this  Report,  viz. 

London  and  South  Western— Metropolitan  Extension ; 

f  Richmond  and  West  End  Junction ; 
\Staines  and  Richmond ; 

London  and  Brighton — Wandsworth  Branch ;  and 
Metropolitan  Central  Junction ; 
that  spot  is  equally  proposed  for  a  terminus. 

It  appears  to  us  that  there  is  a  manifest  advantage  in  placing  a  terminal 
station  of  this  importance  in  the  hands  of  Companies  having  large  interests 
entrusted  to  their  management,  and  whose  permanent  prosperity  must,  more 
or  less,  depend  upon  their  consulting  the  public  convenience,  rather  than  in 
giving  it  to  any  small  independent  Company,  whose  greatest  profit  might  pro* 
bably  be  derived  from  the  use  of  the  station  by  other  Companies,  and  who 
might  thus  have  an  inducement  to  turn  the  possession  of  it  to  undue  advantage. 
Besides  this,  the  safety  of  persons  using  the  line  may  be  better  insured  if  the 
arrangements  are  suited  to  the  requirements  of  the  long  traffic,  which  cannot, 
from  the  nature  of  things,  be  conducted  with  the  same  punctuality,  as  regards 
the  arrival  of  trains,  as  the  traffic  may  be  which  is  conducted  upon  the 
shorter  lines. 
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These  reasons  have  influenced  us  in  forming  our  opinion  upon  the  proposed 
Metropolitan  Extension  of  the  London  and  South  Western  Railway,  whereby  it 
is  sought  to  transfer  its  junction  with  the  Metropolis  from  Nine  Elms  to  a  more 
central  and  convenient  spot  near  to  Hungerford  Bridge.  The  great  cost  of  this 
extension,  in  proportion  to  its  length,  has  given  strength  to  the  reasons  above 
stated ;  since  the  outlay  must  be  less  an  object,  proportionally,  to  a  wealthy 
Company  already  in  operation,  than  it  would  be  to  any  short  and  independent 
line  to  be  constructed,  and  where  the  capital  sunk  in  providing  such  a  terminus 
would  constitute  a  very  large  part  of  its  entire  outlay. 

A  Metropolitan  terminus  in  the  central  spot  in  question  being  in  the  hands 
of  the  South  Eastern  and  the  South  Western  Companies,  might  be,  and  doubt- 
less would  be,  made  fully  available  for  the  use  of  shorter  lines,  and  especially 
when  those  shorter  lines  will  be,  in  other  respects,  tributaries  to  one  or  other 
of  those  two  Companies. 

We  are  therefore  of  opinion,  that  if  Parliament  should  be  disposed  to  sanc- 
tion the  establishment  of  a  Railway  station  at  the  central  spot  in  question, 
there  are  not  any  public  reasons  for  withholding  its  assent  to  the  London  and 
South  Western  Metropolitan  Extension. 

The  Richmond  and  West-end  Junction  Railway  is  intended  to  form  a  junc- 
tion with  the  South  Western  Railway  at  Falconbridge,  about  four  miles  from 
that  terminus,  whence  the  traffic  will  be  taken  on  the  rails  of  that  Company  to 
Hungerford  Bridge. 

By  this  Richmond  and  West-end  Junction  Railway,  and  its  prolongation,  the 
Richmond  and  Staines  Railway,  a  very  advantageous  outlet  will  be  provided  for 
the  population  of  London  to  places  of  favourite  resort,  while  accommodation 
will  be  given  to  a  considerable  local  traffic  already  existing  between  the  many 
populous  villages  along  the  line  and  London.  The  ground  through  which 
these  two  lines  will  be  carried  is  nearly  level  throughout ;  the  works  will  con- 
sequently be  light  and  comparatively  inexpensive,  and  the  cost  moderate. 

By  means  of  the  existing  traffic  along  the  line  and  the  through-traffic 
together,  it  can  hardly  be  doubted  that  the  receipts  of  these  two  Railways  will 
yield  an  adequate  return  for  the  capital  sunk  in  their  formation.  We  therefore 
see  no  public  grounds  on  which  to  object  to  their  construction. 

The  remaining  two  schemes  proposing  to  have  their  termini  at  Hungerford 
Bridge,  and  of  which  we  have  not  been  able  to  form  a  favourable  opinion,  are, 

The  Wandsworth  Branch  of  the  London  and  Brighton  Railway. 
The  Metropolitan  Central  Junction  Railway. 

The  first  of  these  proposes  the  construction  of  a  new  Railway  from  the 
Brighton  line  at  Croydon  to  Wandsworth,  whence  the  Brighton  trains  would 
come  forward  on  the  rails  of  the  South  Western  Company  to  Nine  Elms  and 
Hungerford  Bridge. 

While  we  admit  the  importance  of  a  West  End  terminus  for  the  Brighton 
traffic,  there  does  not  appear  to  be  any  decided  public  advantage  to  be  secured 
by  the  construction  of  this  line,  greater  than  will  be  attained  through  the 
extension  of  the  South  Eastern  Company's  branch  from  the  Bricklayers'  Arms 
to  Hungerford  Bridge.  The  local  traffic  to  be  accommodated  by  it  is  com- 
paratively insignificant. 

The  line  would  not  provide  the  Brighton  Company  with  an  independent 
terminus,  which,  in  the  case  of  an  extensive  traffic,  is  an  object  deserving  of 
some  sacrifice  for  its  attainment.  They  would  simply  exchange  the  possibly 
crowded  terminus  of  the  South  Eastern  for  that  equally  crowded  of  thie  South 
Western  Company,  while,  owing  to  the  arrangement  sanctioned  last  year,  by 
which  the  local  traffic  of  the  Croydon  Railway  will  be  conducted  in  future  on 
separate  rails,  worked  by  the  atmospheric  system,  and  the  two  present  lines  of 
rails  of  that  railway  will  be  rendered  entirely  available  for  the  through-traffic, 
there  will  be  less  chance  of  interruption  in  approaching  London  than  would  be 
the  case  if  the  Brighton  trains,  according  to  the  proposed  arrangement,  were 
to  run  from  Wandsworth  over  the  rails  of  the  South  Western  Company, 
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already  encumbered  with  their  own  traffic  and  with  that  of  the  proposed 
Richmond  and  Staines  lines.  Assuming,  therefore,  that  the  Croydon  and 
South  Eastern  Companies  shall  be  willing  to  accommodate  the  Brighton  traffic 
on  reasonable  terms,  the  only  effect,  so  far  as  the  public  interest  is  concerned, 
would  be,  that  two  capitals  would  be  irrevocably  sunk  in  order  to  perform  the 
work  that  may  be  equally  well  performed  by  one ;  thus  violating  one  of  the 
plainest  principles  by  which  these  questions  should  be  governed. 

Also,  if  these  Companies  afford  such  accommodation  as  it  is  manifestly  for 
their  interest  to  do,  upon  moderate  terms,  the  competition  thus  created  would 
not  be  productive  of  any  adequate  advantage  to  the  Brighton  Company,  who 
would  indeed  avoid  the  toll  to  the  South  Eastern  and  Croydon  Companies,  but 
in  order  to  do  so  must  expend  a  sum,  the  interest  of  which,  together  with  the  toll 
they  would  have  to  pay  to  the  South  Western  Company,  would  probably  equal 
the  full  amount  of  that  saving. 

These  reasons  appear  to  us  conclusive  against  this  project. 

The  Metropolitan  Central  Junction  is  an  independent  Company,  intended  to 
connect  all  the  great  lines  of  Railway  on  the  south  side  of  the  Thames  with  a 
central  terminus  on  the  south  side  at  Hungerford  Bridge,  crossing  for  that 
purpose  the  Thames,  and  joining  the  South  Western  Railway  at  Battersea. 

We  consider  this  scheme  to  be  uncalled  for  at  present  by  the  wants  of  the 
Public,  and  that  its  prosecution  might  prove  a  wasteful  expenditure  of  capital. 

The  Grosvenor  Railway  is  likewise  put  forward  as  an  independent  work ; 
its  termini  are  at  Pimlico  and  at  a  junction  with  the  Brighton  Railway  near 
Godstone,  14  miles  from  London.  A  line  which  thus  requires  the  erection  of 
a  bridge  across  the  Thames,  must  necessarily  be  of  expensive  construction, 
and  would  require  a  strong  case  of  public  convenience  to  justify  its  adoption. 
No  such  case  has  been  made  out,  indeed  nobody  has  appeared  before  us  to  advo- 
cate it,  and  no  attempt  has  been  made  to  show  in  what  manner  the  line  is  to 
be  supported  if  made. 

It  appears  to  us  that  no  public  reasons  exist  why  it  should  be  constructed. 

The  South  London  and  Windsor  Railway,  also  an  independent  project* 
has,  like  the  last-mentioned  scheme,  not  been  brought  in  any  way  under  our 
notice,  further  than  by  the  lodging  of  plans  and  sections,  and  the  publication 
of  a  prospectus.  It  does  not  appear  that  any  Company  has  been  formed  for 
its  construction. 

It  is  evident  from  an  examination  of  the  plans  that  the  formation  of  the  line 
must  be  very  expensive.  It  would  run  from  a  densely  occupied  part  of  the 
town  between  Blackfriars  and  Waterloo  Bridges,  with  a  branch  to  Southwark 
Bridge,  and  with  further  branches,  right  and  left,  to  Kennington,  Camberwell* 
Brixton,  Dulwich,  and  Norwood.  The  main  line  would  take  the  same  direc- 
tion, and  occupy  for  a  great  part  of  its  length  nearly  the  same  site  as  the  Rich- 
mond and  West-end  Junction,  and  Staines  and  Richmond  lines.  Leaving  Stainea 
Bt  some  distance  to  the  left,  it  would  turn  off  to  Datchet  and  Windsor,  where  it 
would  terminate,  running  along  the  foot  of  the  Little  Park  between  Windsor 
Castle  and  the  Thames.  Other  branches  are  proposed  to  the  Hammersmith 
Bridge,  to  Kew,  to  Hampton  Court,  and  to  join  the  Great  Western  Railway  at 
Slough. 

This  scheme  wears  such  an  aspect  of  extravagance  upon  its  face,  that  it  ia 
difficult  to  conceive  upon  what  prospect  of  profit  it  can  have  been  put  forward* 
We  consider  that  there  are  public  grounds  why  it  should  not  receive  the 
sanction  of  Parliament. 

The  Staines  and  Uxbridge  Junction  Railway  is  promoted  by  the  Great 
Western  Railway  Company,  It  would  intersect  and  form  a  junction  with  the 
Great  Western  Railway  at  the  West  Drayton  station,  connecting  Staines  on  the 
one  side  with  Uxbridge  on  the  other,  by  about  eight  miles  of  Railway.  The 
line  would  be  easy  of  construction,  and  not  expensive,  but  in  this  respect  would 
have  no  advantage  over  the  Staines  and  Richmond  line,  while  this  latter  will 
provide  accommodation  for  a  larger  population,  giving  Railway  facilities  to 
Twickenham,  Teddington,  Hampton  and  Hampton  Court,  Sunbury*  and  numerous, 
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other  villages,  the  inhabitants  of  which  will  thus  be  brought  into  connexion 
with  the  heart  of  London,  while  the  population  of  Staines  itself  will  have  a 
vastly  superior  London  terminus  to  that  afforded  by  the  Great  Western  Company 
at  Paddington. 

To  sanction  a  second  line  to  Staines,  would  be  to  sanction  the  outlay  of  a 
second  capital  in  order  to  render  both  unproductive,  and  as  the  line  from  Staines 
to  Hungerford  Bridge  appears  to  us,  for  the  reasons  offered,  to  be  superior  to 
the  project  of  the  Great  Western  Company,  we  must  express  an  opinion  that 
the  Staines  and  Richmond  line  is  preferable  to  the  Uxbridge  and  Staines 
Junction  Railway. 

There  does  not  appear  to  us  to  be  any  case  to  justify  at  present  the  formation 
of  a  second  line  to  Epsom.  That  now  advocated  by  the  South  Western  Company 
was  brought  forward  in  the  last  Session  of  Parliament,  and  rejected,  in  favour 
of  the  Croydon  and  Epsom  Atmospheric  line,  which  will  not  be  open  for  traffic 
until  the  summer  of  the  present  year.  In  their  opposition  to  the  Croydon  and 
Epsom  line,  the  South  Western  Company  proved  that  there  was  not  traffic 
for  more  than  one  Railway,  and  nothing  can  since  have  occurred  to  show  that 
they  were  wrong  in  arriving  at  this  conclusion.  The  advantage  of  a  West-end 
terminus  will  also,  by  the  proposed  extension  of  the  Bricklayers'  Arms  Branch 
to  Hungerford  Bridge,  be  obtained  by  the  Croydon  and  Epsom  line,  as  well  as 
by  that  proposed  by  the  South  Western  Company. 

The  experiment  which  the  Croydon  and  Epsom  Company,  in  conjunction 
with  the  London  and  Croydon  Company,  are  now  preparing  to  carry  out,  is  one 
which  the  Legislature  has  regarded  as  of  great  national  importance,  so  that 
there  appear  to  us  to  be  strong  public  reasons  against  sanctioning  a  rival 
scheme,  the  effect  of  which  would  be  to  endanger  the  success  of  the  line  to 
which  Parliament,  on  special  grounds,  so  recently  gave  its  sanction. 

We  are  induced  by  the  circumstance  just  mentioned  to  recommend  the 
postponement  to  a  future  period,  when  the  experiment  of  the  Atmospheric 
Railway  from  London  to  Epsom  shall  have  been  put  in  execution,  the  con- 
sideration of  the  following  schemes ;  viz. 

No.  70.  Epsom  and  Dorking* 
„  136.  London  and  Croydon — Dorking  Branch. 
*  147.  London  and  Brighton — Dorking  Branch ;  and 
„  214.   South  Eastern — Reigate  and  Dorking  Branch. 

If  the  atmospheric  system  of  propulsion  should  prove  successful  and  deserving 
of  further  adoption,  it  would  seem  to  be  better  suited  than  the  locomotive  sys- 
tem of  traction  to  the  nature  of  this  section  of  country.  The  whole  question  of 
Railway  communication  with  Dorking  may  be  temporarily  postponed  without 
any  inconvenience,  and  if  hereafter  the  atmospheric  system  should  prove  avail* 
able,  the  line  from  Epsom  to  Dorking,  projected  upon  that  principle,  would 
appear  to  be  the  best  adapted  for  supplying  the  wants  of  Dorking  and  its  vicinity, 
without  incurring  the  expense  of  making  so  many  additional  miles  of  Railway. 
This  Epsom  line  would  be  the  shortest  route  from  Dorking  to  London.  The 
gradients  are  very  severe,  but  not  more  severe  than  are  encountered  on  some 
other  lines  to  which  we  have  not  thought  it  necessary  to  object,  nor  yet  too 
severe  to  admit  of  its  construction  as  a  locomotive  line.  It  must,  however,  be 
a  bad  locomotive  line,  and  in  the  possible  event  of  failure  of  the  atmospheric 
principle,  it  may  be  well  at  a  future  time  to  consider,  whether  a  good  locomotive 
line  to  Reigate,  giving  means  for  communication  between  Dorking  and  Brighton, 
or  Dover,  might  not  be  more  to  the  advantage  of  Dorking  than  a  bad  locomotive 
line  to  Epsom,  giving  indeed  a  superior  access  to  London,  but  wanting  the 
other  advantages  here  alluded  to. 

The  South  Eastern  Company  having  leased  in  perpetuity  the  Greenwich 
Railway,  are  desirous  of  extending  and  widening  the  line,  with  a  view  to  give 
greater  convenience  and  security  to  the  Public,  and  we  have  no  public  objec- 
tions to  offer  to  their  proposals  for  that  purpose. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report 
of  the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending 
that  Reports  should  be  made  to  Parliament  by  this  Department  upon  Railway 
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Schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  informa- 
tion and  assistance  of  Parliament  in  forming  a  judgment  upon  the  Schemes  in 
question,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are 
anxious  that  it  should  be  distinctly  understood  that  we  have  arrived  at  these 
results  solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations 
how  far  such  results  might  require  to  be  modified  by  a  due  regard  for  private 
rights  and  interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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REPORT  of  the  Railway  Department  of  the  Board 
of  Trade  on  the  Schemes  for  extending  Railway 
Communication  from  Newcastle  to  Berwick. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  24  February  1845. 


Railway  Department, 
Board  of  Trade,  Whitehall. 

rf^HE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
X  Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  two  competing  schemes  for  extending  Railway  commu- 
nication from  Newcastle  to  Berwick,  viz.  the  Newcastle  and  Berwick,  and  the 
Northumberland,  have  determined  on  submitting  the  following  Report  thereon 
for  the  consideration  of  Parliament. 

In  this  case  there  can  be  no  doubt  that  the  object  of  completing  the  Eastern 
line  of  communication  by  the  construction  of  the  sole  remaining  link  between 
Newcastle  and  Berwick  is  one  highly  desirable  to  be  attained ;  and  as  there  are 
two  Companies  in  the  field  to  effect  it,  and  the  returns  of  traffic  appear  sufficient 
to  show  an  expectation  of  a  fair  though  moderate  return  on  the  capital  required, 
we  may  at  once  assume  that  the  question  is  reduced  to  one  of  preference  between 
the  competing  schemes. 

The  Newcastle  and  Berwick  scheme  is  promoted  by  the  same  parties  who 
have  carried  out  the  remaining  links  in  the  East  Coast  communication  between 
Darlington  and  Edinburgh. 

The  abandonment  of  the  portion  of  their  line  beyond  Darlington  by  the  Great 
North  of  England  Company,  owing  to  the  expensive  nature  of  the  works  upon 
the  line  selected  between  Darlington  and  Newcastle,  and  the  difficulties  arising 
from  the  state  of  the  money  market,  rendered  the  attainment  of  this  object  for 
a  considerable  time  exceedingly  problematical.    At  length,  by  the  aid  of  a 
guarantee  of  six  per  cent,  given  by  the  several  Companies  interested  in  the  Eastern 
route,  the  requisite  capital  was  raised  for  completing  the  communication  as  far 
as  .Newcastle.    The  success  of  this  project  led  to  the  formation  of  a  Company, 
promoted  by  the  same  interests,  to  construct  the  North  British  line  from  Edin- 
burgh to  Berwick,  which  was  sanctioned  by  the  Legislature  last  year.    As  a 
natural  consequence  of  the  sanction  of  the  Worth  British  line,  the  project  of  a* 
line  between  Newcastle  and  Berwick,  for  which  surveys  had  been  previously 
made,  was  brought  forward  under  the  auspices  of  the  united  Eastern  Companies, 
North  of  Rugby;  and  from  a  correspondence  which  has  been  made  public,  it 
appears  that  there  would  have  been  no  likelihood  of  opposition  to  it,  had  not  the 
line  as  originally  laid  out  threatened  to  interfere  in  a  particular  instance  with 
private  property  in  a  manner  considetfed  so  objectionable,  that  an  opposition 
Company  was  got  up  for  the  express  purpose  of  averting  the  injury.     Upon  the 
details  of  these  proceedings  we  shall  not  further  enter ;  for  we  think  it  right 
to  state  that,  except  in  so  far  as  the  actual  position  and  relations  of  Companies 
formed  for  the. promotion  of  particular  schemes  may  affect  the  general  question 
of  public  advantage,  we  have  not  thought  ourselves  warranted  in  allowing  cir- 
cumstances which  may  have  led  to  the  formation  of  these  Companies,  or  which 
may  have  taken  place  previous  to  the  submission  of  their  schemes  in  a  definite 
form,  in  compliance  with  the  Standing  Orders  of  Parliament,  to  enter  as  an 
element  into  pur  consideration.    We  proceed,  therefore,  to  compare  the  two 
schemes  now  before  us  upon  their  public  merits,  altogether  irrespective  of  the 
circumstances  which  may  have  led  to  their  formation. 
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The  first  and  most  material  point  of  difference  between  the  two  schemes  is,  that 
the  Northumberland  Railway  is  projected  as  ap  atmospheric  line,  by  parties  who 
profess  the  utmost  confidence  in  the  success  of  the  atmospheric  system,  and  are 
fully  prepared  to  adopt  it,  unless  the  contingency,  which  they  consider  extremely 
improbable,  of  an  unforeseen  failure  of  the  experiment  now  about  to  be  tried  on  the 
Croydon  and  Epsom  line,  should  compel  them  to  resort  to  the  use  of  locomotive 
engines. 

It  becomes  necessary,  therefore,  that  we  should  state,  botji  in  regard  to  this  and 
to  other  schemes  similarly  circumstanced,  how  far  the  conclusions  at  which  we 
have  arrived  have  been  formed  or  modified  by  reference  to  the  atmospheric 
system.  s         ^    > 

The  experiment  at  Dalkey  may  be  considered,  to  a  great  extent,  conclusive  as 
regards  the  success  of  the  atmospheric  system,  considered  merely  as  a  mechanical 
problem.  It  is  demonstrated  that  trains  may  be  propelled  by  means  of  it  at  high 
velocities,  with  safety  and  convenience  to  the  Public ;  and  there  appears  not  sufficient 
reason  for  doubting  that,  as  far  as  mere  mechanical  arrangements  are  concerned, 
the  same  result  may  be  attained  when  the  separate  consecutive  portions  of  line 
over  which  the  trains  have  to  pass  are  multiplied  indefinitely.  This,  however,  is 
a  point  which  will  soon  be  brought  to  the  test  of  experience  by  the  experiment 
about  to  be  tried  on  the  Croydon  and  Epsom  line. 

It  is  impossible,  therefore,  not  to  feel  the  highest  interest  in  the  progress  of  an 
experiment,  whose  success  hitherto  has  been  sufficient  to  induce  eminent  authorities 
to  entertain  strong  hopes  that  the  result  may  be  an  acceleration  of  speed  in  tra- 
velling, combined  with  the  general  introduction  of  a  system  of  very  frequent  trains 
and  low  fares. 

The  question,  however,  assumes  a  different  aspect  when  we  are  called  upon, 
in  forming  a  judgment  upon  competing  schemes,  to  assume  the  complete  success  of 
the  atmospheric  system,  not  merely  as  a  mechanical  theory,  or  as  applicable  under 
peculiar  circumstances,  but  in  a  practical  and  commercial  point  of  view,  as  applic- 
able to  railways  generally.  } 

While  we  wish  to  guard  ourselves  against  being  supposed  to  express  any 
opinion  whether  the  atmospheric  system  may  or  may  not  be  found  ultimately 
to  be  so  applicable,  it  becomes  necessary  for  us  to  state  a  few  obvious  reasons  why 
we  should  not  be  justified  at  present  in  allowing  the  assumption  of  such  success  to 
enter  as  an  element  in  the  comparison  of  such  lines  as  are  now  under  consi- 
deration. 

Assuming  for  the  moment  all  mechanical  difficulties  to  be  overcome,  the 
question  still  remains  by  which  the  practical  success  of  any  system  of  propulsion 
must  be  tested,  viz.  that  of  expense.  Under  this  head  the  important  question  is 
not  yet  fully  solved,  whether  a  double  line  may  not  be  equally  required  with 
the  atmospheric  as  with  the  locomotive  system  for  the  convenient  working  of  a 
large  and  mixed  traffic  over  an  extended  line.  Upon  this  point  the  opinion  bf 
some  eminent  authorities  has  been  strongly  expressed  to  the  effect  that  a 
double  line,  with  double  tube,  &c.  would  be  indispensable,  unless  upon  a 
short  line,  where  the  traffic  should  consist  of  a  certain  number  of  trains 
starting  at  regular  intervals  from  each  end  ;  nor  is  there  anything  in  the  expe- 
rience of  the  atmospheric  system,  up  to  the  present  time,  that  would  warrant  us 
in  assuming  this  opinion  to  be  altogether  unfounded.  But  if  we  were  to  assume 
a  double  line  to  be  necessary,  the  first:  coat  of  construction  under  the  atmo- 
spheric system  would  be  so  gseatty  incrtd*edy  that  no  reduction  in  the  rate  of 
working  expenses  could  compensate  for  it,  bniess  the  traffic  was  exceedingly  large. 
The  cost  of  the  atmospheric  apparatus  is  estimated  by  Messrs.  Samuda,  in  their 
evidence  last  year  before  the  Croydon  and  Epsom  Committee,  at  4,000/.  per 
mile  of  single  line,  independently  of  the  cost  of  stationary  engines,  which  is  esti- 
mated at  about  5,000  I.  for  every  three  miles,  or  1,700  I.  per  mile.  The  actual  cost  of 
the  propelling  power  by  the  atmospheric  system  was  stated  by  the  manager  of 
the  Dalkey  line,  in  his  evidence  before  the  Croydon  and  Epsom  Committee,  last 
year,  to  have  been  a  fraction  over  7d.  per  mile ;  and,  including  the  cost  of  main- 
tenance of  way,  the  comparison  was  stated,  by  the  same  gentleman,  to  stand  as 
9rf.  per  mile  under  the  atmospheric  system,  against  1*.  4  Jrf.  per  mile  under  the 
locomotive  system.     It  is  evident,  therefore,  that  even  if  we  could  assume  the 
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sufficiency  of  a  single  line  under  the  atmospheric  system,  we  should  not  be  war- 
ranted in  assuming  the  success  df  that  system,  in  a  commercial  point  of  view,  as 
an  established  fact,  especially  when  the  traffic  is  not  likely  to  be  large.  It  is 
also  the  opinion  of  many  practical  men,  that  the  atmospheric  system  could  not 
be  applied  with  advantage  when-  the  traffic  is  of  a  mixed  character,  consisting, 
in  a  great  measure,  of  heavy  trains  of  goods  and  minerals,  and  there  are,  as 
yet,  no  sufficient  data  to  warrant  us  in  assuming  this  opinion  to  be  altogether 
without  foundation. 

Under  these  circumstances,  and  considering  that,  on  the  one  hand,  a  good 
locomotive  line  can  always  be  rendered  available  for  the  atmospheric  system, 
should  that  system  be  found  to  succeed ;  while,  on  the  other  hand,  a  line  laid  out 
expressly  for  the  atmospheric  system  might  not,  in  the  event  of  its  failure, 
admit  of  being  readily  converted  into  a  good  locomotive  line,  we  have  not 
thought  ourselves  justified,  when  comparing  two  rival  projects  presented  to  us, 
in  assuming  the  complete  success  of  the  atmospheric  system,  which  is  still  under 
experiment,  but  have  thought  ourselves  bound  to  form  our  opinion  upon  them 
with  reference  to  the  present  and  not  to  the  future  or  possible  state  of  the  science 
of  Railway  locomotion. 

We  shall  proceed  therefore  to  compare  the  two  lines,  apart  from  all  considera- 
tions as  to  the  atmospheric  system. 

.  As  locomotive  lines,  the  Newcastle  and  Berwick  has  a  great  superiority  over  its 
competitor  in  respect  of  gradients.  The  gradients  of  the  Newcastle  and  Berwick 
line  are  of  a  very  superior  description,  having  in  the  whole  course  of  the  line  only 
two  planes,  one  of  1  in  170  for  3 1  miles,  and  the  other  of  1  in  150  for  two  miles, 
upon  which  the  use  of  additional  power  might  occasionally  become  necessary. 
All  the  rest  of  the  line  has  remarkably  easy  gradients,  and  would  admit  of  being 
worked  over  at  the  highest  velocities. 

The  Northumberland  line  has  gradients  of  1  in  50,  1  in  59,  1  in  80,  and  on 
the  whole,  a  length  of  upwards  of  five  miles,  at  an  inclination  steeper  than  or 
equal  to  1  in  100,  and  of  8  J  miles  at  an  inclination  of  1  in  100  to  1  in  150. 
It  is  true  that  these  gradients  are  generally  for  short  distances,  and  undu- 
lating, and  are  therefore  not  so  objectionable  as  if  they  had  been  for  greater 
lengths;  still  when  compared  with  the  excellent  gradients  of  the  other  line 
their  inferiority  is  manifest. 

Our  views  upon  the  subject  of  gradients  have  been  already  fully  stated  in  our 
Report  upon  the  Manchester  and  Leeds  District,  to  which  we  here  refer.  It  will  be 
seen,  that  while  as  a  general  rule,  and  more  especially  for  lines  of  light  and 
frequent  traffic  for  short  distances,  in  districts  where  level  gradients  cannot  be 
attained  without  an  enormous  increase  of  expense,  we  are  disposed  to  think  that 
undue  importance  has  often  been  attached  to  superiority  of  gradients,  as  com- 
pared with  economy  in  the  first  cost  of  construction,  we  do  not  fail  to  recognise 
the  obvious  advantage  of  good  gradients,  when  such  can  be  attained  at  any 
moderate  cost,  upon  such  a  line  as  the  present,  which  forms  a  great  link  in  a  very 
important  and  extended  system  of  national  communication. 

Perhaps  the  greatest  advantage  of  decidedly  good,  as  compared  to  inferior 
gradients,  is,  that  they  admit,  consistently  with  economy,  of  a  higher  degree  of 
punctuality.  The  chances  of  delay  are  considerably  Multiplied  upon  steep 
gradients,  occurring  too  frequently  to  admit  of  the  regular  use  of  assistant 

{)Ower,  especially  in  certain  states  of  the  weather.  Upon  short  lines,  and  for  a 
ocal  traffic,  this  may  be  comparatively  unimportant,  but  where  the  delay  accu- 
mulates over  60  miles,  and  affects  the  whc^fc  system  of  trains  from  Newcastle 
to  London,  it  may  become  a  formidable  evil.  Accordingly,  we  can  have  no 
hesitation  in  pronouncing  decided  superiority  of  gradients  a  strong  feature  of 
preference  in  a  line  such  as  that  from  Newcastle  to  Berwick,  and  as  sufficient  to 
compensate  for  the  difference  in  actual  distance,  in  which  respect  the  line  of 
inferior  gradients  has  the  advantage. 

This  opinion  might  have  been  modified  if  the  superiority  of  gradients  on  the 
part  of  the  Newcastle  and  Berwick  line  had  involved  any  disproportionate 
increase  of  expense.  But  this  does  not  appear  to  be  the  case.  The  works  of 
both  lines  are  remarkably  easy,  with  the  exception  of  the  bridges  across  the 
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Tyne  and  Tweed,  afcd  passage  through  the  town  of  Newcastle.  The  estimated 
capital  of  the  Newoastle  and  Berwick  line  is  1,400,000  /. ;  that  of  the  Northum- 
berland 1,000,000  I.  The  latter  estimate  is  for  a  single  atmospheric  line,  and 
it  is  therefore  not  very  certain  how  far  it  might  be  accurate  for  a  double  loco- 
motive line.  Assuming  this,  however,  to  be  the  case,  the  excess  of  capital  upon 
the  main  line  of  the  Newcastle  and  Berwick  will  not  be  very  great,  since  out  of 
the  400,000  /.  additional  which  the  scheme  is  estimated  to  require,  it  provides 
eight  and  a  half  miles  of  branches  for  local  accommodation,  not  provided  for  by 
the  other  scheme,  as  well  as  a  much  more  complete  and  expensive  passage  of 
the  Tyne  and  through  the  town  of  Newcastle,  to  which  we  shall  presently  advert. 
In  regard  to  gradients,  therefore,  we  consider  that  the  Newcastle  and  Berwick 
scheme  has  a  decided  advantage,  and  that, the  small  additional  outlay  at  which 
this  advantage  may  be  purchased,  is4,  in  a  felase  like  the  present,  well  bestowed. 

The  next  important  point  of  comparison  is  as  to  the  mode  of  passing  the  Tynp 
and  the  town  of  Newcastle,  The  Newcastle  and  Berwick  scheme  proposes  to 
effect  this  object  by  a,  lofty  bridge  and  viaduct,  forming  a  direct  communication 
between  the  high  parts  of  Newcastle  and  Gateshead,  and  uniting  in  one  central 
station  all  the  different  Railways  which  radiate  from  Newcastle. 

The  Northumberland  line,  on  the  other  hand,  crosses  the  Tyne  at  a  lower 
level,  by  a  bridge  approached  by  steep  descents,  and  then  tunnels  under  the 
town  for  a  distance  of  2,410  yards. 

Considered  with  a  view  to  public  advantage,  and  irrespective  of  the  question 
of  interference  with  private  property,  from  the  consideration  of  which  we  are 
expressly  precluded,  there  can  be  little  doubt  that  the  arrangement  proposed  by 
the  Newcastle  and  Berwick  line  is  decidedly  preferable.  The  advantage  of  a 
junction  of  the  different  lines  leading  to  Newcastle  in  a  central  station  must  be 
admitted  to  be  very  considerable,  more  especially  when  it  is  considered  that 
many  of  them  carry  a  very  large  local  traffic  for  short  distances*  The  number 
of  local  passengers  entering  and  leaving  the  present  Gateshead  station  is  stated 
to  be  not  less  than  500,000  annually  ;  and  on  the  Newcastle  and  North  Shields 
Railway  not  less  than  850,000  passengers  are  conveyed  annually.  It  has  been 
objected,  that  this  amount  of  local  traffic  might  interfere  with  the  through- 
traffic  of  the  Newcastle  and  Berwick  line,  which  'proposes  to  use  the  line  of  the 
Newcastle  and  North  Shields  for  a  short  distance  ;  but,  as  the  two  lines  will  be 
united  under  one  management,  and  as  the  number  of  through-trains  will  not  be 
great,  we  do  not  think  that  any  injurious  amount  of  interference,  either  in 
respect  of  Public  safety  or  convenience,  need  be  apprehended.  The  connexion 
with  the  Newcastle  and  North  Shields  Railway  also  affords  a  ready  means  of 
access  to  the  shipping  quays  at  Newcastle,  which  is  very  desirable. 

It  is  proposed  also  to  render  the  railway-bridge  across  the  Tyne  available  for 
the  general  traffic  of  coaches,  carts,  and  foot  passengers,  which  will  be  a  con- 
siderable benefit  to  the  town  of  Newcastle,  the  opinion  of  whose  inhabitants,  as 
expressed  by  resolutions  of  the  town  council,  appears  to  be  decidedly  favourable 
to  the  mode  of  traversing  the  town  adopted  by  the  Newcastle  and  Berwick  scheme 
as  compared  to  that  of  the  competing  scheme. 

A  similar  preference  appears  to  be  given  to  this  scheme  by  the  inhabitants  of 
Morpeth,  on  the  ground  that  it  affords  them  a  better  station  and  preferable  local 
accommodation ;  and  generally  speaking,  both  in  the  above  respects,  and  in  giving 
a  communication  to  Alnwick,  Blyth,  and  to  the  populous  mining  district  of' 
Killingworth,  Benton,  Seghill,  &c.  the  Newcastle  and  Berwick  scheme  appears 
preferable  to  its  competitor  as  a  local  line. 

The  superiority  of  its  gradients  also  renders  it  a  better  line  for  the  important 
local  object  of  the  cheap  transport  6f  coal' from  .the  mineral  field  of  the  Tyne  to 
the  more  northern  parts  of  the  county,  anStlie  Kelso  Branch  has  in  this  respect 
a  similar  advantage  over  the  corresponding  branch  of  the  Northumberland 
scheme. 

We  have  already  referred  to  the  circumstances  in  which  the  two  schemes 
originated,  and  to  their  relations  to  the  other  existing  Railways  in  the  great 
Eastern  line  of  communication,  for  the  purpose  of  stating  that  such  considera- 
tions could  only  be  entertained  by  uk  in  so  far  as  they  had  any  bearing  upon  the 
question  of  the  comparative  Public  advantage  of  the  scheities  themselves  as 
finally  submitted  to  us.  In  this  point  of  view,  however,  it  becomes  impossible 
to  overlook  them.  On  the  one  hand,  it  is  clairfied  as  one  of  the  strongest  grounds 
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pf  preference  by  the  promoters  of  the  Northumberland  line,  that  their  scheme  is 
entirely  independent  of  all  existing  Railway  interests;  while,  on •  the  other  hand, 
the  connexion  between  the  Newcastle  and  Berwick  scheme  and  the  lines  already 
completed  or  sanctioned  to  the  north  and  south  of  it,  is  urged  by  its  promoters 
as  a  valid  reason,  on  public  grounds,  for  giving  it  a  preference. 

The  argument  of  the  Northumberland  Company  is,  that  such  an  identification 
of  interest  as  amounts  to  a  virtual  monopoly  exists  among  the  different  lines 
forming  the  Eastern  line,  and  that  this  monopoly  would  be  consolidated  by 
giving  a  preference  to  the  Newcastle  and  Berwick  scheme  all  the  way  from 
Edinburgh  to  Rugby.  It  is  therefore  urged  that  it  is  highly  important,  on 
grounds  of  Public  policy,  to  break  up  this  monopoly  by  placing  the  important 
link  between  Newcastle  and  Berwick  in  the  hands  of  an  independent  Company, 
to  a  certain  extent  in  opposition  to  the  existing  interests. 

After  having  given  the  subject  all  the  consideration  which  its  undoubted 
importance  merits,  it  does  not  appear  to  us  that  anything  that  can  be  called 
monopoly,  in  the  proper  sense  01  the  word,  exists  at  present,  or  would  be 
extended  or  consolidated  by  giving  a  preference  to  the  Newcastle  and  Berwick 
scheme. 

The  different  Companies  forming  the  links  of  the  line  from  Rugby  to  Edin- 
burgh, u  e.  the  Midlands  Companies,  the  Great  North  of  England,  the  New- 
castle and  Darlington,  and  the  North  British,  are  independent  of  each  other. 
As  regards  some  of  these  Companies,  it  is  notorious  that  this  independence  is 
acted  upon  to  the  fullest  extent,  and  that  there  is  not  even  that  unity  of  manage- 
ment and  policy  which  might  not  unnaturally  have  been  expected  to  result 
from  an  identification  of  interest.  In  regard  to  other  Companies,  again,  this 
unity  does  exist  to  a  greater  or  less  degree,  founded  in  a  great  measure  upon 
common  interest. 

This  unity  of  interest,  however,  is  consolidated  by  no  permanent  tie,  and  might 
be  dissolved  to-morrow  by  the  shareholders  of  any  one  of  the  Companies  named, 
if  they  saw  reason  to  believe  that  their  own  interests  and  those  of  the  Public  were 
being  sacrificed  to  promote  the  interests  of  other  lines. 

There  does  not  appear,  however,  to  be  the  slightest  ground  for  alleging  that 
this  has  been  the  case,  or  that  the  vnity  of  interest,  such  as  it  is,  which  has  sub- 
sisted among  the  different  Companies  on  the  Eastern  line,  has  been  other- 
wise than  advantageous  to  the  Public.  The  term  "  monopoly  "  cannot  be  ap- 
plied with  any  justice  to,  such  a  combination  of  the  different  consecutive  links  of 
a  great  line  of  Kailway  communication  as  tends  to  ensure  the  whole  being  worked 
as  one  concern  for  the  purposes  of  the  through-traffic.  On  the  contrary,  the 
objection  might  be  more  aptly  applied  to  the  existence  of  one  of  such  links  in 
a  state  of  absolute  independence,  with  both  the  power  and  the  inducement  to 
put  the  Public  to  inconvenience,  in  order  to  extract  an  undue  proportion  of  the 
profits  of  the  through-traffic.  Such  instances  are  by  no  means  imaginary ;  on 
the  contrary,  many  cases  might  be  quoted  where  the  Public  have  been  subjected 
for  long  periods  together  to  great  inconvenience,  and  have  been  heavily  taxed, 
owing  to  the  absence  of  that  unity  of  interest  between  connecting  lines,  which 
is  objected  to  as  creating  monopoly.  It  will  be  sufficient  to  refer  to  one  case, 
that  of  the  interruption  which  for  a  long  time  existed  at  Birmingham,  whereby 
persons  who  had  begun  their  journey  between  London  and  Liverpool,  or  Man- 
chester, as  second  or  third  class  passengers,  were  frequently  compelled,  either  to 
take  out  first-class  tickets  for  the  remainder  of  their  journey,  or  to  incur  a  serious 
delay.  It  is  found  also  in  practice,  that  unless  a  very  close  unity  of  interest 
exists  among  the  different  portions  of  what  really  constitutes  one  great  line  of 
communication,  it  is  scarcely  possible  to  introduce  that  harmony  and  accuracy 
of  arrangement  which  are  essential:  to  ensure  speed  and  punctuality.  Many 
important  branches  of  traffic  also  are  ?pt  to  be  neglected,  which  can  only  be  pro- 
perly developed  where  a  long  consecutive  line  of  Railway  is  united  in  one  common 
interest.  Coals  and  heavy  goods,  for  instance,  can  be  conveyed  for  long  dis- 
tances with  a  profit,  at  rates  which  would  be  altogether  insufficient  to  remune- 
rate a  Company  Which  had  only  a  run  of  ten  or  twenty  miles,  and  thus  many 
of  the  most  important  benefits  of  Railways  to  the  community  at  large  can  only 
be  obtained  by  uniting  through-lines  in  one  interest.  Nor  does  it  appear  that 
any  disadvantage  can  result  from  such  union  among  the  consecutive  Jinks  of. one 
through-line,  similar  to  that  which  may  be  apprehended  where  cross  lines,  sane- 
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tioned  for  entirely  different  purposes,  supported  by  different  streams  of  traffic 
and  united  by  no  legitimate  common  interest,  combine  for  purposes  of  mutual 
defence.  In  such  cases  it  is  evident  that  amalgamations,  especially  if  of  a  perma- 
nent nature,  ought  to  be  scrutinized  with  extreme  jealousy ;  but  the  case 
appears  to  us  to  be  very  different  as  regards  lines  which  constitute  portions  of 
what,  for  paramount  Public  objects,  must  be  considered  as  properly  one  system. 

We  are  of  opinion,  therefore,  that  in  the  case  before  us,  such  modified  identi- 
fication of  interest  as  exists  between  the  Newcastle  and  Berwick  and  the  other 
Eastern  Companies  cannot  be  considered  as  objectionable  on  Public  grounds ;  but, 
on  the  contrary,  as  furnishing  an  additional  guarantee  for  the  proper  working  of 
the  line,  and  rail  development  of  its  resources  in  the  manner  most  advantageous 
for  the  Public,  reference  being  had :  to  the.  peculiar  circumstances  in  which  the 
Eastern  chain  of  communication  is  placed  by  the  competition  both  of  steam- 
boats between  London,  Edinburgh,  and  all  the  principal  Eastern  parts,  and  also 
of  the  Western  line  of  Railway  communication,  which  will  afford  a  route  between 
Edinburgh  and  London  only  a  few  miles  longer  than  any  that  has  been  pro- 
posed on  the  Eastern  side  or  the  kingdom. 

In  another  respect,  this  same  identification  of  interest  affords  an  important 
advantage,  viz.  in  the  additional  security  which  it  affords  for  the  completion  of 
the  undertaking  in  its  integrity.  The  returns  of  traffic  submitted  to  us  show  a 
sufficient  but  still  a  moderate  return  on  the  capital  that  may  probably  be  re- 
quired ;  and  therefore,  in  the  event  of  any  unforeseen  accident  or  change  in  the 
money  market,  it  is  by  no  means  an  improbable  contingency,  that  a  new  Com- 
pany, left  entirely  to  its  own  resources,  might  fail  to  complete  the  more  difficult 
and  expensive  portions  of  the  work ;  such  for  instance  as  the  bridges  across  the 
Tyne  and  Tweed.  The  united  interest,  however,  of  the  Eastern  Companies  would 
at  all  times  be  amply  sufficient  to  carry  out  a  scheme  promoted  by  them  in 
such  a  complete  form,  as  to  enable  them  to  contend,  at  the  greatest  possible 
advantage,  with  the  competition  of  the  Western  lines  for  the  Scotch  traffic.  This 
consideration  appears  to  us  also  to  be  a  sufficient  answer  to  the  objection  which 
has  been  urged  by  the  promoters  of  the  Northumberland  scheme ;  that  if  the 
scheme  promoted  by  the  Eastern  Companies  is  granted  there  will  be  less  likelihood 
of  the  present  circuitous  route  of  the  line  between  Newcastle  and  Darlington  being 
improved.  The  engineering  difficulties  of  the  country  on  a  direct  line  between 
Durham  and  Newcastle  are  known  to  be  great,  having  formerly  led  to  Parlia- 
ment sanctioning  the  abandonment  of  that  portion  of  the  projected  line  of  the 
Great  North  of  England  Company  for  which  an  Act  had  been  obtained ;  and  as 
the  present  route  of  the  Newcastle  and  Darlington  Railway  accommodates  Sun- 
derland, Shields,  and  the  population  of  the  country  better,  and  will  be  improved 
by  cutting  off  the  angle  at  Brockley  Whins,  so  as  to  be  only  a  few  miles  longer 
than  the  direct  line,  it  may  be  questionable  whether  the  through-traffic  will  be 
sufficient  to  justify  the  expenditure  necessary  in  order  to  carry  a  more  direct  line 
with  tolerable  gradients  across  the  difficult  country  to  the  south  of  Newcastle. 
Should  this,  however,  appear  to  be  the  case,  there  can  be  no  reason  to  apprehend 
that  the  combination  of  Eastern  Companies,  after  completing  the  communi- 
cation to  Edinburgh,  would  hesitate  about  effecting  any  improvement  which,  in 
the  even  balance  of  distance  between  the  Eastern  and  Western  lines  of  com- 
munication with  Scotland,  was  felt  to  be  important.  For  the  following  reasons, 
therefore, — 

1.  Because  the  Newcastle  and  Darlington  is  a  decidedly  better  line  than  the 
Northumberland,  considered  with  reference  to  the  established  method  of  pro- 
pulsion upon  Railways,  which  alone  has  undergone  the  test  of  experience ; 

2.  Because  it  affords  more  local  accommodation,  and  passes  the  principal 
towns,  in  a  manner  considered  by  the  inhabitants  to  be  more  conducive  to  their 
interests; 

3.  Because  it  affords  more  convenient  bridges  across  the  Tyne  and  Tweed ; 

And,  4.  Because  its  connexion  with  the  other  Railways  forming  the  Eastern 
line  of  communication,  affords  a  better  guarantee  for  its  completion,  and  for  its 
being  worked  in  a  manner  the  most  beneficial  for  the  Public, 

We  are  of  opinion  that,  upon  Public  grounds,  it  deserves  a  preference  over  the 
competing  Northumberland  scheme. 

In 
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In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
Schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private 
persons,  the  examination  of  which  should  be  altogether  reserved  to  the  Houses 
of  the  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results  solely 
upon  public  grounds,  and  to  the  extlusi6ir  of  all  considerations  how  far  such 
results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 


DALHOUS1E. 

C.  W.  PASLEY.        G.  R.  PORTER, 

D,  O'BRIEN.  S.  LAING, 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  Schemes  for  extending  Railway  Communication  in  the  Counties 
of  Norfolk  and  Suffolk. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  4  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  4  March  1 845. 

THE  Board  constituted  by  the  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  different  schemes  deposited  with  the  Railway  Department 
for  extending  Railway  communication  in  the  counties  of  Norfolk  and  Suffolk, 
have  determined  on  submitting  the  following  Report  thereon  for  the  consideration 
of  Parliament. 

It  is  necessary  to  premise,  that  in  the  year  1836  the  Eastern  Counties  Railway 
Company  obtained  an  Act  to  make  a  line  from  London,  by  Colchester  and  Ips- 
wich, to  Norwich  and  Yarmouth,  but,  owing  to  circumstances,  which  it  does 
not  appear  to  us  necessary  to  enter  upon,  they  were  unable  to  proceed  beyond 
Colchester,  a  distance  of  51  miles.  To  complete  the  dropped  portion  as  far  as 
Ipswich,  powers  were  granted  by  Act  of  Parliament,  in  1 843,  to  the  Eastern 
Union  Company,  whose  line  is  now  in  course  of  construction. 

In  1842  the  Norwich  and  Yarmouth  Railway  Act  was  obtained  :  this  Railway 
is  now  in  use. 

In  1 844  the  Norwich  and  Brandon  Railway  Act  was  passed,  for  the  purpose 
of  connecting  Norwich  with  an  extension  from  the  Eastern  Counties  Railway, 
the  Bill  for  which  also  passed  in  1844,  and  the  line  is  in  course  of  construction. 

The  Railway  projects  to  traverse  the  district  in  question  which  have  been 
submitted  to  Parliament  in  the  present  Session,  may  be  classed  under  the 
following  heads  : 

Schemes  to  connect  Norwich  and  London ;  viz. 
Diss  and  Colchester  Junction. 

In  connexion  with  the  Norwich  and  Bfcndon — Diss  Branch. 
Eastern  Union — Ipswich  and  Norwich  Extension. 
« London  and  Norwich  Direct. 

Branch  Schemes,  and  Schemes  connected  with  the  principal  Schemes ;  viz. 

Bury  and  Ipswich. 

Diss,  Beccles,  and  Yarmouth. 

Diss  and  Colchester — Redham  Branch. 

Lowestoft  Railway  and  Harbour. 

Eastern  Counties — Colchester  and  Bury  St.  Edmund's  Extension. 

Schemes  in  the  Northern  part  of  Norfolk ;  viz. 

Direct  East  Dereham  and  Norwich. 
Lynn  and  East  Dereham. 
Norwich  and  Brandon — Dereham  Branch. 
Wells  and  Thetford. 

Looking  at  the  number  of  these  schemes,  we  cannot  but  remark  on  the  extent 
to  which  Railway  speculation  lias  gone  for  the  construction  of  lines  in  this  dis- 
trict, and  the  improbability  of  the  Legislature  sanctioning  at  present  more  than 
a  small  portion  of  the  projects  which  we  have  enumerated." 
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A  main  object  to  be  attained  is  the  through-communication  between  Norwich 
and  London,  keeping  in  view  at  the  same  time  the  imperative  necessity  of  giving 
to  the  intermediate  towns  the  most  convenient  Railroad  to  the  Metropolis,  and 
to  each  other.  Parliament,  by  granting  the  Eastern  Counties  Company's  Act, 
in  1 836,  established  the  proposition  that  Norwich  ought  to  have  a  good  Railway 
to  London ;  the  present  course  of  the  Norwich  and  Brandon,  by  the  Northern 
and  Eastern  Railway,  cannot  be  considered  adequately  to  attain  that  object 

The  Diss  and  Colchester  Junction  commences  at  the  present  termination  of 
the  Eastern  Counties  Railway,  at  Colchester,  thence  proceeds  through  Hadleigh 
to  Stowmarket,  Eye,  and  Diss,  where  it  joins  the  Diss  branch  of  the  Norwich 
and  Brandon  line,  by  which  traffic  may  proceed  by  the  Norwich  and  Brandon  to 
Norwich  and  Yarmouth,  to  the  eastward,  or  by  Brandon,  to  the  westward. 

The  Ipswich  and  Norwich  line  is  intended  to  proceed  from  the  termination  of 
the  Eastern  Union  Company's  line  at  Ipswich,  to  pass*  by  Stowmarket,  to  leave 
Eye  nearly  three  miles  to  the  east,  and  after  going  close  to  Diss,  to  enter 
Norwich  on  the  south  side  of  that  town. 

The  proposed  London  and  Norwich  Direct  line  commences  at  Elsenham,  on 
the  Northern  and  Eastern  Counties  Railway,  about  three  and  a  half  miles  beyond 
the  Bishop  Stortford  Station,  passes  two  miles  to  the  west  of  Thaxted,  then 
nearly  midway  between  Haverhill  and  Clare,  through  Bury  St.  Edmund's,  and 
joins  the  Norwich  and  Brandon  Railway  at  Thetford. 

These  lines  have  no  engineering  difficulties  to  encounter,  and  may  be  con- 
structed at  a  moderate  cost. 

The  lengths  of  these  lines  are : 

Miles.  Chains. 

Eastern  Union  Extension          -----    45  56 
Diss   and   Colchester  Junction,    including  the    Diss 

Branch 52  30 

London  and  Norwich  Direct    -        -        -        -        -45  1 1 

The  distances  respectively  by  these  proposed  lines,  between  London  and  Nor- 
wich, are : 

Miles.    Furlongs, 
By  the  Eastern  Union  Extension      -         -         -         -113         1 
Diss  and  Colchester  Junction  -         -         -         -118         4 

London  and  Norwich  Direct  -         -        -        -110         5 

The  Eastern  Union  scheme  accommodates  on  the  whole  a  greater  extent  of 
peculation,  although  it  but  indirectly  accommodates  the  town  of  Eye.  The 
Diss  and  Colchester  Junction  scheme  entirely  omits  the  important  town  of 
Ipswich,  and  would  leave  it  without  any  reasonable  communication  to  the  north- 
ward. The  London  and  Norwich  Direct  line  goes  through  a  district  less  populous 
than  either  of  the  others. 

If  the  Eastern  Union  scheme  be  carried  into  effect,  the  inhabitants  of  Norwich, 
Diss,  and  Stowmarket,  and  their  immediate  neighbourhoods,  who  may  be 
going  to  London,  will  have  the  means  of  travelling  by  Railway  to  Ipswich,  and 
thence  to  London  either  by  Railway  or  by  water ;  and  as  steamers  ply  constantly 
between  London  and  Ipswich,  the  accommodation  afforded  by  them  will  keep 
down  the  fares  on  the  existing  line  of  the  Eastern  Counties  as  well  as  on  the 
Eastern  Union  line,  in  process  of  formation,  and  the  travellers  to  whom  we  have 
alluded  will  benefit  by  the  competition  to  an  extent  beyond  what  any  other  com- 
bination of  proposed  Railways  can  offer.  If  the  Diss  and  Colchester  Junction 
line  be  sanctioned,  no  control  of  this  sort  will  exist,  and  the  steamers  from 
Ipswich  will  be  of  no  advantage  to  these  travellers.  The  goods  traffic  will  be 
affected  in  the  same  manner. 

The  Diss  and  Colchester  Junction  gives  accommodation  to  Eye :  but  it  requires 
a  greater  number  of  miles  of  Railway  to  be  made  than  does  the  Eastern  Union 
Extension :  its  promoters  offer  to  charge  between  Diss  and  Norwich  only  on  a 
distance  equal  to  the  length  of  the  turnpike  road  between  these  two  places ;  and 
no  reasonable  doubt  can  be  entertained,  provided  they  receive  the  sanction  of 
Parliament,  that  they  will  make  the  line,  and  work  it  efficiently  when  completed. 
With  respect  to  the  London  and  Norwich  Direct  Railway  scheme,  an  inspection 
of  the  map  will  show  that  it  does  not  fully  accommodate  even  the  thinly-peopled 
district  through  which  it  passes.     It  goes  through  Bury,  but  the  convenience  of 
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the  smaller  towns  between  Bufy  and  Stansted  is  sacrificed  to  obtain  a  short  line. 
We  are  convinced  that  the  through-traffic  will  not,  in  this  case,  be  sufficient  to 
maintain  the  Railway ;  and  we  believe  that  both  the  through  and  local  traffic  must 
be  called  into  action  to  ensure  a  moderate  return  on  the  outlay. 

It  is  necessary,  in  this  part  of  our  Report,  to  advert  to  a  Railway  called  the 
Chelmsford  and  Bury  Railway,  projected,  but  not  brought  before  Parliament,  the 
plan  and  section  and  traffic  tables  of  which  have  been  submitted  to  the  Board  of 
Trade.  This  Railway  appears  to  us  to  accommodate  a  more  populous  district 
than  that  intended  to  be  traversed  by  the  London  and  Norwich  Direct  Railway ; 
its  section  shows  that  it  may  be  done  at  a  moderate  cost ;  there  is  a  strong  local 
feeling  in  its  favour,  evinced  by  the  memorials  which  have  been  received  by  the 
Board  of  Trade  from  the  inhabitants  of  Braintree,  Halstead,  Sudbury,  and  other 
places  between  Chelmsford  and  Bury,  who  are  of  opinion,  that  if  the  direct  line 
be  sanctioned  by  Parliament,  they  will  be  debarred  from  all  chance  of  being  at 
a  future  time  placed  on  a  line  of  Railway :  moreover,  its  promoters  allege,  that 
even  as  to  distance  it  gives  as  short  a  communication  to  London  from  Bury  as 
does  the  London  and  Norwich  Direct  line.  However,  while  speaking  thus  of  the 
Bury  and  Chelmsford  scheme,  we  must  guard  ourselves  against  implying  that  we 
have  formed  an  opinion  on  its  merits  or  demerits,  or  to  whether  or  not  it  is  required 
by  the  district.  We  now  only  advert  to  the  scheme  in  order  to  show,  that,  sup- 
posing a  direct  and  short  line  of  Railway  between  Bury  and  London  were  required, 
a  line  alleged  to  be  as  direct  and  as  short  may  be  formed,  which  at  the  same  time 
will  accommodate  a  more  extensive  population. 

We  have  carefully  examined  the  traffic  tables  which  have  been  furnished  to  us, 
but  we  cannot  find  evidence  that  at  present  two  additional  Railways  between 
London  and  Norwich  are  required. 

It  is  our  duty  to  report,  therefore,  that  as  the  Eastern  Union  Exten  sion  line 
affords  a  shorter  communication  between  London  and  Norwich,  by  about  five  miles 
three  furlongs,  than  does  the  Diss  and  Colchester  Junction  line ;  that  as  it 
accomplishes  its  objects  while  it  requires  a  fewer  number  of  miles  of  Railway  to 
be  made ;  that  as  it  gives  accommodation  to  Ipswich,  which  the  Diss  and  Col- 
chester Junction  line  does  not,  our  opinion  is,  that  the  Ipswich  and  Norwich 
Extension  is,  on  public  grounds,  preferable  to  the  Diss  and  Colchester  Junction, 
including  the  Diss  branch  of  the  Norwich  and  Brandon  Railway  j  and,  further,  that 
as  the  London  and  Norwich  Direct  line  traverses  a  district  but  thinly  inhabited ; 
that  as  it  does  not  even  afford  the  best  accommodation  to  this  district ;  that  as  the 
traffic  which  might  come  upon  it,  supposing  the  Ipswich  and  Norwich  Extension 
line  were  made,  would  not  be  sufficient  to  support  it ;  and  that,  even  if  it  were 
required,  an  equally,  if  not  more  useful  line  might  be  found,  we  are  of  opinion  that 
there  are  public  reasons,  which  ought  to  be  decisive  against  it. 

To  give  Railway  accommodation  to  the  town  of  Bury  St.  Edmund's,  to  the 
south  and  to  the  east,  three  projects  have  been  formed ; 

A  branch  from  the  Diss  and  Colchester  Junction  from  Stow  market. 

A  branch  from  the  Eastern  Union  Extension,  leaving  the  main  line  at  a  point 
about  two  miles  north  of  Stowmarket. 

An  extension  of  the  Eastern  Counties  Railway,  which,  commencing  at  Col- 
chester, is  identical  with  the  Diss  and  Colchester  Junction  to  a  point  a  little  to 
the  north  of  Hadleigb,  where  leaving  the  Diss  and  Colchester  proposed  line,  it 
pursues  a  north-easterly  direction  to  .Bury. 

Should  Parliament  refuse  to  sanction  the  Diss  and  Colchester  Junction,  the 
branch  to  Bury  necessarily  falls  to  the  ground. 

After  considering  the  circumstances  of  the  town  of  Bury,  we  are  of  opinion  that 
one  Railway  towards  the  coast  is  as  much  as  the  traffic  can  maintain.  The  question 
is  then  narrowed  into  whether  it  be  better  to  give  to  Bury  such  a  communication 
as  shall  enable  it  to  have  access  by  Railway  to  Norwich,  to  Stowmarket,  to 
the  port  of  Ipswich,  and  to  London,  at  the  inconvenience  of  a  longer  distance  to 
London  (see  the  annexed  Map),  or  whether  it  would  be  better  to  shorten  the  dis- 
tance between  Bury  and  London  by  granting  the  Colchester  and  Bury  St.  Edmund's 
Extension,  at  the  same  time  cutting  Bury  off  from  Railway  communication  with 
Norwich,  Stowmarket,  and  Ipswich.  .  On  this  point  we  have  had  no  hesitation 
in  forming  our  opinion.  We  believe  that  shortening  the  distance  to  London  is 
of  less  importance  to  Bury  than  giving  it  a  communication  with  the  places  which 
we  have  mentioned,  especially  with  Ipswich.     If  the  Eastern  Union  Extension  be 
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sanctioned,  such  communication  will  be  afforded  at  the  smallest  cost,  as  the  branch 
to  Bury  is  the  shortest  line  by  which  that  town  can  be  connected  with  any  mam 
line :  and  we  think  that  the  branch  will  be  efficiently  and  economically  worked  by 
the  Eastern  Union  Company.  It  is  therefore  our  duty  to  submit  that,  on  public 
grounds,  the  branch  from  the  Eastern  Union  Extension,  called  the  Bury  and  Ips- 
wich Railway,  is  preferable  to  the  branch  of  the  Diss  and  Colchester  Junction, 
and  of  the  Eastern  Counties — Colchester  and  Bury  St.  Edmund's  Extension. 

The  Diss,  Beccles,  and  Yarmouth  proposed  Railway,  and  the  Diss  and  Col- 
chester, Reedham  branch,  are  schemes  pursuing  nearly  the  same  course,  and 
having  the  same  objects  in  view.  Proceeding  from  Diss,  they  follow  the  direction 
of  the  River  Waveney,  pass  near  the  town  of  Harleston,  and  accommodate  Bungay 
and  Beccles — the  Diss,  Beccles,  and  Yarmouth  line  terminating  in  the  town  of 
Yarmouth ;  the  branch  line  terminating  at  Reedham,  on  the  Norwich  and  Yar- 
mouth Railway.  The  lines  would  not  be  (comparatively)  expensive,  nor  difficult 
of  construction.  We  entertain,  however,  strong  doubts  whether  such  a  line  of  Rail- 
way is  at  present  required.  A  navigable  communication  runs  close  to  a  large  portion 
of  it,  with  which  it  would  have  to  compete.  We  believe  that  the  traffic  would  be 
insufficient  to  maintain  an  independent  company :  a  line  of  Railway  which  is  not 
remunerative  to  the  proprietors  is  likely  to  be  inefficiently  worked;  the  public 
suffer,  capital  is  sunk,  and  a  check  is  given  to  Railway  combinations  which  might, 
in  a  cheaper,  if  not  a  better  manner,  meet  the  wants  of  the  community. 

If  the  Legislature  grant  the  Diss  and  Colchester  Junction  scheme,  not  so  much 
objection  would  exist  to  the  Diss  and  Reedham  branch.  A  branch  may  not  be 
in  itself  very  remunerative,  but  so  long  as  it  forms  a  portion  of  a  thriving  concern, 
it  will  be  worked  efficiently,  and  it  will  bring  additional  traffic  to  the  main  line. 
But  if  Parliament  refuses  to  sanction  the  main  line,  the  branch  falls  to  the 
ground. 

Having  weighed  all  these  circumstances  maturely,  we  conclude,  that  until  a 
better  combination  presents  itself,  it  is  desirable  to  postpone  the  establishment  of 
additional  Raihvav  communication  between  Diss  and  Yarmouth. 

The  Norwich  and  Yarmouth  Railway  Company  project  a  branch  from  the 
Reedham  station  to  Lodden,  four  miles  four  chains  in  length,  of  easy  construction 
and  moderate  cost,  to  accommodate  that  place.  There  do  not  appear  to  us  to  be 
any  public  grounds  of  objection  to  this  scheme. 

Connected  with  the  Norwich  and  Yarmouth  Railway  also,  is  a  project  for 
making  a  Railway  about  eleven  miles  long,  commencing  also  at  the  Reedham 
station,  and  terminating  at  Lowestoft.  The  ground  is  favourable  to  the  under- 
taking, and  we  see  no  public  grounds  whatever  for  objecting  to  it* 

The  Norwich  and  Brandon  Railway  Company  desire  to  make  a  deviation  of 
their  original  line,  which  was  to  have  passed  in  a  straight  direction,  at  a  distance 
of  two  miles  from  Thetford,  in  a  manner  which  shall  accommodate  that  town 
more  effectually,  under  an  arrangement  with  the  inhabitants  agreed  to  last  year. 

Considering  that  the  proposed  deviation  is  made  in  favour  of  a  town  having 
4,000  inhabitants ;  that  the  distance  between  the  terminal  points  thereby  increased 
will  be  inconsiderable ;  and  that  the  Company  are  willing  to  bind  themselves  in 
their  Act  not  to  make  an  extra  charge  upon  the  Public  for  their  conveyance  over 
the  extra  distance,  we  are  of  opinion  that  the  circumstances  justify  the  deviation  in 
question. 

The  Wells  and  Thetford  Railway  scheme  is  intended  to  pass  from  the  port  of 
Wells,  through  Fakenham,  Little  Walsingham,  East  Dereham,  and  Walton,  to 
Thetford,  the  whole  distance  being  42  miles.  For  20  miles,  from  Wells  to  East 
Dereham,  the  earthworks  are  considerable,  if  not  heavy ;  from  East  Dereham  to 
Thetford  they  are  less,  but  will  amount  to  an  average  in  their  magnitude  and  cost : 
on  the  whole,  the  construction  of  the  line  will  be  laborious,  and  expensive.  The 
population  of  the  district  is  thin  :  there  are  scarcely  any  public  conveyances ;  and 
the  great  majority  of  the  proprietors  along  the  line  oppose  the  scheme  as  being  un- 
necessary, and  incapable  of  sustaining  itself. 

We  here  beg  leave  to  draw  attention  to  the  following  extract  from  the  Fifth 
Report  of  the  Select  Committee  on  Railways : 

"The 
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"  The  willingness  of  parties  to  expend  capital  in  making  a  new  Railway  is  not 
*c  to  be  at  once  taken  as  a  sufficient  ground  for  granting  the  necessary  powers,  since 
"  proprietary  rights  are  not  to  be  set  aside,  except  for  adequate  and  clear  public 
"  advantage ;  since  there  is  no  public  advantage  in  the  construction  of  a  work 
<c  which  cannot  afford  remuneration ;  since  there  can  be  no  security  for  the  working 
ic  of  a  Railway,  except  its  yielding  a  profit ;  since  there  may  be  sometimes  indirect 
"  purposes  in  the  proposal  to  construct  new  lines,  tending  not  to  the  increase,  but 
"  to  the  ultimate  limitation  of  Railway  enterprize,  and  of  public  accommodation  as 
<c  connected  with  it." 

After  a  careful  investigation  of  all  the  circumstances,  we  cannot  but  conclude' 
that  the  Wells  and  Thetford  Railway  scheme  properly  belongs  to  the  class  of  pro- 
jects to  which  the  Committee  have  alluded,  and  that  public  reasons  seem  to  be 
decisive  against  it. 

The  Direct  East  Dereham  and  Norwich  projected  line  is  to  connect  the  town  of 
East  Dereham  with  the  city  of  Norwich.  The  main  line  is  15  miles  10  chains; 
the  Bowthorpe  branch,  5  miles  40  chains;  the  Lakenham  branch,  2  miles 
46  chains ;  another  small  branch,  1  mile  8  chains ;  in  all,  22  miles  24  chains. 
The  line  does  not  appear  to  offer  any  remarkable  difficulties  in  the  construction, 
and  the  work  to  be  done  is  below  an  average  quantity.  The  promoters  of  this 
scheme  have  sent  to  the  Board  of  Trade  tables  of  estimated  traffic,  which  show 
receipts  equal  to  about  1,775  /.  per  mile  per  annum,  which,  if  proved,  would  justify 
an  approval  of  the  scheme.  But  on  referring  to  the  returns  transmitted  to  the 
Board  of  Trade  by  the  Norwich  and  Yarmouth  Railway  Company,  we  find  the 
gross  amount  of  receipts  from  1st  July  to  31st  December  1844,  to  have  been 
8,383  /.  18  s.  \d.;  which,  on  a  length  of  20  miles  51  chains,  gives  an  average  of 
about  400  I.  per  mile  for  the  half  year,  or  800  /.  per  mile  per  annum.  We  do  not 
mean  that  the  traffic  between  Norwich  and  Yarmouth  is  precisely  analogous  to 
that  which  would  be  found  on  the  line  proposed  to  be  made  between  East  Dere- 
ham and  Norwich,  because  both  the  latter  are  inland  towns ;  but  still  there  is 
sufficient  similarity  to  satisfy  us,  in  the  absence  of  more  positive  proof,  that  if, 
between  two  such  important  places  as  Norwich  and  the  port  of  Yarmouth,  the 
traffic  is  no  greater  than  what  we  have  stated  it  to  be,  the  traffic  between  Norwich 
and  the  inland  town  of  East  Dereham  must  be  much  less.  We  are  inclined  to 
believe  that  experience  of  the  actual  receipts  of  a  line  worked  under  circumstances 
favourable  to  traffic,  is  a  better  guide  to  the  probable  receipts  of  a  line  in  the  same 
district,  than  any  traffic  estimate  can  be,  however  carefully  prepared.  To  us,  there- 
fore, the  traffic  tables,  to  which  we  have  alluded,  do  not  convey  any  proof  that  the 
line  could  be,  at  present  at  least,  remunerative.  The  strong  probability  that  the 
Railway,  if  made,  would  not  pay  more  than,  if  so  much  as  its  expenses,  con- 
stitutes our  chief,  but  strong  ground  of  objection  to  the  scheme.  Its  very  inde- 
pendence— the  absence  of  support  from  any  Railway  Company  capable  of 
guaranteeing  to  the  public  its  being  efficiently  made  and  worked — is  unfavourable 
to  it.  And  though  we  admit  that  the  direction  of  the  line  is  good  ;  that  opening 
a  communication  through  the  northern  part  of  Norfolk  towards  the  port  of  Lynn 
is  desirable ;  that  in  connexion  with  the  Eastern  Union  Extension  it  would,  in  our 
opinion,  give  the  best  communication  between  East  Dereham  and  London ;  that 
considerable  advantage  would  be  derived  from  it  by  the  district  which  it  is  pro- 
posed to  traverse,  we  are  bound  to  report  that  we  believe  it  would  be  far  better  if 
Parliament  were  to  postpone  its  sanction  to  this  scheme  until  the  completion  of 
such  main  and  principal  Railways  as  are  now  in  course  of  construction,  or  may 
•fee  constructed  under  powers  granted  in  the  present  Session,  shall  have  made  it 
clear  that  this  minor  line  is  needed  in  the  district. 

Another  mode  of  giving  Railway  accommodation  to  East  Dereham  is  proposed 
by  the  Norwich  and  Brandon  Railway  Company,  who  project  a  branch  from 
Wymondham,  at  nearly  right  angles  to  their  line,  to  terminate  nearly  in  the  centre 
of  the  former  town.  Its  length  is  1 1  $  miles,  and  its  cost  for  a  single  line  of  way, 
with  bridges  and  works  sufficient  for  a  double  line  of  way,  is  estimated  at  85,000?. 
The  promoters  of  the  scheme  are  prepared  to  admit  into  their  Act  a  clause  to 
prevent  them  from  charging  on  the  circuitous  route  thus  proposed  between  East 
Dereham  and  Norwich  for  a  greater  distance  than  the  length  of  the  present  turn- 
pike road  between  these  two  places. 

We  have  stated  our  belief  that  there  is  not  sufficient  traffic  to  support  a  direct  and 
independent  line  between  East  Dereham  and  Norwich;  we  entertain  doubts  whether 
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there  is  enough  to  maintain  a  branch,  and  it  is  admitted  that  between  East  Dere- 
ham and  Wymondham  there  is  no  traffic  at  present  existing.  If  either  line  were  to 
be  made,  we  should  give  the  preference  to  the  direct  line,  for  the  reasons  already 
mentioned.  If  the  branch  were  made,  we  are  convinced  that  the  direct  line  would 
never  be  constructed  ;  and  then,  supposing  that  eventually  a  Railway  were  car- 
ried to  Swaffham  and  Lynn,  the  traffic  between  these  towns,  as  well  as  East 
Dereham,  and  Norwich  and  Yarmouth,  would  be  doomed  to  the  circuitous  route 
by  the  branch  proposed.  We  beg  to  refer  to  the  following  passage  from 
the  Fifth  Report  of  the  Select  Committee  on  Railways,  which  bears  on  the 
question : — 

"  It  is,  moreover,  to  be  recollected,  that  new  lines  of  Railway  are  sometimes 
"  projected  for  the  purpose,  not  of  increasing,  but  of  restricting  Railway  accommo- 
"  dation.  Cases  may  occur  in  which  a  Company,  fearful  of  the  competition  of 
"  a  parallel  line,  although  at  some  distance,  and  calculated  to  afford  so  much 
"  of  additional  accommodation  to  the  public  as  fully  to  warrant  its  construction, 
"  may  throw  out  a  lateral  branch  across  the  district  to  be  traversed  by  such 
"  parallel  line,  which,  although  affording  only  a  circuitous  communication  with  the 
"  terminus,  may,  nevertheless,  materially  increase  the  facilities  of  Parliamentary 
"  opposition  to  the  new  line.  Such  a  case  would  be  an  example  (always  pre- 
"  suming  that  the  branch  could  not  be  sustained  by  its  own  proper  traffic)  of 
"  competition  of  an  objectionable  kind,  operating  by  anticipation/9 

We  must,  however,  in  justice  to  the  promoters  of  this  branch,  state  our  belief, 
that  they  have  not  put  the  scheme  forward  with  any  intention  or  purpose  beyond 
that  which  the  project  bears  on  its  surface ;  viz.  the  legitimate  connexion  with 
East  Dereham.  But  we  conceive  that  the  principle  here  laid  down  is  applicable 
to  the  case ;  and  on  the  broad  ground,  that  no  determination  should  be  formed 
as  to  these  short  local  lines  until  the  direction  of  the  arterial  lines  be  settled,  we 
beg  to  report  our  opinion  that  the  Blast  Dereham  branch  of  the  Norwich  and 
Brandon  Railway,  as  well  as  the  Direct  East  Dereham  and  Norwich  Railway 
scheme,  ought  to  be  postponed. 

The  Lynn  and  East  Dereham  Railway  scheme  has  for  its  ultimate  object  the 
completion  of  a  direct  line  from  Yarmouth  to  Lynn.  In  the  first  instance,  however, 
the  promoters  purpose,  if  their  project  receive  the  sanction  of  Parliament,  to  con- 
fine their  operations  to  making  a  Railway  between  Lynn  and  Swaffham,  a  distance 
of  about  15  miles,  dropping  for  the  present  the  remaining  portion  of  their  scheme, 
as  they  are  uncertain  which  of  the  two  lines  intended  to  terminate  in  East 
Dereham  may  be  sanctioned,  and  it  would  be  necessary  for  them  to  bring  in  their 
line  to  that  town  to  agree  with  the  terminus  which  should  eventually  be  fixed 
upon.  The  line  presents  no  engineering  difficulties ;  it  is  easy  of  construction, 
and  its  cost  is  estimated  at  120,000/. 

The  traffic  tables  which  have  been  received  at  the  Board  of  Trade  show  that 
a  considerable  profit  might  be  expected ;  but  certain  parties  who  oppose  the 
scheme  have  furnished  other  returns,  showing  that  the  traffic  will  be  quite  insuffi- 
cient to  justify  the  making  of  the  Railway,  There  is  no  reason  to  question  the 
estimate  or  the  counter-estimate.  Between  the  two  it  is  difficult  to  judge ;  and 
we  do  not  possess  the  means  of  procuring  such  data  as  might  enable  us  to  give 
a  positive  opinion.     All  we  can  say  on  this  point  is,  that  the  traffic  is  doubtful. 

We  do  not  think  that  a  Railway  scheme  which  is  confined  to  the  towns  of 
Lynn  and  Swaffham  has  sufficient  public  grounds  to  rest  a  case  upon  ;  though, 
as  forming  a  portion  of  a  continuous  communication  between  Yarmouth  and 
Lynn,  we  see  no  objection  to  it.  It  is  also  possible  that  granting  permission  to 
make  a  portion  of  the  line  may  prevent  the  remainder  being  executed.  The 
scheme,  therefore,  as  a  whole,  depends  on  the  fate  of  other  Companies.  In  these 
circumstances,  it  becomes  our  duty  to  report  our  opinion  that  it  is  advisable  to 
postpone  the  sanction  of  this  scheme  until  consideration  shall  have  been  given  by 
Parliament  to  the  East  Dereham  and  Norwich  lines,  and  until  the  requirements 
of  the  whole  district  be  ascertained,  together  with  its  capabilities  for  supporting 
Railway  communications  through  it. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
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Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  Schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
"  the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
"  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results  solely 
upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far  such 
results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

DALHOUSIE. 
C.  W.  PASLEY.  G.  R.  PORTER. 

S.  LAING. 


Digitized  by 


Google 


00 

oo 


f  s 
s  * 


I? 
II 


*~    S 


r 
£? 

w     * 

3      ** 

B    5 


5C 


ST?  o 


Digitized  by 


Google 


RAILWAYS. 


MAP 


OF  SEVERAL 


PROJECTED   RAILWAYS, 


IN  THE 


NORFOLK,    &c.    DIVISION, 


REFERRED  TO  IN  THE 


RJLPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
the  Schemes  for  extending  Railway  Communication  in  the 
Counties  of  Norfolk  and  Suffolk. 


Ordered,  by  The  Housfc  of  Commons,  to  be  Printed, 
4  March  1 845. 


88,—  continued. 


Digitized  by 


Google 


Digitized  by 


Google 


fcE  NORFOLK   &   SUFFOLK   DISTRICTS. 


MAP 

Of   $£VL*AL 

PROJECTED  RAILWAYS 

m  Tax 

LFOLK  &c.  DIVISION, 

SESSION  1946. 


N0T£-  The  course  of  the  lutes  of  Railway,  as  laid, 

dowro,  is  only  intendeds  to  pore  a-aeaeraZ 

idea,  qf  their  ebirccUoTV,  to  render the  accom* 

pawing  Report  more  inlflligible,,  but  does 

^Sergev    not  pretend  to  detailed  atxaracy. 


fatoei 


i&RrYkRMOVTH 


}sstan 


fleet 


Lowestoft 


CVQfl&ft 


***** 


\gh,  I    ~)KesgiruplajicL 

Krdrth( 


Ipswich  t  •Norwich  extension 

Diss  £  Colchester     * 

CYonvich  &  Brandon/ Diss  &  Dereham  branches 

London  Jt  Jforwuh  {direct UJ 

Bnry  tlptwich 

^Eastern,  OntrUzesJ Colchester  I  Bury  $* Edmunds  .< 
v D? (xwvbridyek D?      extension  k 


/ 


Digitized  by 


Google 


Digitized  by 


Google 


Digitized  by 


Google 


RAILWAYS. 


MAP 


or  skyxjull 


PROJECTED   RAILWAYS, 


NORFOLK,   &c.    DIVISION, 


EiriERIO  TO  IK  THC 


REPORT  of  the  Railway  Department  of  the 
Board  of  Trade  on  the  Schemes  for  extending 
Railway  Communication  in  the  Countiei  of 
Norfolk  and  Suffolk. 


Ordered,  by  The  Hotue  of  Common*,  to  be  Fritted, 
4  March  1845. 


88. — continued. 


Digitized  by 


Google 


RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
Schemes  for  extending  Railway  Communication  in  Lancankire  and 
adjoining  Districts. 


Ordered,  by  The  Home  of  Commons,  to  be  Printed,  16  April  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  16  April  1845. 

THE  Board  constituted  by  the  Minute  of  the  Lords  of  the  Committee  of 
Privy  Council  for  Trade,  for  the  transaction  of  Railway  Business,  having 
had  under  consideration  the  following  schemes  for  extending  Railway  commu- 
nication in  Lancashire  and  in  the  adjoining  districts,  viz. : 

The  Ashton,  Staleybridge  and  Liverpool  Junction — Ardwick  Extension ; 

Ditto ditto Guide  Bridge  Extension ; 

Blackburn  and  Preston  Railway — Alteration,  Extensions,  and  Branch ; 

Blackburn,  Burnley,  and  Accrington  Extension ; 

Blackburn,  Darwen,  and  Bolton  ; 

Birkenhead,  Manchester,  and  Cheshire  Junction ; 

Bolton,  Wigan,  and  Liverpool  (or  Liverpool  and  Bury) ; 

Chester  and  Preston  Brook ; 

Cockermouth  and  Workington ; 

Chester  and  Birkenhead  Extension  ; 

Grand  Junction  Railway  Branch,  to  join  the  Liverpool  and  Manchester 

Railway  at  Huyton ; 
Grand  Junction — Friars'  Park  and  Dudley  Branch ; 
Grand  Junction — Potteries  Branch  ; 
Huddersfield  and  Manchester ; 
Huddersfield  and  Sheffield  Junction  ; 
Kendal  and  Windermere ; 

Lancaster  and  Carlisle — Deviation  in  Parish  of  Kendal ; 

Ditto    -     ditto    -    Branch  to  join  the  Newcastle  and  Carlisle  Railway ; 

Ditto    -    ditto    -    Deviation  Line  from  Scotforth  to  Slyne ; 

Part  1 .  lime-street  Station  Extension  ; 
,    2.  Wapping  Station  Extension  ; 
,    3.  EdgehillExtension ; 
,    4.  Crown-street  Extension ; 

Liverpool,  Ormskirk,  and  Preston ; 

Liverpool  and  Manchester— Rainforth  and  Liverpool  Branches ; 

Ditto    -     -    ditto    -    -    Patricroft  and  Clifton  Branches ; 

Ditto    -    -    ditto     -    *     St.  Helen's  and  Rufford  Branch ; 

Ditto    -    -    ditto    -    -    Extension; 

Ditto    -    -    ditto    -    -    Parkside  Branch ; 

Manchester  South  Junction  and  Altrincham ; 

Manchester  and  Birmingham  Railway  —  Macclesfield  Extension  ana 
Junction  Line  with  the  Sheffield  ana  Manchester ; 

North  Wales  Mineral  Railway — Extension ; 

Preston  and  Wyre — Lytham  and  Blackpool  Branches ; 

Preston  Brook  and  Runcorn  Junction ; 

Southport  and  Euxton  Junction ; 

Shrewsbury,  Oswestry,  and  Chester  Junction ; 

Whitehaven  and  Furness ; 


Liverpool  and  Manchester 


have  determined  on  submitting  the  following  Report  thereon,  for  the  con- 
sideration of  Parliament. 
The  above-mentioned  schemes  are  proposed  principally  with  a  view  to  the 
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extension  of  Railway  communications  in  the  great  manufacturing  district  of 
Lancashire  and  Cheshire,  and  in  connexion  with  that  district. 

They  may  be  classed,  according  as  they  have  in  view  for  their  principal 
object,  either — 

1.  To  provide  new  communications  for  the  import  and  export  trade  of 

the  district. 

2.  To  provide  new  interior  communications. 

3.  To  improve  or  extend  existing  communications. 

Under  the  first  head  the  most  important  are  the  schemes  proposed  for 
providing  new  Railway  communications  from  Manchester  and  the  manufac- 
turing districts  to  the  sea ;  on  the  one  hand,  by  a  route  north  of  the  Liverpool 
and  Manchester  Railway,  through  the  towns  of  Bolton  and  Wigan  to  Liverpool ; 
on  the  other  hand,  by  a  line  on  the  south  of  the  Mersey  to  Birkenhead. 

The  schemes  connected  with  the  first  of  these  classes  of  projects  are — 
The  Bolton,  Wigan,  and  Liverpool  (or  Liverpool  and  Bury). 
Liverpool,  Ormskirk,  and  Preston. 

Liverpool  and  Manchester — Rainforth  and  Liverpool  Branches. 
Ditto     -    -    ditto    -    -      Patricroft  and  Clifton  Branches. 
Ditto    -    -    ditto    -    -      St.  Helen's  and  Rufford  Branch. 
Ditto     -     -    ditto     -     -      Extension. 
Ditto    -    -    ditto    -    -      Parkside  Branch. 
Southport  and  Euxton. 

The  schemes  connected  with  the  Birkenhead  class  of  projects  are — 
The  Birkenhead,  Manchester,  and  Cheshire  Junction ; 
Chester  and  Preston  Brook  ; 

And,  to  a  certain  extent,  the  Manchester,  South  Junction,  and  Altrin- 
cham. 

The  following  schemes,  viz.  the 

Blackburn,  Burnley,  and  Accrington  Extension, 

Blackburn,  Darwen,  and  Bolton, 

Huddersfield  and  Manchester, 

Huddersfield  and  Sheffield, 
are  local  schemes  for  extending  Railway  communication  in  the  interior  of  the 
manufacturing  district. 

The  following  schemes,  viz.  the 
Ashton,  Staleybridge,  and  Liverpool  Junction — Ardwick  Extension, 
Ditto    -----    ditto    -----  Guide  Bridge  Extension, 
Blackburn  and  Preston — Alteration,  Extensions,  and  Branch, 
Chester  and  Birkenhead  Extension, 
.  Grand  Junction — Huyton  Branch, 
Grand  Junction — Friars'  Park  and  Dudley  Branch, 
Grand  Junction — Potteries  Branch, 
Preston  Brook  and  Runcorn  Junction, 
Lancaster  and  Carlisle — Deviations  and  Branch, 
Liverpool    and    Manchester  —  Lime-street    Station,   Wapping  Station, 

Edgehill  and  Crown-street  Extensions, 
Manchester    and  Birmingham  —  Macclesfield  Extension  and  Junction 

Line  with  the  Sheffield  aod  Manchester, 
Preston  and  Wyre,  Lytham,  and  Blackpool  Branches, 
North  Wales  Mineral  Railway— Extension, 
are  intended  to  effect  extensions  and  improvements  of  existing  lines. 

The  remaining  schemes  are,  the 

Shrewsbury,  Oswestry,  and  Chester  Junction, 
Kendal  and  Windermere, 
Cockermouth  and  Workington, 
Whitehaven  and  Furness. 

Before  entering  upon  a  detailed  examination  of  these  schemes,  it  may  be 
proper  to  state  generally  the  views  by  which  we  have  been  guided  in  consi- 
dering the  question  of  Railway  communications  for  the  great  manufacturing 
district  for  the  accommodation  of  which  such  a  considerable  number  of  projects 
are  proposed. 

The  immense  population,  resources,  and  industrial  activity  of  the  district  to 
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which  we  refer,  render  this  question  one  of  great  importance,  and  modify 
considerably  the  application  of  the  principles  by  which,  in  ordinary  cases,  our 
judgment  might  have  been  guided. 

Within  a  circle  of  15  or  20  miles  radius  round  Manchester,  a  population  of 
upwards  of  a  million  and  a  half  are  concentrated,  who  are  almost  without 
exception  either  actively  engaged  in,  or  directly  dependent  upon,  the  great 
staple  manufacture  of  cotton.  The  whole  of  this  district  may,  in  fact,  be  consi- 
dered as  one  vast  workshop,  where  production  is  constantly  going  forward  on  a 
scale  hitherto  unparalleled  in  the  history  of  human  industry. 

The  immense  importation  of  cotton  wool,  which  in  the  year  1844  reached 
the  amount  of  646,874,816  lbs.,  is  principally  consumed  in  this  district,  where 
by  the  aid  of  machinery,  it  is  spun,  woven,  bleached,  printed,  and  in  an  in- 
credibly short  time  again  exported  to  all  parts  of  the  world. 

The  exports  of  cotton  manufactures  during  the  year  1843,  the  latest  as  to 
which  detailed  accounts  are  published,  reached  the  following  amounts  ;  viz. 


YARDS. 

DECLARED 

VALUE. 

White  or  plain  cottons     - 

Printed  or  dyed  cottons             - 

Hosiery  and  small  wares 

Twist  and  yarn        -                              lbs. 

562,575,205 
356,065,000 

140,321,176 

£. 
8,024,287 
7,144,177 
1,085,536 
7,193,971 

£. 

23,447,971 

of  which  by  far  the  larger  portion  is  furnished  by  the  great  Lancashire  district 
which  we  are  now  considering. 

Large  as  this  production  may  appear,  there  is  nothing  in  the  present  aspect  of 
things  that  should  induce  us  to  believe  that  it  has  attained  or  even  approached 
its  utmost  limit.  On  the  contrary,  every  year  contributes  some  improvement 
in  machinery,  or  other  permanent  addition  to  the  manufacturing  capabilities  of 
the  district,  which  tends  to  cheapen  and  stimulate  production,  and  notwith- 
standing temporary  fluctuations  and  reverses,  to  accelerate  the  progress  of 
those  branches  of  industry  by  which  the  population  and  resources  of  Lancashire 
have  been  nearly  tripled  during  the  last  40  years. 

Among  such  permanent  causes  of  increased  manufacturing  capability  must 
be  reckoned  improvements  in  the  means  of  communication  effected  by  the 
introduction  of  Railways.  Many  circumstances  have  combined  to  render  time 
an  element  of  great  and  increasing  importance  in  most  of  the  operations  con- 
nected with  manufactures  and  foreign  trade.  By  the  establishment  of  lines  of 
steam  ships  to  America,  the  East  and  West  Indies,  the  Levant,  the  North  of 
Europe,  and  almost  every  point  which  affords  an  outlet  for  our  manufactures, 
combined  with  the  acceleration  of  communication  by  Railways  in  this  and  foreign 
countries,  the  period  within  which  orders  can  be  transmitted  and  returned  has 
been  greatly  reduced,  while  by  the  great  improvements  in  machinery  and  in 
the  different  processes  of  manufacture,  the  time  in  which  such  orders  can 
be  executed  has  been  equally  shortened.  The  effect  has  been  to  introduce 
a  considerable  alteration  in  the  old  system,  under  which  large  quantities  of 
manufactured  goods  were  produced  and  forwarded  a  considerable  time  before- 
hand in  anticipation  of  the  probable  demand  of  particular  seasons  and  markets, 
involving  a  risk  which  is  no  longer  necessary.  The  advantages  of  this  change 
to  all  parties  are  obvious,  both  in  the  saving  of  interest  on  capital  locked  up 
in  goods  manufactured  for  some  time  previously  to  their  sale,  and  still  more  in 
reducing  the  risk  of  fluctuations  and  loss  arising  from  miscalculations  as  to 
the  probable  nature  and  extent  of  demand  in  distant  markets.  Even  with  a 
view  to  following  the  fluctuations  of  taste  and  fashion  in  foreign  markets,  it 
often  becomes  exceedingly  important  to  hasten  by  even  a  day  the  execution 
of  an  order ;  and  where,  as  in  the  case  of  the  north  of  Europe,  the  communi- 
cations are  interrupted  for  a  season  by  ice  or  other  causes,  the  necessity  for 
dispatch  is  often  equally  urgent. 

Under  these  circumstances,  it  has  become  a  matter  of  the  utmost  import- 
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ance  te  every  manufacturing  town  and  district  to  participate  in  the  advantages 
of  Railway  communication,  without  which  they  are  placed  at  a  manifest  dis- 
advantage as  compared  with  other  seats  of.  the  same  brandies  of  industry, 
which  are  provided  with  lines  of  Railway.  In  fact,  under  the  increasing 
pressure  of  competition,  it  may  be  considered  that  the  possession  of  good 
Railway  communication  has  become  almost  as  much  a  matter  of  necessity  as 
the  adoption  of  the  most  improved  machinery,  to  enable  a  manufacturing 
community  to  contend  on  equal  terms  with  its  rivals,  and  to  maintain  its 
footing; 

In  another  respect,  also,  the  general  introduction  of  Railways  in  a  manufac- 
turing district,  like  that  of  which  Manchester  is  the  centre,  is  calculated  to 
afford  great  advantages.  One  of  the  most  marked  effects  of  the  progress  of 
improvements  in  machinery  and  manufactures  has  been  to  introduce  a  con- 
tinually increasing  degree  of  subdivision  of  labour.  This  subdivision  is  now 
carried  sp  far  that  the  different  processes  of  the  same  manufacture  are  fre- 
quently carried  on,  not  only  in  different  establishments,  but  to  a  considerable 
extent  in  distinct  localities. 

The  industry  of  one  town  or  locality,  owing  to  some  combination  of 
favourable  circumstances,  applies  itself  almost  exclusively  to  spinning;  that 
of  another,  to  weaving ;  of  a  third,  to  bleaching  or  printing,  and  so  forth ; 
and  thus  the  piece  of  cloth  which  is  finally  sold  at  Manchester,  and  shipped 
at  Liverpool  for  America  or  China,-  may  be  the  joint  product  of  the  skill, 
labour,  and  capital  of  Ashton-under-Iine,  Oldham,  Bolton,  Blackburn,  and 
three  or  four  different  seats  of  manufacturing  industry  in  the  vicinity  of  the 
great  emporium  of  Manchester. 

It  is  evident  that  whatever  favours  this  natural  tendency  towards  the  local 
subdivision  of  the  processes  of  manufacture,  must  have  the  effect  of  increasing 
the  manufacturing  capabilities  of  the  country,  and  its  means  of  contending 
successfully  with  foreign  competition. 

A  complete  system  of  cheap  and  expeditious  inter-communication,  by  which 
different  processes  of  manufacture  are  enabled  to  follow  out  their  natural 
tendency  to  settle  themselves  in  the  situations  which  natural  or  acquired 
advantages  render  most  favourable,  is  obviously  a  permanent  cause  of  manu- 
facturing superiority  of  the  same  nature  as  the  possession  of  cheap  fuel  or  water 
power,  and  one  to  which  the  progress  of  scientific  and  mechanical  invention, 
and  the  increasing  perfection  of  the  manufacturing  system,  is  likely  to  add 
importance. 

To  these  obvious  and  important  economical  considerations  connected  with 
the  introduction  of  Railways  in  a  manufacturing  district,  may  be  added  others 
of  a  different  nature  no  less  important. 

The  general  extension  of  Railway  communication  diminishes  the  tendency  to 
an  excessive  accumulation  of  manufacturing  establishments  in  large  towns,  and 
affords  facilities  for  placing  them  under  equal  commercial  advantages  in 
situations  more  favourable  for  the  moral  and  physical  well-being  of  the 
operatives. 

When  by  means  of  Railways,  places  20  miles  from  Manchester  are  brought 
within  an  hour's  distance  of  its  Exchange ;  when  at  such  places  the  raw  material 
can  be  obtained,  and  the  manufactured  or  partially  manufactured  article 
forwarded,  with  cheapness  and  certainty,  in  a  few  hours  to  or  from  any  point 
within  the  radius  of  50  or  100  miles,  the  choice  of  sites  for  the  establishment 
of  mills  and  factories  is  greatly  enlarged. 

The  evidence  which  has  been  submitted  to  Parliament  on  various  occasions 
relative  to  the  working  of  the  factory  system,  and  to  the  sanatory  condition  of 
large  towns  in  the  manufacturing  districts,  shows  that  many  advantages,  both 
in  respect  of  health  and  otherwise,  may  be  anticipated  from  such  a  change  in 
the  manufacturing  system  as  should  have  the  effect  of  counteracting  the  ten- 
dency which  has  hitherto  prevailed,  of  crowding  large  masses  of  population  ia 
confined  places,  which,  especially  in  times  of  commercial  distress,  become  the 
foci  of  disease  as  well  as  of  poverty  and  moral  degradation. 

The  introduction  of  Railways  is  also  calculated,  in  many  respects,  to  benefit 
the  artisans  in  manufacturing  districts,  by  affording  them  the  means  of  cheap 
and  expeditious  transit,  a  benefit  which  ia  peculiarly  apparent  in  the  case  of  the 
handtoom  weavers,  and  other  classes,  whose  work  is  given  out  at  a  central 
establishment,  often  at  some  distance  from  their  residence,  and  much  of  whose 
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time  is  lost  to  them,  when  they  are  obliged  to  trarel  on  foot.  The  example  of 
the  Manchester  and  Leeds  Railway  shows  to  what  an  extent  the  facilities  of 
Railway  communication  are  made  available  by  persons  of  this  class ;  upwards 
of  a  million  of  third-class  passengers  being  conveyed  upon  this  Railway  in  the 
course  of  the  year ;  a  large  proportion  of  whom  are  handloom  weavers  travelling 
to  and  from  the  factories  along  the  line  with  their  packs.  Nor  must  we  forget 
to  mention  among  the  benefits  to  the  operative  class,  from  the  general  introduc- 
tion of  Railways,  the  opportunities  afforded  for  keeping  up  family  ties  by  visits 
to  parents  and  relatives,  for  moving  in  search  of  employment,  and  for  excursions 
for  innocent  and  healthy  recreation  on  holidays. 

Another  important  consideration  is  the  facility  afforded  by  Railways  for  the 
introduction  of  regular  supplies  of  food  into  these  densely  peopled  manufac- 
turing districts,  and  more  especially  of  such  articles  as  fish,  fruit,  milk,  butter, 
&c,  upon  which  their  comfort  materially  depends. 

Therefore,  whether  viewed  with  regard  to  the  comme  rce  of  this  part  of  the 
country,  the  comfort  and  convenience  of  its  inhabitants,  or  its  sanatory  con- 
dition, it  is  clear  that  Railway  communication,  which  ensures  rapidity,  punc- 
tuality, and  cheapness  of  transit,  may  be  safely  extended  to  the  utmost  limit 
consistent  with  reasonable  remuneration  to  the  projectors. 

The  town  of  Liverpool  has  kept  pace  with  the  increase  of  production  in  the 
manufacturing  districts.  Its  population  in  the  census  of  1831,  was  165,175; 
in  1841  it  was  223,003 :  but  the  increase  of  its  commerce  has  been  far  greater 
in  proportion  than  the  increase  of  its  population;  between  1818  and  1843  the 
trade  of  the  port  is  stated  to  have  quadrupled,  and  every  day  it  is  augmenting. 

To  meet  the  trade  and  the  wants  of  the  town,  the  Liverpool  and  Man- 
chester Railway  Company,  in  connexion  with  the  canals,  have  done  much,  and 
are  anxious  to  do  more.  In  conjunction  with  the  Grand  Junction  and  the 
North  Union  Railway  Companies,  the  Liverpool  and  Manchester  Company 
propose  to  extend  branches  into  the  centre  of  Liverpool  and  to  the  river,  to 
suit  the  passenger  and  goods  traffic,  to  improve  the  connexion  with  Bury  by 
their  Patricroft  Branch,  to  alter  the  Bolton  and  Leigh  line,  to  give  a  curve  at 
Parkside  from  their  main  line  to  the  North  Union,  also  to  make  lines  into  the 
great  coal  field  lying  to  the  north-east  of  Liverpool,  from  St.  Helen's  by  Rainford 
to  Rufford,  and  from  Liverpool  to  Rainford. 

In  addition,  the  Liverpool  and  Manchester  Railway  Company,  provided  they 
be  protected  from  the  competing  projects  north  and  south  of  their  Kne, 
offer  to  place  their  tolls,  fares,  and  charges  under  government  revision,  such 
revision  leaving  to  them  a  yearly  dividend,  after  the  rate  of  10  per  cent,  on  their 
whole  expenditure. 

If  the  projects  of  the  Liverpool  and  Manchester  Railway  Company  were  fully 
suffioient  to  satisfy  the  district,  the  reasons  which  induced  us  to  recommend 
the  protection  of  old  established  companies  in  other  cases  must  have  operated 
equally  in  their  favour ;  but  protection  in  this  case  could  only  be  regarded  as 
establishing  an  injurious  monopoly.  The  towns  in  that  district  have  increased 
in  population  and  commerce  to  an  extent  which  justifies  them  in  objecting  to 
be  served  by  branches  of  Railways  only.  The  Liverpool  and  Manchester  Rail- 
way has  for  its  first  object  the  Liverpool  and  Manchester  traffic,  to  which  that 
of  the  adjacent  towns  must  necessarily  be  subservient.  The  traffic  on  its  main 
line  is  sufficient  to  engage  all  its  attention,  and  absorb  its  resources.  The 
branches  therefore  must  be,  in  comparison,  ill-served,  and  this  inconvenience 
attaches  to  every  town  so  supplied.  Hence  the  large  manufacturing  towns 
of  Wigan,  Bury,  and  Bolton,  on  the  one  hand,  claim  to  have  a  Railway  for 
themselves  into  Liverpool,  and,  on  the  other  hand,  Manchester,  Stockport, 
and  other  places,  desire  to  have  access  to  Birkenhead  as  an  additional  outlet 
for  their  manufactured  goods,  and  an  inlet  for  the  raw  material  which  they 
work  up. 

We  have  alluded  to  the  great  coal  field  north-east  of  Liverpool.  Its  nearest 
point  to  Liverpool,  where  it  would  be  worked,  is  five  or  six  miles.  Hitherto  it 
has  not  been  opened  to  an  extent  commensurate  with  its  resources,  but  if 
brought  into  operation  its  produce  is  expected  to  form  an  important  item  in  the 
export  trade  of  the  port.  The  St.  Helen's  and  Rufford  branch  of  the  Liverpool 
and  Manchester  Railway  only  skirts  the  western  edge,  without  going  into  the 
heart  of  the  coal  field,  and  leaves  the  best  part  of  it  untou  ched.  It  is  therefore 
manifestly  wanting  in  this  respect. 
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.  It  may  be  said  that  the  several  canals  which  traverse  the  district  amply 
supply  the  coal  trade.  Such,  however,  does  not  appear  to  be  the  case ;  it  is 
alleged  that  a  line  of  Railway  passing  directly  through  the  coal  field  would 
reduce  the  price  to  less  than  one-half,  and  that  the  reduction  of  selling  prices  in 
Liverpool  would  produce  an  increase  of  20  per  cent,  upon  the  present  con- 
sumption. 

In  the  Report  which  was  presented  to  Parliament  relating  to  the  Railway 
schemes  projected  in  Ireland,  attention  was  drawn  to  the  fact  that  produce  from 
the  interior  always  found  their  way  to  the  nearest  or  most  convenient  port. 
The  trade  of  the  Irish  ports  on  the  east  coast,  which  is  chiefly  with  Liverpool, 
will  be  considerably  increased  when  the  proposed  lines  of  Railway  in  Ireland 
are  made.  Much  Irish  produce  will  be  consumed  in  the  manufacturing  dis- 
tricts of  England,  and  every  facility  ought  to  be  given  to  foster  this  trade, 
both  for  the  benefit  of  the  Irish  people  and  the  manufacturing  operatives. 
This,  however,  cannot  be  done  fully  unless  under  the  operation  of  far  more 
extensive  Railway  communications  than  now  exist. 

The  Bolton,  Wigan,  and  Liverpool  Railway  is  shown  on  the  accompanying 
Map,  numbered  20. 

In  connexion  with  the  proposed  Heywood  Branch  of  the  Manchester  and 
Leeds  Railway,  it  gives  direct  communication  between  the  following  towns  and 
Liverpool : 


NAMES. 

HOUSES 

in    1841. 

INHABITANTS 
IN    1841. 

Rochdale     - 
Heywood    - 
Bury 
Bolton 
Wigan 

15,596 
2,661 
3,783 
9,436 
4,590 

84,718 
14,856 
24,759 
50,163 
25,517 

It  passes  directly  through  the  great  coal  field  for  an  extent  of  about  30  miles. 
In  the  neighbourhood  of  Wigan,  and  thence  eastward,  beyond  Bury,  this  coal 
field  is  in  operation,  and  supplies  the  manufactories  and  population  of  the 
several  towns  which  we  have  stated,  while  to  the  west  of  Wigan,  for  a  distance 
of  about  eight  miles  towards  Liverpool,  it  has  hitherto  been  almost  unworked. 
The  promoters  of  the  scheme  estimate  that  a  reduction  of  2*.  per  ton  will  be 
made  in  the  cost  of  delivery  of  this  article  at  Liverpool,  and  that  a  saving  to 
the  town  upon  the  present  supply,  which  is  estimated  at  1,000,000  tons  per 
annum,  will  be  made  to  the  extent  of  100,000  /.  annually. 

The  terminus  at  Liverpool  is  intended  to  be  fixed  close  to  the  Borough  Gaol, 
and  not  far  from  the  Exchange,  and  will  form  a  convenient  station  for  passen- 
gers ;  while  a  connexion  with  the  new  docks  now  in  course  of  formation  will 
be  effected  without  difficulty  for  the  export  of  coal,  and  the  accommodation  of 
goods  traffic. 

The  promoters  of  the  project  have  offered  to  secure  the  usual  accommodation 
and  advantages  to  the  public  at  the  following  maximum  charges : 

Passengers,  1st  Class,  2  d.  per  mile. 
„  2d      „      1  J  d.    „ 

„  3d      „      Id.        „ 

Coal,  minerals,  &c.     -    -    -    -     1  d.  per  ton  per  mile. 
Cotton,  wools,  sugar,  &c.     -    -    2  \  d.    „  „ 

Manufactured  goods  -    -    -    -    3  d.       „  „ 

and  are  also  willing  that  a  clause  should  be  inserted  in  their  Bill  whereby  the 
power  of  revision  vested  in  the  Government  by  the  Act  7  &  8  Vict.  c.  85,  s.  1, 
should  come  into  operation  immediately  on  the  profits  of  the  Railway  amount- 
ing to  10  per  cent.,  instead  of  at  the  expiration  of  21  years  from  the  passing  of 
their  Act. 

Considering,  therefore,  that  this  proposed  Railway  will  be  the  means  of 
giving  the  shortest  and  most  direct  communication  which  can  be  made  between 
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Heywood,  Bury,  Bolton,  and  Wigan  respectively,  and  between  these  towns  and 
Liverpool,  which  is  their  great  port ;  that  the  increase  of  trade  demands,  and, 
as  we  believe,  will  sustain  this  direct  communication ;  that  it  will  bring  into 
the  market  an  abundance  of  excellent  coal  at  a  reduced  cost,  and  that  its 
proposed  tariff  of  charges  will  prove  a  useful  check  on  the  charges  made  by 
other  Railway  companies  and  by  canal  companies,  we  are  of  opinion  that 
there  are  no  public  reasons  against  this  project  receiving  the  sanction  of  Par- 
liament. 

At  the  same  time  the  sanctioning  of  the  Bolton,  Wigan,  and  Liverpool  Railway 
by  no  means  involves  the  rejection  of  many  of  the  improvements  proposed  by  the 
Liverpool  and  Manchester  Railway  Company.  To  their  extensions  into  liver- 
pool,  to  their  Patricroft  and  Clifton,  their  Parkside  branches,  there  can  be  no 
objection ;  but  it  is  clear  that  their  Liverpool  and  Rainforth  Branch  cannot 
co-exist  with  the  Bolton,  Wigan,  and  Liverpool  Railway,  and  that  their  pro- 
posed St.  Helen's  and  Rufford  Branch  is  not  necessary. 

The  Liverpool,  Ormskirk  and  Preston  Railway  is  projected  to  afford  a 
direct  communication  between  Preston  and  Liverpool.  It  passes  through  the 
town  of  Ormskirk,  from  whence  it  throws  off  a  branch  to  Southport,  and 
another  in  a  contrary  direction,  called  the  Skelmersdale  Branch,  into  the  coal 
field  to  which  we  have  previously  referred,  besides  a  third  branch  to  join  the 
Blackburn  and  Preston  Railway. 

The  promoters  of  the  scheme  allege,  that  sufficient  accommodation  has  not 
hitherto  been  afforded,  either  in  respect  of  passengers  or  goods,  between 
Preston  and  Liverpool ;  and  that  whereas,  by  the  North  Union  and  Liverpool 
and  Manchester  Railways  the  distance  between  the  two  places  is  38  i  miles, 
it  will  be,  by  their  proposed  route,  26 1  miles;  and  they  add,  that  inasmuch 
as  experience  has  previously  proved  that  passenger-traffic,  carried  on  by  means 
of  coaches,  has  been  generally  more  than  doubled  by  the  substitution  of 
Railway  communication,  and  that  in  this  instance  the  passenger  traffic  between 
Preston  and  Liverpool,  as  carried  on  by  the  North  Union  and  Liverpool  and 
Manchester  Railways,  is  scarcely  more  than  it  was  before  those  Railways 
were  made,  it  is  obvious  that  sufficient  accommodation  is  not  at  present 
afforded. 

On  the  other  hand,  if  the  Bolton,  Wigan,  and  Liverpool  Railway  be  made, 
and  a  communication  effected  between  it  and  the  North  Union,  at  or  near  the 
point  of  intersection  of  the  lines  (which,  under  any  circumstances,  ought  to  be 
insisted  on),  much  of  the  inconvenience  now  stated  to  exist  would  be  obviated, 
and  the  distance  between  Preston  and  Liverpool  shortened,  though  not  to  the 
extent  proposed  in  the  Liverpool,  Ormskirk,  and  Preston  project,  the  actual 
saving  in  the  distance  between  these  places  effected  by  the  latter  over  the 
former  of  these  schemes  being  not  above  six  miles. 

The  line  accommodates  locally  no  places  of  importance,  except  the  termini ; 
and  as  it  will  cost  probably  500,000  /.  at  the  lowest  estimate,  it  is  doubtful 
whether  it  can  be  at  all  remunerative  to  the  projectors  ;  and  it  does  not  appear 
that  a  saving  of  about  six  miles  on  the  through  traffic  would,  under  present 
circumstances,  be  sufficient  to  warrant  an  outlay  of  this  magnitude.  At  the 
same  time,  when  Railway  communication  shall  be  established  with  Scotland, 
the  intercourse  between  Liverpool  and  Glasgow  may  become  so  great  as  to 
make  the  saving  of  even  six  miles  in  distance  a  matter  of  importance. 

In  these  circumstances,  therefore,  we  are  of  opinion  that  for  the  present  this 
scheme  should  be  postponed. 

The  object  of  the  Southport  and  Euxton  scheme,  which  emanates  from  and 
would  be  worked  as  a  branch  of  the  North  Union  Railway,  is,  like  the  branch  of 
the  Liverpool,  Ormskirk,  and  Preston  Railway,  to  accommodate  the  small 
watering-place  of  Southport ;  but  if  this  project  were  sanctioned,  it  would  tend 
to  the  prevention  of  the  Liverpool,  Ormskirk,  and  Preston  scheme  being 
brought  forward  at  a  future  period.  Southport  itself  possesses  no  trade,  nor 
other  means  whereby  a  Railway  may  be  maintained,  though  it  affords  great 
accommodation,  as  a  place  of  resort  in  summer,  to  visitors  from  the  manufac- 
turing districts.  We  are,  therefore,  of  opinion,  that  this  scheme  should  likewise 
be  postponed,  at  any  rate  until  it  is  seen  what  decision  Parliament  may  come 
to  upon  ihfi  more  important  schemes  in  this  quarter. 
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The  lines  of  Railway  which  may  be  described  as  running  in  almost  a  parallel 
direction  to  and,  to  a  certain  extent,  competing  with  the  Liverpool  and  Man- 
chester Railway,  have  mainly  in  view  the  accommodation  of  Birkenhead,  on 
the  Cheshire  side  of  the  River  Mersey,  which  is  rapidly  rising  to  be  a  town  of 
importance.  In  1821  the  chapelry  of  Birkenhead  is  said  to  have  contained 
only  about  200  persons :  in  1831  it  exceeded  2,000.  In  1833  an  Act  of  Parlia- 
ment was  obtained  for  establishing  a  market  there ;  and  now,  the  township, 
with  Tranmere,  Holt  Hill,  Oxtone,  and  some  other  places  in  the  immediate 
neighbourhood,  are  together"  stated  to  have  a  population  of  at  least  16,000 
inhabitants ;  and  an  idea  may  be  formed  of  the  traffic  of  the  place  from  the 
fact  that  i}i  1843  the  number  of  the  passengers  passing  the  Mersey,  which 
is  about  1,300  yards  wide,  by  steamers  which  ply  every  half  hour  at  the  fare 
of  2  d.,  exceeded  two  millions. 

The  Act  of  1844  empowered  the  Commissioners  to  make  a  tidal  basin, 
docks,  &c. ;  and  these  works,  together  with  other  extensive  accommodations 
for  commerce,  are  now  in  progress.  The  area  of  the  principal  dock  is  said  to  be 
150  acres,  with  19  feet  minimum  depth  of  water ;  the  tidal  harbour  will  cover  40 
acres,  and  be  accessible  to  all  vessels  drawing  under  1 5  feet  of  water ;  and  there 
will  be  also  a  harbour  of  refuge  and  a  beaching  ground.  The  sill  of  the  main 
dock  entrance  being  several  feet  lower  than  the  sills  of  the  docks  at  Liverpool, 
vessels  may  enter  the  former  in  many  states  of  tide,  when  the  latter  would  be 
inaccessible  to  them. 

The  traffic  of  Birkenhead,  as  a  town,  irrespective  of  the  docks,  could 
not  maintain  a  Railway  towards  Manchester,  as  it  must  still  be  regarded  as 
little  more  than  a  suburb  of  Liverpool,  where  its  principal  inhabitants  have 
their  places  of  business,  and  whence  they  go  to  Manchester  by  the  Liverpool 
and  Manchester  Railway.  Birkenhead  has,  moreover,  at  present  but  little 
trade  in  goods. 

The  establishment  of  the  docks,  however,  will  cause  great  alterations,  and  tbe 
question  depends  on  a  prospective  rather  than  a  present  view  of  what  Birken- 
head requires. 

If  the  present  means  of  transit  only  are  allowed,  Manchester  goods  can  be 
sent  to  Birtenhead  for  shipment  only  by  one  of  two  modes— the  Liverpool  and 
Manchester  Railway,  or  the  canals.  If  by  the  Railway,  the  goods  must  be 
unpacked  from  the  trucks  at  Liverpool,  shipped  on  board  the  river*  craft,  and 
either  landed -at  Birkenhead  and  reshipped  in  the  outward-bound  vessels,  or 
transhipped  from  the  river  craft  into  the  outward-bound  vessels  in  the  docks; 
either  method  being  inconvenient,  subject  to  delay,  and  likely  to  be  expensive, 
on  account  of  the  goods  being  so  often  turned  over.  If  by  the  canals,  (the 
Bridgewater,  the  Eiverpool  and  Manchester  and  Old  Quay  Canals),  the  goods 
must  be  subject  to  the  delays  which  attend  aH  navigations,  and  the  power  of 
answering  prompt  orders  will  be  denied  to  the  manufacturers  who  may  desire 
to  send  their  goods  to  Birkenhead. 

It  is  the  same  with  imports  as  with  exports :  the  like  rapidity  and  punctuality 
are  essential ;  and  there  can  be  no  doubt  that  Railway  communication  with  the 
docks,  whereby  goods  may  be  sent  directly  from  the  manufactory  to  the  ship, 
or  the  raw  material  received  from  the  vessel  without  delay  or  interruption, 
or  being  unnecessarily  turned  over,  would  effect  &  saving  to  the  manufacturer 
and  to  the  merchant.  Besides,  the  manufacturers  of  Manchester  and  the 
neighbouring  towns  attach  great  importance  to  Birkenhead,  not  only  as  a 
convenient  place  of  shipment,  but  as  a  means  of  reducing  the  Railway  and 
canal  charges  generally,  as  well  as  the  high  dock  and  commission  charges  at 
Liverpool. 

The  worts  at  Birkenhead  are  rapidly  proceeding ;  a  portion  of  the  docks 
»e  expected  to  be  completed  in  less  than  two,  and  the  remainder  within  three 
years.  The  warehouses  belonging  to  the  docks  will  be  finished  simultaneously 
with  them ;  all  will  come  into  operation  together,  provided  the  means  for 
bringing  goods  to  the  ships  are  at  the  same  time  ready;  and  we  are  therefore 
justified  in  presuming  that  the  question  for  consideration'  is  not  feo  much 
as  to  a  Railway  being  made, :  ad  ft  is  Which  of  the  competing  Railway  projects 
ig  the  best.  * 

No  imperfect  or  partial  measure  can  be  suitable  to  the  circumstances  in  which 
Birkenhead  will  be  placed.  In  the  great  projects  of  that  town  large  sums  of 
money  have  been  invested.  It  is  essential  to  their  success  that  the  traffic  flowing 
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in  that  direction  should  he  developed  to  the  utmost;  and  the  great  com- 
mercial benefits  which  will  be  derived  by  the  establishment  of  a  rival  port,  so 
to  speak,  to  Liverpool,  can  only  be  fully  attained  by  the  construction  of  such 
a  Railway  as  shall  bring  the  docks  into  connexion  with  the  greatest  number  of 
manufactories  by  the  shortest  route. 

Moreover,  a  low  rate  of  charge  on  the  carriage  of  goods  is  essential  to  the 
success  of  this  great  project,  and  any  combination  of  circumstances  having 
a  tendency  in  an  opposite  direction  must  by  so  much  mar  the  anticipated  good. 
The  results  expected  in  a  national  point  of  view  from  the  establishment  of 
Birkenhead  as  a  port,  are  reduced  charges  on  imports  and  exports,  and  a  con- 
sequent increase  in  trade ;  and  these  results  cannot  be  attained  unless  the 
Railway  charges  be  brought  down  to  a  low  scale. 

The  Birkenhead,  Manchester,  and  Cheshire  Junction  (coloured  red  and  num- 
bered 15  on  the  accompanying  Map)  commences  at  the  Horton  station  of  the 
Birkenhead  Railway,  and  terminates  at  Manchester,  with  a  branch  to  Stock- 
port, another  to  Cheadle,  and  one  to  Bowden. 

The  Manchester  South  Junction  and  Altrincham  Railway  (coloured  orange, 
and  numbered  165  on  the  Map)  commences  at  a  point  near  the  junction  of  the 
Manchester  and  Sheffield  Railway  with  the  Manchester  and  Birmingham  Rail- 
way at  Manchester,  curves  round  the  southern  suburb  of  that  town,  and  is 
then  prolonged  to  Altrincham.  The  South  Junction,  through  Manchester, 
would  be  an  expensive  work,  which  could  scarcely  be  sanctioned  as  an  inde- 
pendent undertaking ;  but  being  promoted  by  powerful  existing  Railway  com- 
panies, with  a  view  to  the  improvement  of  their  present  lines,  we  are  aware  of 
no  public  reasons  which  should  be  decisive  against  it.  Between  Manchester 
and  Altrincham  its  course  is  nearly  the  same  with  that  of  the  Birkenhead^ 
Manchester,  and  Cheshire  Junction ;  but  as  these  companies  are  in  alliance,  it 
has  been  agreed  that,  as  they  cannot  co-exist,  the  latter  shall  give  way,  and  the 
Altrincham  Branch  be  substituted  for  it — the  two  lines  joining  at  Altrincham, 
and,  in  fact,  forming  component  parts  of  one  great  measure.  The  Birkenhead, 
Manchester,  and  Cheshire  Junction  scheme  is  promoted  by  the  parties  who  pro- 
jected the  Birkenhead  Docks,  and  this  fact  is  highly  important  to  the  subject. 

The  Chester  and  Preston  Brook  (coloured  blue,  and  numbered  29  on  the 
Map)  commences  close  to  the  Chester  terminus  of  the  Chester  and  Crewe 
Railway,  and  terminates  by  a  junction  with  the  Grand  Junction  Railway  at 
Preston  Brook.  It  is  necessary  to  add,  with  reference  to  this  scheme,  that  a 
proposal  is  made  by  the  Liverpool  and  Manchester  Railway  Company  and  the 
Grand  Junction  Railway  Company  to  apply  for  powers,  in  a  future  Session,  to 
make  a  line  from  Warrington  to  where  the  Bolton  and  Leigh  Railway  joins  the 
Liverpool  and  Manchester  Railway,  in  order  to  shorten  the  distance  to  Man- 
chester, and  the  whole  may  be  considered  as  one  and  the  same  project,  upheld 
by  the  Liverpool  and  Manchester  Railway. 

An  examination  of  the  accompanying  Map  will  show  that  the  first  project 
gives  far  greater  facilities  for  trade  than  the  second.  From  Stockport  and  its 
neighbourhood  the  line  is  more  direct.  Access  from  the  Manchester  and  Shef- 
field Railway,  by  means  of  the  South  Junction,  through  Manchester,  brings  the 
district  connected  with  the  Manchester  and  Sheffield  tine  into  connexion  with  the 
docks  at  Birkenhead;  whereas,  if  the  Chester  and  Preston  Brook  scheme  were 
carried  into  execution,  the  route  from  Manchester  to  Birkenhead  by  that  line 
would  be  unnecessarily  circuitous.  By  the  first  scheme,  also,  competition  with 
the  Liverpool  and  Manchester  Railway,  and  with  canals,  would  be  established 
for  the  Birkenhead  traffic.  This  competition  could  scarcely  injure  the  liver- 
pool  and  Manchester  Railway  Company,  as  its  legitimate  traffic  would  continue 
in  its  present  course ;  but  considering  that  this  company's  traffic  has  been 
yielding  a  profit  of  10  per  cent,  for  several  years,  no  hardship  would  be 
inflicted  on  them  by  sanctioning  a  measure  which  should  even  have  the  effect 
of  confining  their  profits  to  that  limit. 

The  Birkenhead,  Manchester,  and  Cheshire  Junction  Railway  Company  offer 
to  bind  themselves  in  their  Act  to  a  maximum  tariff  for 

1st  class  passengers    -        -        -        -2d.  per  mile. 

2d    •    ditto IJrf.      „ 

3d    -    ditto 1  d.       „ 

Two  trains  of  the  third  class  to  run  at  the  ordinary  speed. 
Coals  and  minerals  to  be  carried  at  1  d.  per  ton  per  mile. 
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Considering,  therefore,  that  the  Birkenhead,  Manchester,  and  Cheshire 
Junction  Railway,  together  with  the  Altrincham  and  South  Junction  scheme, 
forms  a  far  more  comprehensive  measure  than  the  Chester  and  Preston  Brook 
scheme, — that,  in  connexion  with  the  Birkenhead  Docks,  the  former  offers 
superior  advantages  with  regard  to  the  manufacturing  districts, — that  an 
indirect  competition  with  the  existing  line,  a  direct  competition  with  the 
canals,  and  its  proposed  tariff  of  charges,  together  with  the  rivalry  between 
Liverpool  and  Birkenhead,  will  afford  great  facilities  to  commerce,— and  that 
the  trade  of  Birkenhead,  when  fully  brought  into  action,  may  not  unreason* 
ably  be  expected  to  prove  sufficient  to  maintain  the  line  with  its  branches,— 
we  are  of  opinion  that  the  Birkenhead,  Manchester,  and  Cheshire  Junction, 
together  with  the  South  Junction  and  Altrincham,  are  together  preferable  to 
the  Chester  and  Preston  Brook  scheme. 

The  object  of  the  Blackburn,  Burnley,  Accrington,  and  Colne  Extension 
scheme  is  to  extend  the  Manchester,  Bury  and  Rossendale  Railway  to  Accring- 
ton, and  from  Accrington  to  throw  off  two  branches,  one  to  the  west  to  join 
the  Blackburn  and  Preston  Railway  at  Blackburn,  the  other  to  the  east  to  pass 
close  to  Burnley,  and  run  into  the  Leeds  and  Bradford  proposed  Extension  at 
Colne. 

This  line  forms  an  important  link  in  the  chain  of  Railways  westward  from 
Leeds*  which,  if  made,  will  afford  an  uninterrupted  line  of  communication 
between  that  town  and  Preston. 

The  towns  through  which  it  will  pass  are  populous,  and  the  adjacent  districts 
have  extensive  manufactures.  It  is  desirable  that  they  should  be  connected 
with  each  other,  with  Manchester,  and  with  Liverpool.  Coal  is  found  in  some 
parts  of  the  district,  and  will  come  on  the  line  for  transit  elsewhere. 

The  population  dwelling  close  on  the  proposed  line  is  estimated  at  about 
100,000;  and  the  cotton,  woollen,  dyewood,  and  corn-mills,  and  other 
manufacturing  property,  is  stated  to  be  rated  of  the  annual  value  of 
66,3892.  10*.  id. 

On  the  line  are  two  inclined  planes;  one  71  chains  long  of  1  in  40;  the 
other  1  mile  34  chains  of  1  in  33,  proposed  to  be  worked  by  stationary* 
engines  or  other  assistant  power.  With  these  exceptions,  the  worst  gradient  is 
1  in  96  for  a  distance  of  2  miles  46  chains.  The  line  seems  to  be  as  favour* 
ably  laid  out  as  the  circumstances  of  the  country  would  admit ;  its  construction 
may  be  effected  at  the  estimated  cost ;  and  in  connexion  with  the  Manchester, 
Bury,  and  Rossendale  Railway,  it  maty  be  worked  with  advantage  to  the  public. 

The  object  of  the  Blackburn,  Darwen,  and  Bolton  Railway,  is  to  connect 
Blackburn  with  Bolton  by  a  line  of  Railway  through  Darwen  and  Teuton. 

The  advantages  to  be  derived  from  its  completion  are  rather  of  a  local  than 
a  national  character;  and  it  is  chiefly  supported  by  resident  manufacturers, 
whose  profits  will  be  derived  not  so  much  from  the  traffic  on  the  proposed  line, 
as  from  the  power  which  they  will  possess  of  bringing  the  raw  material  to  their 
mills,  and  sending  away  their  manufactured  goods.  At  present  all  their  traffic 
goes  by  carts,  a  mode  of  conveyance  which  is  slow  and  expensive. 

Coal  and  flag-stones  are  found  in  abundance  in  the  neighbourhood.  The 
population  of  the  towns  in  the  district  is  altogether  106,086 ;  and,  exclusive  of 
the  terminal  towns,  19,684. 

The  line  will  be  costly  in  its  construction  and  its  gradients  bad,  there  being 
one  of  1  in  72  for  about  6 £  miles,  and  1  in  75  for  about  3 1  miles,  meeting 
each  other  at  the  summit  level,  about  halfway  between  its  termini ;  but  it  must 
be  considered  rather  as  a  local  line  than  as  a  trunk  line,  and  therefore  these 
disadvantages  are  not  of  such  absolute  consequence  as  they  would  prove  under 
other  circumstances. 

It  might  be  objected  that  a  Hne  running,  as  this  is  intended  to  do,  parallel  to 
and  at  a  distance  of  only  about  four  miles  from  the  Manchester,  Bury,  and 
Rossendale  Railway,  cannot  be  required.  The  objection  would  be  reasonable  in 
a  moderately  flat  country.  But  between  the  two  lines  is  a  ridge  of  hill  which 
forms  a  formidable  barrier  to  the  cross  traffic,  and  presents  an  insurmountable 
difficulty  to  any  accommodation  being  afforded  to  the  manufacturers  whose 
mills  are  situated  h*  the  valleys  between  Blackburn  and  Bolton.  - 

This  case  differs  from  many  which  are  now  before  Parliament,  as  the  line 
will  be  short,  possibly  not  worked  cheaply,  difficult  of  construction,  and  very 
costly.    As  the  hne,  however,  is  projected  by  persons  interested  in  the  locality 
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—the  12,000  shares  being  all  taken  up  in  the  district  which  will  be  affected  by 
the  proposed  Railway — who  have  the  means  of  carrying  their  project  into  effect* 
the  cofet  of  the  works,  and  the  limited  profits  on  the  undertaking,  will  not  pre* 
vent  the  line  being  properly  made  and  efficiently  worked. 

In  these  circumstances  we  are  not  aware  of  any  reasons  existing  which  in 
our  opinion  ought  to  be  decisive  against  the  Blackburn,  Burnley,  Accrington, 
and  Colne  Extension,  or  the  Blackburn,  Darwen,  and  Bolton  Railway  schemes 
receiving  the  sanction  of  Parliament. 

The  Huddersfield  and  Manchester  Railway  is  intended  to  form  a  connexion 
between  the  Sheffield,  Ashton-under-Lyne,  and  Manchester  Railway,  at  Staley- 
bridge,  and  the  Manchester  and  Leeds  Railway,  near  Cooper's  Bridge,  passing 
through  the  town  of  Huddersfield  and  the  Saddleworth  district,  and  takmg  the 
line  of  the  Huddersfield  and  Manchester  Canal.  Its  length  is  21  miles  38 
chains,  and  it  throws  off  a  branch  to  Delph,  1  mile  38  chains  long. 

The  scheme  is  chiefly  promoted  by  the  proprietors  of  the  Manchester  and 
Huddersfield  Canal,  which  canal  has  hitherto  been  profitless  as  a  speculation, 
and  under  the  circumstances  of  the  district,  its  prospects  as  a  canal  are  not 
likely  to  improve. 

If  this  line  could  be  constructed  at  anything  like  a  moderate  cost,  it  would 
be  in  many  ways  a  valuable  undertaking,  as  it  passes  through  a  country  which 
is  populous,  and  whose  inhabitants  live  by  manufactures/  Between  Hudders- 
field and  Manchester  a  saving  of  above  14  miles,  and  between  Leeds  and  Man- 
chester a  saving  of  above  nine  miles,  would  be  effected  by  it  over  the  present 
route.  But  unfortunately  the  works  are  of  an  unusually  heavy  and  costly 
character,  while  the  traffic  is  not  likely  to  be  in  ratio  to  their  magnitude. 

The  line  commences  by  a  viaduct  290  yards  long,  and  22  feet  in  extreme 
height ;  it  then  enters  a  tunnel  660  yards  in  length,  after  which  it  emerges 
into  the  valley  of  the  Tame,  up  which  it  proceeds  to  the  seventh  mile,  with 
considerable  earthworks.  It  then  enters  another  tunnel  three  miles  long,  and 
652  feet  in  extreme  depth  below  the  surface,  driven  parallel  and  close  to  the  pre- 
sent canal  tunnel.  From  the  tenth  to  the  fifteenth  mile  the  works  are  unim- 
portant :  then  follows  a  remarkable  embankment,  76  feet  high,  and  another 
tunnel  800  yards  in  length,  coming  out  on  an  embankment  53  feet  high.  The 
promoters  estimate  the  cost  of  the  works  at  630,000  ?.,  and,  as  the  canal  is  to 
be  purchased,  the  total  capital  required  at  850,000  /.  But  this  is,  in  our 
opinion,  too  low  an  estimate.  Considering  the  immense  quantity  of  railway 
work  which  will  be  in  course  of  execution  during  the  next  three  or  four  years, 
the  increase  in  wages,  and  in  the  price  of  iron,  this  Railway  could  scarcely  be 
constructed  for  any  such  sum. 

Then,  for  through  traffic,  the  line  will  be  in  competition  with  the  Manchester 
and  Leeds  Railway,  which  is  likely  to  take  the  greater  portion.  The  local  traffic 
will  be  more  a  third-class  traffic  than  any  other,  and  can  only  be  maintained 
by  a  system  of  very  low  fares  and  frequent  trains.  The  line,  including  the 
branch,  being  only  about  23  miles  in  extent,  cannot  be  worked  so  cheaply  as 
a  longer  line.  Be  it  remembered,  too,  that  the  Manchester  and  Huddersfield 
Canal  pays  no  dividend  at  all. 

On  the  whole,  therefore,  not  being  able  to  perceive  how  this  Railway  could 
be  sustained,  owing  to  the  heavy  expense  of  construction,  and  being  of  opinion 
that  the  postponement  of  the  line  in  question  would  not  prevent  one  from 
being  soon  proposed  again  in  the  same  direction  under  more  favourable  cir- 
cumstances, and,  possibly,  of  more  economical  construction,  we  have  not 
thought  ourselves  warranted  in  reporting  a  favourable  opinion  of  the  scheme ; 
although  we  fed  the  case  to  be  one  of  considerable  difficulty,  and  in  which,  if 
the  promoters  can  succeed  in  satisfying  the  Committee  on  the  Bill  by  more 
detailed  evidence  upon  the  estimates  of  cost  and  traffic  than  we  have  had  the 
opportunity  of  examining,  the  sanction  of  Parliament  maybe  properly  extended 
on  grounds  of  public  utility. 

The  Huddersfield  and  Sheffield  Junction  line,  commencing  at  Huddersfield, 
after  throwing  out  a  branch  to  Holmfirth,  passes  by  Stockmoor  to  West 
Thorpe,  where  it  falls  into  the  Manchester  and  Sheffield  Railway.  The  main 
line  is  13  miles  56  chains,  and  the  branch  to  Holmfirth,  1  mile  70  chains  in 
length. 

Its  cost  will  be  very  great  in  proportion  to  its  extent,  as  the  project  involves 
3,890  yards  of  tunnelling,  1,345  yards  of  viaducts,  and  heavy  earthworks. 
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It  is  doubtful  whether  the  traffic  will  be  sufficient  to  make  the  scheme  remu- 
nerative. We  beg  to  draw  the  attention  of  the  Committee  on  the  Bill  especially 
to  this  portion  of  the  case,  which  in  this  respect  is  somewhat  similar  to  the 
last.  But  as  the  line  passes  through  a  populous  manufacturing  district,  as 
there  is  no  competing  project,  and  as  we  are  not  prepared  to  state  that  there 
are  circumstances  in  connexion  with  the  line  which  would  cause  it,  if  made, 
to  be  inefficiently  worked,  we  cannot  report  that  there  are  public  reasons 
which,  in  our  opinion,  ought  to  be  decisive  against  its  receiving  the  sanction: 
of  Parliament. 

The  Ashton,  Staleybridge,  and  Liverpool  Junction  (Ardwick  Extension,  and 
Guide  Bridge  Extension),  the  first  1  mile  66  chains  in  length,  the  other  1  mile 
34  chains  in  length,  have  nearly  the  same  object  in  view,  viz.  that  of  connecting 
the  Manchester  and  Leeds  Railway  with  the  southern  lines.  The  construction 
of  both  is  clearly  unnecessary,  more  especially  as  the  Manchester  South  Junc- 
tion, if  constructed,  would  afford  a  more  complete  connexion  through  the  town 
of  Manchester ;  and  as  it  appears  to  us  that  the  former  is  preferable,  we  must 
report  our  opinion  that  there  are  public  reasons  which  are  decisive  against  the 
latter,  i.  e.  the  Ashton,  Staleybridge,  and  Liverpool  (Guide  Bridge  Extension) 
receiving  the  sanction  of  Parliament. 

The  Manchester  and  Birmingham  Railway  Company  propose  to  extend  their 
line  into  the  town  of  Macclesfield  for  a  distance  of  29  chains.  They  also 
propose  to  make  a  junction  between  Heaton  Norris  and  the  Ashton  station  of 
the  Sheffield  and  Manchester  Railway,  the  length  being  4  miles  68  chains. 
We  are  not  aware  of  any  public  reason  why  these  projects  should  not  be 
sanctioned. 

The  Blackburn  and  Preston  Railway  Alterations  and  Extensions  require  the 
making  of  3  miles  67  chains  of  new  Railway,  the  object  being  to  shorten 
part  of  the  line  (for  which  the  Company  has  already  obtained  an  Act),  by 
cutting  off  a  curve,  with  the  consent  of  certain  landowners,  who  were  formerly 
objectors  to  the  scheme,  to  obtain  better  gradients,  and  to  connect  the  line 
with  the  proposed  Blackburn,  Burnley,  and  Accrington  Railway.  We  are  not 
aware  of  any  public  reasons  why  this  scheme  should  not  receive  the  sanction 
of  Parliament. 

The  Chester  and  Birkenhead  Railway  Extension  to  the  Birkenhead  Docks  is 
very  desirable ;  indeed,  the  Dock  scheme  would  be  incomplete  without  it. 

The  Lancaster  and  Carlisle  Deviations  and  Branch.  The  branch  is  21  chains 
long.  It  is  thrown  out  to  the  eastward,  dose  to  the  city  of  Carlisle,  and 
consists  of  a  curve  10  chains  radius,  upon  a  descending  gradient  of  1  in  .140. 
It  will  establish  the  necessary  connexion  between  the  Lancaster  and  Carlisle 
and  the  Newcastle  and  Carlisle  Railways.  The  work  will  be  very  light,  and  the 
construction  simple. 

The  deviation  from  Scotforth  to  Slyne  is  3  miles  and  2  chains  long.  It 
occurs  at  the  junction  of  the  main  line  with  the  Lancaster  and  Preston  Railway 
at  Lancaster.  As  originally  projected,  the  line  proceeded  from  near  the  terminus 
round  the  east  side  of  Lancaster ;  it  is  now  proposed  to  carry  it  to  the  westward 
of  the  town.  The  length  of  the  line  will  by  this  means  be  reduced  5  chains ; 
the  curves  will  be  improved ;  and  a  viaduct  of  190  yards  will  be  substituted  for 
one  of  693  yards,  without  incurring  any  additional  earthworks. 

By  this  change  the  bridge  for  crossing  the  river  Lune  will  occur  below  the 
bridge  of  the  town,  instead  of  being,  as  in  the  original  plan,  above  it:  the 
height  of  the  bridge  is  to  be  41  feet  above  the  level  of  high  water.   . 

The  Kendal  Deviation  is  1  mile  3  chains  in  length.  The.  apparent  object  is 
one  of  private  convenience,  and  the  change  does  not  involve  any  objection  of 
a  public  nature. 

We  are  of  opinion  that  there  are  no  public  reasons  for  withholding  the 
sanction  of  Parliament  from  these  three  projects. 

The  Preston  arid  Wyre  Branches  to  Lytham  and  to  Blackpool,  the  extent  of 
which  together  amounts  to  nearly  8  miles  of  Railway,  will  prove  useful  feeders 
to  the  main  line,  and  appear  to  be  quite  unobjectionable.  : 

The  Grand  Junction  Branch  to  join  the  Liverpool  and  Manchester  Railway 
at  Huyton  crosses  the  river  in  a  manner  which  the  Board  of  Admiralty  have 
thought  objectionable,  and  for  the  present  it  is  abandoned. 

Grand  Junction  Railway — Friar's  Park  and  Dudley  Branch.  This  branch 
commences  near  Friar's  Park  Wood,  and  proceeding  by  Wednesbury,  terminates 
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•at  Dudley,  its  length  being  5  miles  18  drains,  and  having  fbr  its  object  a  con- 
nexion between  Dudley  and  the  Grand  Junction  Railway.  ■ 

A  reference  to  the  map  which  accompanied  our  Report  on  Railways  in  the 
Worcester  and  Wolverhampton  Division  will  show  its  position  with  respect 
not  only  to  the  above  places,  but  to  the  lines  of  Railway  projected  in  the 
-district.  ... 

It  will  be  observed  that  the  Shrewsbury  and  Birmingham  projected  Railway 
also  passes  Dudley,  and  it  is  quite  evident  that  both  lines  are  unnecessary. 
With  regard  to  the  Shrewsbury  and  Birmingham  scheme  we  have  already 
^reported  our  opinion.  Subsequently  it  has  been  rejected  by  Parliament  in 
consequence  of  non-compliance  with  the  Standing  Orders  of  the  House  of 
-Commons.  In  another  Session,  however,  it  may  be  again  brought  forward,  and 
as  it  appeared  unobjectionable  under  the  circumstances  in  which  we  viewed  it, 
we  believe  that  the  public  interests  would  be  better  served  by  keeping  in  sight 
the  probability  of  such  a  line  being  constructed  at  a  future  period,  and  rejecting 
the  branch,  than  it  would  be  by  now  sanctioning  the  branch,  which  would  be 
quite  unnecessary,  and  which  would,  as  we  think,  if  the  principal  line  were 
made,  injure -a  comprehensive  measure  of  real  national  utility. 

The  Grand  Junction  Potteries  Branch  commences  at  the  Basford  station  of 
the  Grand  Junction  Railway,  about  2}  miles  south  of  Crewe,  and  terminates 
near  Stoke-upon-Trent.  Its  length  is  12  miles  16  chains.  At  Stoke  it  is 
intended  to  meet  a  branch  of  the  Trent  Valley  Railway,  proposed  to  be  exe- 
cuted from  Stafford.  With  regard  to  the  latter  branch,  we  stated  in  our  Report 
on  the  Trent  and  Churnet  Valley  schemes  that  "  The  line  of  the  Trent  Valley 
Company,  from  Stafford  to  Stoke,  would  form,  in  conjunction  with  the  pro- 
posed branch  of  the  Grand  Junction  Company,  a  scheme  for  the  accommoda- 
tion of  the  Potteries,  so  far  complete,  that  in  the  event  of  its  being  sanctioned, 
there  would  be  no  likelihood  of  any  other  scheme  for  that  purpose  being 
brought  forward. 

"  Considering  that  the  scheme  was  originally  proposed  with  a  view  to  the 
accommodation  of  the  Potteries  district,  as  the  result  of  some  understood 
.arrangement  with  the  principal  Potteries9  interests,  and  that  those  interests 
now  object  to  it,  and  urge  that  the  whole  question  should  be  postponed  until 
another  year,  to  afford  time  for  consideration,  and  for  maturing  some  more 
complete  scheme  for  the  accommodation  of  that  important  district,  it  appears 
to  us,  without  expressing  any  opinion  upon  the  merits  of  the  projected  line, 
that,  under  these  circumstances,  we  are  Justified  in  recommending  its  post- 
ponement/* 
*  "  With  these  exceptions,  we  are  not  aware  of  any  objections,  upon  public 
grounds,  .that  can  be  urged  against  the  Trait  and  Churnet. Valley  schemes, 
which  are  recommended,  as  we  have  already  seen,  by  such  obvious  and  im- 
portant public  considerations.*' 

These  observations  apply  equally  to  the  Grand  Junction  Branch,  and  there- 
fore we  are  of  opinion  that  it  should  also  be  postponed.    . 

The  Preston  Brook  and  Runcorn  Junction  is  a  scheme  also  put  forth  by  the 
Grand  Junction  Railway  Company,  its  length  being  5  miles  and  77  chains,  and 
having  for  its  ultimate  object  extension  into  Liverpool,  whereby  the  angle 
formed  at  the  junction  of  that  Railway  with  the  Liverpool  and  Manchester 
Railway  may  be  avoided.  If  the  whole  project  were  now  brought  under  the 
notice  of  Parliament,  a  correct  judgment  might  be  formed  with  regard  to  its 
general  merits ;  but  it  appears  objectionable  that  a  scheme  should  be  thus 
brought  forward  piecemeal  as  it  were,  (and  it  is  not  in  the  promoters*  power  to 
do  otherwise  in  this  Session),  inasmuch  as  if  the  portion  between  Preston 
Brook  and  the  Mersey  were  sanctioned,  it  would  almost  amount  to  a  pledge 
that  the  entire  scheme  should  be  permitted  to  proceed  at  a  future  period. 
Between  Preston  Brook  and  the  river  there  is  nothing  to  justify  the  making  of 
a  Railway,  which  would  be  confined  to  that  small  district.  How  the  river  is  t* 
be  crossed  with  reference  to  the  navigation,  is  a  matter  for  much  consideration ; 
and  between  the  river  and  Liverpool  it  yet  remains  to  be  seen  which  line,  if 
any,  should  be  made. 

In  these  circumstances  we  are  of  opinion  that  the  Preston  Brook  and  Run- 
corn scheme  ought  to  be  postponed  until  an  entire  project,  having  the  same 
end  in  view,  is  brought  forward. 

The  Shrewsbury,  Oswestry,  and  Chester  Junction  is  an  unopposed  line,  23 
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miles  55  chains  in  length,  connecting  Shrewsbury  and  North  Shropshire  with 
the  North  Wales  Mineral  Railway,  from  Chester  to  Wrexham,  which  was 
sanctioned  last  year.  It  is  strongly  supported  by  local  interests,  and,  on  the 
whole,  we  are  aware  of  no  public  reasons  why  this  scheme  should  not  receive 
the  sanction  of  Parliament. 

The  North  Wales  Mineral  Railway  Extension  to  Ruabon  is  proposed  to 
complete  the  connexion  through  this  district  with  Chester,  Bftkenhead,  &c, 
and  to  open  out  an  extensive  mineral  field.  We  are  not  aware  of  any  objection 
to  this  project. 

The  Kendal  and  Windermere  proposed  line  leaves  the  Lancaster  and  Carlisle 
Railway  at  Oxenholme,  and  curving  round  by  Staveley,  terminates  near 
Bowness:  its  length  is  10  miles  23  chains,  and  it  is  to  be  worked  by  the 
Lancaster  and  Carlisle  Railway  Company. 

This  project  is  not  of  an  expensive  character,  and  may  expect  to  command 
a  remunerative  traffic,  and  will  afford  a  very  desirable  outlet  to  the  Lakes  from 
the  manufacturing  districts ;  nor  are  we  aware  of  any  objection,  except  one 
which  has  been  strongly  urged,  viz.  that  in  the  event  of  the  Railway  being 
made,  the  privacy  of  the  locality  will  be  invaded,  and  the  comforts  of  the 
residents  in  the  neighbourhood  will  be  materially  diminished.  We  are  pre- 
cluded from  taking  into  consideration  the  private  interests  of  individuals; 
but  where  a  general  local  feeling,  made  up  of  the  feelings  of  individuals,  who 
are  personally,  though  privately,  interested,  exists,  it  is  right  to  notice  it.  We 
must  therefore  state  that  an  argument  which  goes  to  deprive  the  artisan  of  the 
offered  means  of  occasionally  changing  his  narrow  abode,  his  crowded  streets, 
his  wearisome  task  and  unwholesome  toil,  for  the  fresh  air,  and  the  healthful 
holiday  which  sends  him  back  to  his  work  refreshed  and  invigorated, — simply 
that  individuals  who  object  on  the  grounds  above  stated  may  retain  to  them- 
selves the  exclusive  enjoyment  of  scenes  which  should  be  open  alike  to  all, 
provided  the  enjoyment  of  them  shall  not  involve  the  infringement  of  private 
rights,  appears  to  us  to  be  an  argument  wholly  untenable;  and  we  are  of 
opinion  that  there  are  no  public  grounds  which  ought  to  be  decisive  against 
the  Kendal  and  Windermere  proposed  Railway  receiving  the  sanction  of 
Parliament. 

The  Cockermouth  and  Workington  proposed  Railway  is  a  short  local  line 
of  8  miles  68  chains  in  length,  connecting  Cockermouth  with  the  Whitehaven 
and  M aryport,  the  Maryport  and  Carlisle,  and  the  (projected)  Whitehaven  and 
Furness  Junction  Railways. 

The  Whitehaven  and  Furness  Junction,  requiring  31  miles  75  chains  of 
Railway  to  be  made,  is  also  to  be  considered  as  a  local  line,  and  is  much 
desired  in  the  district. 

To  these  two  schemes,  viz.  the  Cockermouth  and  Workington,  and  the 
Whitehaven  and  Furness  Junction,  no  objections  exist  on  public  grounds  which 
ought,  in  our  opinion,  to  be  decisive  against  them. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report 
of  the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending 
that  Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
schemes,  "That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature^' 

In  submitting  to  Parliament,  in  conformity  with  the  recommendation  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  informa- 
tion and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in 
question,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are 
anxious  that  it  should  be  distinctly  understood  that  we  have  arrived  at  these 
results  solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations 
how  far  such  results  might  require  to  be  modified  by  a  due  regard  for  private 
rights  and  interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN. 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
the  Schemes  for  extending  Railway  Communication  to  Portsmouth. 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  31  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  31  March  1845. 

THE  Board  constituted  by  the  Minute  of  the  Lords  of  the  Committee  of 
Privy  Council  for  Trade,  for  the  transaction  of  Railway  business,  having 
bad  under  consideration  the  several  schemes  for  extending  Railway  commu- 
nication between  London  and  Portsmouth,  and  in  the  intermediate  district, 
.  Tiz.  the  Brighton  and  Chichester — Portsmouth  Extension ;  the  Direct  London 
and  Portsmouth ;  the  Guildford,  Chichester,  Portsmouth,  and  Fareham  Branch; 
London  and  Brighton — Horsham  Branch;  London  and  Portsmouth,  with 
branches  to  Shoreham  Bridge,  Fareham,  and  Reigate;  have  determined  to 
submit  the  following  Report  thereon  for  the  consideration  of  Parliament* 

Portsmouth  is  too  well  known  to  render  it  in  the  least  necessary  for  us  to 
enlarge  on  the  desirableness  of  giving  to  it  an  East  and  West  communication 
along  the  coast,  as  well  as  a  more  direct  connexion  with  London  than  it  at 
present  possesses,  by  means  of  the  Gosport  and  Bishopstoke  Branch  of  the 
-South  Western  Railway.  To  effect  these  objects,  the  following  Railway 
schemes  have  been  projected,  viz- : 

The  London  and  Portsmouth,  with  Branches  to  Shoreham  Bridge,  Fare- 
ham, and  Reigate. 
The  Direct  London  and  Portsmouth. 

The  Guildford,  Chichester,  Portsmouth,  and  Fareham  Branch. 
The  Brighton  and  Chi  Chester — Portsmouth  Extension. 
It  is  necessary  to  observe,  that  the  traffic  between  Portsmouth  and  London 
has  not  equalled  the  expectations  which  were  formed  by  the  original  projectors 
of  the  South  Western  Railway  according  to  the  statements  made  to  Parliament 
when  its  sanction  was  obtained  to  make  the  branch  from  Bishopstoke  to  Gosport. 
It  has  been  alleged,  thiat  the  traffic  would  have  been  much  greater  if  the 
projectors  had  carried  the  branch  itfto  the  town  of  Portsmouth  instead  of  only  to 
Gosport,  since  much  inconvenience  and  delay  arise  from  the  necessity  of  using 
the  floating  bridge  to  cross  Portsmouth  Harbour :  but  as  there  are  four  com- 
panies in  the  field  to  effect  these  communications,  in  a  greater  or  less  degree, 
and  the  returns  of  traffic  which  they  bring  forward  are  sufficient  to  show  an 
expectation  of  a  moderate  profit,  we  may  assume  that  the  question  is  reduced 
to  one  of  preference  between  the  competing  schemes. 

The  London  and  Portsmouth  scheme,  which  has  been  termed,  for  the  sake 
of  brevity  and  distinctness,  "  Stephenson's  line,"  is  the  same,  or  nearly  so,  in  its 
general  character,  with  that  which  Mr.  Robert  Stephenson  originally  projected 
between  London  and  Brighton,  and  which  was  rejected  by  Parliament  in  favour 
of  the  line  now  in  use.  This  line,  leaving  the  South- Western  Railway  near 
Wimbledon,  passes  close  to  Leatherhead,  through  the  valley  of  the  Mole,  to 
Dorking;  it  passes  a  mile  to  the  westward  of  Horsham,  near  which  it  throws 
off  a  branch  to  New  Shoreham ;  the  main  line  being  continued  by  Arundel, 
Chichester,  and  Havant  to  Portsmouth. 

The  Direct  London  and  Portsmouth  Railway  is  proposed  to  be  worked  on  the 
atmospheric  system,  being  in  fact  a  continuation  of  the  Epsom  and  Croydon 
line,  for  which  a  Bill  was  obtained  last  year.  From  Epsom  it  takes  a  course  by 
Leatherhead  through  the  Valley  of  the  Mole  to  Dorking,  whence  it  proceeds 
by  Godalming,  Haslemere,  Petersfield,  and  Havant  to  Portsmouth. 

In  the  Session  of  last  year  an  Act  was  obtained  for  the  purpose  of  nmlfifig 
a  railway  from  the  London  and  South-Western  Railway,  near  Woking,  to  the 
town  of  Guildford,  its  length  being  six  miles.  The  South-Western  Railway 
Company  have  made  arrangements  to  purchase  this  Guildford  Railway,  and 
to  continue  it  by  Godalming  to  Chichester,  and  from  Chichester  by  Havant  to 
Portsmouth. 

172.  A  The 


Digitized  by 


Google 


n  REPORT  FROM  THE  BOARD  OF  TRADE  ON 

tlie  Brighton  and  Chichester  Railway  Company,  whose  works  are  in  course 
of  construction,  propose  to  extend  their  line  from  Chichester  to  Portsmouth. 
These  companies,  with  the  exception  of  the  direct  Portsmouth,  also  propose  to 
complete  the  coast  communication  by  connecting  Havant  with  the  South- 
western Railway  at  Fareham. 

In  comparing  the  three  schemes  for  giving  direct  communication  between 
London  and  Portsmouth,  it  is  necessary  to  observe  that  all  of  them  are  of  an 
expensive  character.  Stephenson's  Line  gives  direct  accommodation  to  Hors- 
ham and  to  Arundel  from  London,  but  fails  to  serve  a  wide  extent  of  country 
which  lies  between  its  proposed  course  and  the  South- Western  Railway. 
Besides,  its  branch  to  Shoreham  would  render  it  a  directly  competing  line 
with  the  Brighton  Railway.  And  here  it  is  right  to  call  the  attention  of  the 
Committee  on  the  Bill  to  circumstances  connected  with  the  first  formation  of 
the  London  and  Brighton  Railway.  Three  distinct  projects  were  in  the  field 
m  the  year  1887  to  accomplish  this  object.  In  carder  to  enable  Parliament  to 
.  form  a  correct  judgment  between  them,  a  Government  engineer  was  directed 
to  report  on  the  competing  schemes ;  and  in  consequence  of  the  report  so 
directed  to  be  made,  Parliament  sanctioned  the  line  which  is  now  in  operation, 
to  the  exclusion  of  Mr.  Stephenson's  proposed  line. 

Since  that  time  the  question  has  been  raised  whether,  notwithstanding  the 
Report  of  the  Government  engineer,  the  best  line,  under  all  the  circumstances, 
was  selected ;  but  thitf  is  immaterial,  as  the  prominent  facts  to  be  regarded 
are,  the  efficiency  of  the  present  Railway,  and  to  what  amount  of  protection 
its  proprietors  are  fairly  entitled.  No  fault  can  be  found  with  the  directness 
of  the  line  or  the  speed  at  which  the  trains  are  run ;  and  it  is  generally  acknow- 
ledged that  considerable  accommodation  is  afforded  by  the  Company.  No  ob- 
jection can  exist,  therefore,  on  the  ground  of  inefficiency.  With  respect  to 
protection,  the  Company  have  reasonable  claims,  as  they  carried  into  effect  the 
views  of  Parliament  at  an  immense  outlay  of  capital,  believing  themselves  safe, 
at  any  rate,  from  any  competition  with  a  line  which  had  been  pronounced  by 
the  Legislature  to  be  worse  than  the  one  which  they  were  obliged  to  adopt. 

If  the  established  Company  refused  to  extend  accommodation  they  would 
have  no  ground  for  complaint ;  but  such  is  not  the  case.  They  are  in  alliance 
with  the  Brighton  and  Chichester,  now  proposing  to  extend  to  Portsmouth ; 
and  they  desire  to  make  a  branch  to  Horsham,  to  give  Railway  communication 
with  the  metropolis  in  a  more  convenient  manner  than  is  proposed  to  be  given 
by  Mr.  Stephenson's  line,  which  only  comes  within  about  a  mile  of  that  town. 

Considering  all  the  circumstances  of  the  London  and  Brighton  Company, 
it  might  appear  hard  on  them  if  the  proposed  line  of  Railway  were  permitted 
to  come  close  to  theirs,  unless  some  great  public  advantage  were  to  be  derived 
"  therefrom ;  but  in  this  instance  no  great  public  advantage  is  perceptible. 

With  regard  to  the  Direct  London  and  Portsmouth,  and  the  Guildford,  Chi- 
chester and  Portsmouth  lines,  the  earthworks  and  tunnelling  are  far  beyond  an 
average  with  regard  to  extent  and  cost  upon  each.  The  difference  between 
the  two  lines  with  respect  to  gradients  is  considerable.  On  the  Direct  Ports- 
mouth the  gradients  are  very  severe ;  the  whole  line  is  divided  into  65  planes, 
of  which  10  are  at  1  in  80,  one  of  these  being  2  J  miles  and  the  three  others 
about  2  miles  in  length — the  whole  amounting  in  the  agregate  to  14  miles 
U5  chains:  19  planes,  extending  over  16  miles,  are  at  1  in  100,  and  the  greater 
portion  of  the  remainder  of  the  fine  is  subject  to  a  steeper  gradient  than  1  in  200. 
The  South-Western  scheme  shows  nothing  steeper  than  1  in  100;  at  this 
gradient  are  4  planes  extending  over  4  miles  70  chains;  from  1  in  100  to  1  in 
1 10  are  6  planes  extending  over  7  miles  30  chains,  and  4  planes  extending 
over  2  miles  50  chains,  from  1  in  110  to  1  in  200.  The  remainder  is  either 
level  or  flatter  than  1  in  200.  These  gradients  are  severe,  but  not  nearly  so 
objectionable  as  the  gradients  on  the  Direct  Portsmouth  line. 

But  the  latter  is  proposed  to  be  worked  atmospherically,  while  on  the  former 
locomotive  engines  are  to  be  used,  and  the  advocates  of  the  atmospheric  system 
contend  that  bad  gradients  are  more  easily  overcome  by  their  method  than  by 
the  other  method.  This  brings  before  us  the  whole  atmospheric  question.  It  is 
therefore  necessary  to  repeat  what  we  stated  in  our  Report  on  the  Newcastle 
.and  Berwick  Railways. 

"  The  experiment  at  Dalkey  may  be  considered,  to  a  great  extent,  conclusive 
as  Tegards  the  success  of  the  atmospheric  system,  considered  merely  as  a 
mechanical  problem.     It  is  demonstrated  that  trains  may  be  propelled  by 
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means  of  it  at  high  velocities,  with  safety  and  convenience  to  the  Public ;  and 
there  appears  not  sufficient  reason  for  doubting  that,  as  far  as  mere  mechanical 
arrangements  are  concerned,  the  same  result  may  be  attained  when  the  separate 
consecutive  portions  of  line  over  which  the  trains  have  to  pass  are  multiplied 
indefinitely.  This,  however,  is  a  point  which  will  soon  be  brought  to  the  test  of 
experience  by  the  experiment  about  to  be  tried  on  the  Croydon  and  Epsom  line. 

"  It  is  impossible,  therefore,  not  to  feel  the  highest  interest  in  the  progress 
of  an  experiment  whose  success  hitherto  has  been  sufficient  to  induce  eminent 
authorities  to  entertain  strong  hopes  that  the  result  may  be  an  acceleration  of 
speed  in  travelling,  combined  with  the  general  introduction  of  a  system  of  very 
frequent  trains  and  low  fares. 

"  The  question,  however,  assumes  a  different  aspect  when  we  are  called 
upon,  in  forming  a  judgment  upon  competing  schemes,  to  assume  the  com- 
plete success  of  the  atmospheric  system,  not  merely  as  a  mechanical  theory,  or 
as  applicable  under  peculiar  circumstances,  but  in  a  practical  and  commercial 
point  of  view,  as  applicable  to  railways  generally. 

"  While  we  wish  to  guard  ourselves  against  being  supposed  to  express  any 
opinion  whether  the  atmospheric  system  may  or  may  not  be  found  ultimately 
to  be  so  applicable,  it  becomes  necessary  for  us  to  state  a  few  obvious  reasons 
why  we  should  not  be  justified  at  present  in  allowing  the  assumption  of  such 
success  to  enter  as  an  element  in  the  comparison  of  such  lines  as  are  now  under 
consideration. 

"  Assuming  for  the  moment  all  mechanical  difficulties  to  be  overcome,  the 
question  still  remains  by  which  the  practical  success  of  any  system  of  pro- 
pulsion must  be  tested,  viz.  that  of  expense.  Under  this  head  the  important 
question  is  not  yet  fully  solved,  whether  a  double  line  may  not  be  equally 
required  with  the  atmospheric  as  with  the  locomotive  system  for  the  convenient 
working  of  a  large  and  mixed  traffic  over  an  extended  line.  Upon  this  point 
the  opinion  of  some  eminent  authorities  has  been  strongly  expressed  to  the 
effect  that  a  double  line,  with  double  tube,  &c.  would  be  indispensable,  unless 
upon  a  short  line,  where  the  traffic  should  consist  of  a  certain  number  of  trains 
starting  at  regular  intervals  from  each  end ;  nor  is  there  anything  in  the  expe* 
rience  of  the  atmospheric  system,  up  to  the  present  time,  that  would  warrant  us 
in  assuming  this  opinion  to  be  altogether  unfounded.  But  if  we  were  to  assume 
a  double  line  to  be  necessary,  the  first  cost  of  construction  under  the  atmo- 
spheric system  would  be  so  greatly  increased,  that  no  reduction  in  the  rate  of 
working  expenses  could  compensate  for  it,  unless  the  traffic  was  exceedingly 
large.  The  cost  of  the  atmospheric  apparatus  is  estimated  by  Messrs.  Samuda, 
in  their  evidence  last  year  before  the  Croydon  and  Epsom  Committee,  at 
4,000 1,  per  mile  of  single  line,  independently  of  the  cost  of  stationary  engines, 
which  is  estimated  at  about  5,000/.  for  every  three  miles,  or  1,700/.  per  mile. 
The  actual  cost  of  the  propelling  power  by  the  atmospheric  system  was  stated 
by  the  manager  of  the  Dalkey  fine,  in  his  evidence  before  ihe  Croydon  and 
Epsom  Committee,  last  year,  to  have  been  a  fraction  over  7d.  per  mile ;  and, 
including  the  cost  of  maintenance  of  way,  the  comparison  was  stated,  by  the 
same  gentleman,  to  stand  as  9rf.  per  mile  under  the  atmospheric  system,  against 
1  s.  4  i  d.  per  mile  under  the  locomotive  system.  It  is  evident,  therefore,  that 
even  if  we  could  assume  the  sufficiency  of  a  single  line  under  the  atmospheric 
system,  we  should  not  be  warranted  in  assuming  the  success  of  that  system,  in 
a  commercial  point  of  view,  as  an  established  fact,  especially  when  the  traffic 
is  not  likely  to  be  large.  It  is  also  the  opinion  of  many  practical  men,  that  the 
atmospheric  system  could  not  be  applied  with  advantage  when  the  traffic  is  of 
a  mixed  character,  consisting,  in  a  great  measure,  of  heavy  trains  of  goods  and 
minerals,  and  there  are,  as  yet,  no  sufficient  data  to  warrant  us  in  assuming  this 
opinion  to  be  altogether  without  foundation. 

"  Under  these  circumstances,  and  considering  that,  on  the  one  hand,  a  good 
locomotive  line  can  always  be  rendered  available  for  the  atmospheric  system, 
should  that  system  be  found  to  succeed ;  while,  on  the  other  hand,  a  line  laid 
out  expressly  for  the  atmospheric  system  might  not,  in  the  event  of  its  failure, 
admit  of  being  readily  converted  into  a  good  locomotive  line,  we  have  not 
thought  ourselves  justified,  when  comparing  two  rival  projects  presented  to  us, 
in  assuming  the  complete  success  of  the  atmospheric  system,  which  is  still 
under  experiment,  but  have  thought  ourselves  bound  to  form  our  opinion  upon 
them  with  reference  to  the  present,  and  not  to  the  future  or  possible  state  of 
the  science  of  Railway  locomotion/*  • 
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We  shall  proceed  therefore  to  compare  the  lines,  apart  from  all  considerations 
as  to  the  atmospheric  system. 

We  have  seen  that  with  regard  to  gradients,  the  South  Western  scheme  pos- 
sesses a  great  superiority  over  the  Direct  Portsmouth;  hut  if  these  better 
gradients  were  to  be  obtained  at  the  sacrifice  of  a  greatly  increased  cost  in  the 
construction,  and  if  the  inferior  gradients  were  attended  by  a  proportional 
economy  in  the  first  cost  of  formation,  it  would  have  been  a  question  of  degree 
as  to  whether  the  advantages,  together  with  the  greater  outlay,  were  on  the 
whole  to  be  preferred  to  the  smaller  outlay,  coupled  with  the  attending  disad- 
vantages. But  the  reverse  is  the  case :  the  line  with  the  better  gradients  has 
not  only  15  miles  less  Railway  on  the  main  line  to  construct,  but  the  construc- 
tion will  be  less  costly,  as  there  are  3,717  yards  of  tunnelling  on  it,  compared 
with  4,243  yards  on  the  other  scheme,  the  earthworks  being  about  on  a  par. 

The  Direct  Portsmouth  scheme  does  not  offer  any  connexion  between  Havant 
and  Fareham ;  so  that  if  this  scheme  were  carried  into  execution  the  communi- 
cation along  the  coast  would  necessarily  be  carried  on  by  means  of  the  Gosport 
and  Bishopstoke  branch  of  the  South  Western  Railway,  and  be  subject  to  the 
interruption  caused  by  Portsmouth  Harbour,  which  interruption  would  prevent 
the  continuation  of  the  electric  telegraph,  and  interfere  with  the  national  ad- 
vantages afforded  by  a  continued  coast  communication.  It  is  manifest  that, 
from  Havant  to  Fareham,  the  construction  of  a  Railway  can  never  be  remu- 
nerative simply  as  a  mercantile  speculation ;  and  as  it  would  compete  with  the 
existing  branch  from  Gosport  to  Bishopstoke,  the  South  Western  Railway 
Company  never  would  have  proposed  to  construct  it,  unless  with  a  view  of  ex- 
cluding other  parties  from  that  portion  of  the  district,  and  at  the  same  time  pro- 
viding national  advantages  which  should  render  their  entire  scheme  as  compre- 
hensive as  possible. 

The  completion  of  a  chain  of  coast  communication  has  been  adverted  to  by 
Parliamentary  Committees,  as  an  object  of  great  public  importance.  On  this 
point  the  Direct  Portsmouth  is  defective,  and  any  Railway  scheme  through  this 
district  which  does  not  afford  this  uninterrupted  communication  is  manifestly 
incomplete. 

The  Brighton  and  Chichester  extension  affords  a  good  coast  communication, 
but  fails  with  respect  to  the  direct  communication  from  London  to  Portsmouth; 
and,  considering  that  three  distinct  companies  have  come  forward  for  the 
purpose  of  affording  such  direct  communication,  we  are  of  opinion  that  public 
reasons  are  not  sufficient  to  justify  the  sanction  of  the  Brighton  and  Chichester 
Extension,  to  the  exclusion  of  the  others. 

Thus,  then,  we  have  three  schemes ;  the  extent  of  Railway  which  each  has 
to  construct  being  as  follows  : 

South  Western  Scheme.  m.    ch. 

Guildford  to  Portsmouth   -        -        -        -        -        -    45     60 

Fareham  Branch       --»--~--60 

Total 51     60 

London  and  Portsmouth  Direct. 
Epsom  to  Portsmouth        -        -        -        -        -        -    60    25 

Chichester  Branch --8    65 

Total 69     10 

Stephenson's  line. 

Wimbledon  to  Arundel      -        -        -        -        -  -    47  50 

Arundel  to  Chichester       -        -        -        -        -  .8  70 

Chichester  to  Portsmouth  -        -        -        -  -15  75 

Shoreham  Branch    ------  -16  12 

Total 88    47 

Deduct  about  -        -        -        -        -        -        -        -90 

on  account  of  the  Brighton  and  Chichester  Railway,     

for  which  an  Act  has  already  been  obtained;  leaving    79    47 

The 
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The  distances  from  Portsmouth  to  London  by  these  schemes  respectively  are, 
hy  the — 

South  Western  scheme,  77  miles  to  Hungerford  Bridge. 
London  and  Portsmouth  direct,  79  miles  to  London  Bridge. 
Stephenson's  line,  81  miles  to  Hungerford  Bridge. 

From  Chichester  to  London  the  distances  will  be  respectively,  by  the — 
South  Western  scheme,  62  miles  to  Hungerford  Bridge. 
By  the  London  and  Portsmouth  Direct,  80  miles  to  London  Bridge. 
By  Stephenson's  line,  65  miles  to  Hungerford  Bridge. 

Even  if  these  three  schemes  were  equally  good  in  all  their  points,  we  think 
that  the  South  Western  Railway  Company  would  have  a  claim  for  preference, 
in  consequence  of  that  Company  having  already  expended,  on  their  Gosport 
branch,  a  capital  of  400,000  L,  upon  which,  as  yet,  very  little  profit  has  been 
realized,  and  which  would  be  rendered  entirely  valueless  if  the  Direct  Ports- 
mouth line  were  made. 

Having  therefore  taken  into  consideration  that  the  Guildford,  Chichester, 
Portsmouth,  and  Fareham  branch  scheme,  has  fewest  miles  of  Railway  to  make; 
that  it  affords  the  shortest  route  between  Portsmouth  and  London;  that  it 
completes  the  coast  communication,  and  that  it  does  not  interfere  unnecessarily 
with  the  existing  interests  of  Railways  already  sanctioned  and  executed  in  the 
district,  we  have  decided  that  there  are  public  reasons  which,  in  our  opinion, 
are  sufficient  to  induce  us  to  Report  to  Parliament  that  it  is  to  be  preferred  to 
the  Brighton,  Chichester,  and  Portsmouth  Extension;  to  the  Direct  London 
and  Portsmouth ;  and  to  the  London  and  Portsmouth,  with  branches  to  Shoreham 
Bridge,  Fareham,  and  Reigate,  schemes. 

In  treating  of  these  projects,  we  have  not  noticed  the  branches  to  Reigate, 
proposed  by  the  Direct  London  and  Portsmouth,  or  by  Mr.  Stephenson's 
scheme,  as  they  are  of  minor  importance,  and  do  not  in  any  way  affect  the 
main  question.  If  the  principal  lines  be  not  constructed,  the  branches  must 
necessarily  fall  to  the  ground. 

The  London  and  Brighton  Railway  Company  have  lodged  plans  for  the 
purpose  of  making  a  branch  from  their  line  at  the  Three  Bridges  station  to 
Horsham,  which  will  be  about  eight  and  a  half  miles  in  length. 

No  engineering  difficulties  present  themselves  to  this  project ;  the  line  will 
be  easy  of  construction,  and  the  local  feeling  is  in  its  favour.  If  Stephenson's 
line  be  sanctioned,  the  branch  to  Horsham  will  be  unnecessary ;  but  if  Parliament 
should  refuse  its  sanction  to  Stephenson's  line,  Horsham  will  have  no  con- 
nexion with  any  Railway  except  by  means  of  the  branch  in  question.  There- 
fore, in  the  event  of  the  last-mentioned  contingency  taking  place,  we  are  not 
aware  that  any  public  reason  will  exist  which  ought,  in  our  opinion,  to  be 
decisive  against  it. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report 
of  die  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending 
that  Reports  should  be  made  to  Parliament  by  this  Department  upon  Railway 
Schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights 
And  interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN. 
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RAILWAYS. 

REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  Schemes  for  extending  Railway  Communication  in  South  Wales. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  ao  March  1845. 


Railway  Department,  Board  of  Trade* 
Whitehall,  20  March  1845. 

THE  Board  constituted  by  the  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  following  schemes  deposited  with  the  Railway  Depart- 
ment for  extending  Railway  Communication  in  South  Wales,  viz : — 

The  South  Wales  Railway, 
The  Monmouth  and  Hereford, 
The  Gloucester  and  Dean  Forest, 
The  Newport  and  Pontypool, 

have  determined  on  submitting  the  following  Report   thereon  for  the  consi- 
deration of  Parliament. 

The  South  Wales  and  Monmouth  and  Hereford  Railways  form,  together,  a 
comprehensive  scheme  for  extending  Railway  Communications  in  connexion  with 
the  existing  Great  Western  Railway,  west  of  the  Severn  to  Herefordshire,  Mon- 
mouthshire, and  along  the  whole  course  of  South  Wales  to  Pembroke  and 
Fishguard. 

The  lengths  of  the  proposed  lines  are  as  follows : — 

Miles.  Chains. 
South  Wales  Railway :  length  of  main  line  from  Standish 
on  the  Cheltenham  and  Great  Western  line  to  Fish- 
guard               -  162     0 

Pembroke  Branch       -        -        -         -         -        -        -19  32 

Branch  from  Newport  to  Monmouth      -         -         -        -     22  35 

Forest  of  Dean  Branch         -        -        -        -         -        -70 


Total     -     -     -  211     7 


Monmouth  and  Hereford  Railway :  length  of  main  line 
from  Hereford  to  junction  with  the  Cheltenham  and 
Great  Western         -         -         -        -        -         -        -32  15 

Branch  to  Monmouth 8  20 

Forest  of  Dean  Branch         -        -        -         -         -         -4  26 


Total    -    -    -    44  61 


The  direction  of  these  lines  will  be  best  understood  by  a  reference  to  th 
accompanying  map.  They  are  both  proposed  to  be  constructed  on  the  wide 
gauge  of  saven  feet,  in  connexion  with  the  Great  Western  systeift,  the  Mon- 
mouth and  Hereford  scheme  being  undertaken  by  the  Great  Western  Company, 
and  the  South  Wales  scheme  by  an  independent  Company,  assisted  by  that 
Company. 

The  gradients  of  both  lines  are  in  parts  very  severe,  but  not  impracticable,  and 
there  is  reason  to  believe  that  better  gradients  could  not  have  been  obtained  with- 
out incurring  an'expense  which,  under  the  circumstances,  would  have  been  very 
undesirable.     The  works  for  the  greater  portion  of  the  South  Wales  line  are 
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light;  and,   upon  the  whole,  the  lines  present  no  extraordinary  engineering 
difficulties. 

With  regard  to  the  general  object  of  extending  Railway  communication 
throughout  South  Wales,  the  public  and  local  advantages  are  too  evident  to 
require  much  comment.  There  are  perhaps  few  instances  where  greater  advan- 
tages may  be  reasonably  anticipated  from  the  extension  of  a  communication, 
which  will  place  so  many  considerable  places  and  important  mineral  and  agricul- 
tural districts,  which  have  hitherto  suffered  from  the  comparative  isolation  of 
their  position,  within  a  few  hours' journey  of  the  metropolis  and  of  the  rest  of 
England.  The  towns  of  Monmouth,  Newport,  Cardiff,  Neath,  Swansea,  Llanelly, 
Carmarthen,  Pembroke,  and  Milford  Haven,  the  whole  x>f  the  great  mineral 
districts  of  South  Wales,  and  the  counties  of  Hereford,  Monmouth,  Glamorgan, 
Carmarthen,  and  Pembroke,  will  all  participate  directly  in  the  advantages 
afforded  by  this  improved  communication. 

The  south  of  Ireland  also,  to  tlje  whole  of  which  the  South  Wales  line  will 
afford  the  shortest  communication  to  London,  Bristol,  and  the  south  of  England, 
will  also  participate  in  the  benefits  of  the  undertaking ;  and  the  advantage  in 
a  national  point  of  view  of  a  line  which  covers  such  a  great  extent  of  coast,  and 
affords  a  ready  communication  with  the  dock-yard  at  Pembroke,  and  with  the 
station  at  Milford  Haven,  is  also  considerable. 

We  can  have  no  hesitation,  therefore,  in  arriving,  upon  general  grounds,  at  a 
favourable  opinion  of  an  undertaking  which  affords  such  important  public 
advantages ;  nor  when  we  come  to  consider  the  details  of  the  scheme  do  we  see 
any  reason  to  doubt  that  it  has  been  laid  out  judiciously,  with  a  view  to  the 
accommodation  of  the  district,  and  to  the  attainment  of  the  principal  objects. 

The  choice  of  a  coast  line,  in  preference  to  one  more  inland,  appears  to  be  fully 
justified. 

The  engineering  difficulties  of  the  hilly  country  in  the  interior  are  known  to 
be  great ;  and  it  is  doubtful  whether  a  practicable  locomotive  line  could  have 
been  obtained  at  any  moderate  expense.  Even  if  such  a  line  could  have  been 
obtained,  it  would  have  traversed  a  comparatively  poor  and  thinly  populated 
district,  affording  no  accommodation  to  the  principal  commercial  towns  of  South 
Wales,  such  as  Newport,  Cardiff,  Neath,  Swansea,  and  Llanelly  ;  which  could 
only  have  been  connected  with  it  by  branches  ascending  the  different  valleys, 
and  from  the  nature  of  the  country  requiring  very  steep  gradients  in  order  to 
attain  the  requisite  elevation.  By  the  proposed  line,  the  principal  towns  and 
commercial  emporiums  which  are  situated  along  the  coast  at  the  bottom  of  the 
valleys  are  placed  upon  the  main  line,  to  which  the  traffic  from  the  interior 
will  descend,  a  consideration  which  is  very  important,  when  we  recollect  that  a 
great  part  of  this  traffic  will  consist  of  heavy  minerals. 

Under  these  circumstances,  the  selection  of  a  coast  line  appears  to  be  generally 
approved  of  by  the  local  interests  affected ;  and  the  whole  course  of  the  line  from 
Newport  westwards  has,  we  believe,  met  with  unqualified  support. 

As  regards  the  portion  of  the  line  between  Newport  and  the  junction  with  the 
Great  Western  Railway,  the  same  unanimity  of  opinion  has  not  prevailed. 

The  main  trunk  of  the  South  Wales  line,  keeping  close  along  the  shore  of 
the  Severn  by  Chepstow,  manifestly  affords  little  local  accommodation  to  the 
county  of  Monmouth ;  and  the  crossing  of  the  river  Severn  below  Gloucester, 
where  the  first  fixed  bridge  occurs,  has  been  strongly  objected  to,  as  calculated  to 
injure  that  town,  and  to  impede  the  navigation. 

Accordingly  it  has  been  urged  that  the  main  line,  instead  of  following  the 
coast  by  Chepstow,  should  have  been  carried  up  the  valley  of  the  Usk  from 
Newport,  and  so  by  Monmouth,  and  through  the  heart  of  the  county  to 
Gloucester. 

To  this  it  is  replied  by  the  promoters  of  the  South  Wales  Railway,  that  such 
a  course  could  not  have  been  adopted  without  neutralizing  the  principal  object 
proposed;  viz.,  that  of  making  the  best  and  most  direct  communication  practi- 
cable for  South  Wales  and  the  South  of  Ireland  with  London.  By  the  line,  as 
deposited,  the  distance  from  Standish,  where  it  joins  the  Great  Western  Rail- 
way, to  Newport,  vid  Chepstow,  is  37 |  miles ;  while  by  the  proposed  line,  via 
Gloucester  and  Monmouth,  the  distance  would  be  56  miles ;  the  former  line 
being  nearly  level  throughout,  while  the  latter  line  would  have  two  summits  to 
surmount  of  about  300  and  150  feet  respectively.  , 

The  great  bulk  of  the  through  traffic,  therefore,  from  the  South  of  Ireland, 

and 
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and  from  the  whole  of  South  Wales  to  the  westward  of  Newport,  would  be 
carried  an  unnecessary  circuit  of  18}  miles,  over  worse  gradients,  in  case  the 
Gloucester  route  were  adopted.  The  only  equivalent  for  the  tax  thus  imposed 
upon  the  traffic  of  those  districts,  would  be  a  slight  gain  of  distance  for  such 
portion  of  it  as  was  going  towards  the  north  ;  a  gain  which  is  of  less  import- 
ance, as  the  route  would  be  at  best  so  circuitous,  that  it  could  not  be  looked  to 
as  affording  the  only  permanent  communication. 

It  is  true,  that  in  the  event  of  a  more  direct  communication  being  made 
between  Cheltenham  and  Oxford,  the  disadvantage  in  point  of  distance  of  the 
Gloucester  route  would  be  lessened  ;  still,  on  the#whole,  the  considerations  above 
referred  to  appear  to  render  it  desirable  that  the  coast  line  by  Chepstow  should 
be  adopted,  as  is  desired  by  the  promoters,  and  by  the  local  interests  of  South 
Wales  generally,  provided  the  objections  above  stated  can  be  obviated. 

A9  regards  the  passing  of  the  Severn,  the  promoters  state  that  the  navigation 
to  Gloucester  would  suffer  no  serious  impediment  even  if  a  fixed  bridge  were 
erected  across  the  river,  since  it  is  conducted  almost  entirely  along  the  Berkeley 
Ship  Canal,  which  will  be  passed  without  inconvenience  by  a  swing  bridge. 
They  do  not  propose  however  to  obstruct  the  navigation  of  the  river,  but,  on  the 
contrary,  have  effected  an  arrangement  with  the  Severn  Navigation  Commissioners 
by  which,  as  is  stated,  it  will  be  considerably  improved,  by  making  a  new  navigable 
cut  across  the  neck  of  one  of  the  bends  of  the  river,  where  the  Railway  is  proposed 
to  cross.  The  plans  for  this  improvement,  and  for  the  bridge  across  the  river,  are 
stated  to  have  been  prepared  in  concert  with  the  engineer  of  the  Severn  Navi- 
gation Commissioners,  and  to  have  received  his  approval.  In  the  state  of  things 
thus  represented  to  us,  it  does  not  appear  to  us  that  we  can  consider  the  pro- 
posed mode  of  crossing  the  Severn  as  an  objection  which  ought  to  weigh  against 
a  scheme  recommended  by  so  many  considerations  of  public  utility. 

With  regard  to  the  local  accommodation  of  the  county  of  Monmouth,  this 
object  is  proposed  to  be  attained  by  a  branch  from  the  South  Wales  line  at 
Newport  to  Monmouth,  in  connexion  with  another  scheme,  the  Monmouth  and 
Hereford,  which,  as  will  be  seen  by  reference  to  the  map,  completes  the  commu- 
nication of  the  district,  giving  a  branch  to  Hereford,  and  supplying  a  second 
line  or  loop  passing  through  the  Forest  of  Dean  and  the  interior  of  the  county, 
and  joining  the  main  line  again  at  Newport. 

This  scheme  appears  well  calculated  to  afford  the  requisite  local  accommoda- 
tion, and  by  opening  up  the  Forest  of  Dean  in  connexion  with  the  other  lines, 
it  will  be  of  great  use  in  affording  an  outlet  for  the  mineral  wealth  of  that 
district. 

The  same  objection  has  been  urged  to' this  as  to  the  South  Wales  line;  viz. 
that  it  ought  to  be  carried  round  by  Gloucester  instead  of  crossing  the  Severn 
below  that  town.  The  answer  is  of  a  similar  nature :  that  the  main  communi- 
cation with  London  will  thus  be  shortened  7±  miles,  while  the  distance  to 
Gloucester  and  the  North  will  only  be  lengthened  6  J  miles,  which  is  of  less 
importance,  as  the  communication  of  Hereford  with  the  North  may  be  effected 
much  more  directly  by  way  of  Worcester  or  Stourport. 

It  is  also  objected,  that  by  the  proposed  line  the  carriage  of  the  coals  of  the 
k  Forest  of  Dean  to  Gloucester  and  Cheltenham  will  be  increased ;  but,  on  the 

other  hand,  they  will  be  conveyed  more  directly  to  the  manufacturing  district  of 
Stroud,  and  to  the  districts  along  the  Great  Western  Railway. 

On  the  whole,  the  advantages  of  the  proposed  route  appear  to  us  to  prepon- 
1  derate  over  that  of  Gloucester,  the  objection  to  the  crossing  of  the  Severn  being, 

as  we  have  already  stated,  understood  to  be  obviated. 

The  advantage  of  the  line  in  question  to  Hereford  and  the  surrounding 

district  will  we  helieve  be  great,  by  affording  a  ready  means  of  communication 

;  for  passengers  and  produce  towards  London.     It  is  stated  to  us  that  it  is  likely 

'f  to  be  very  beneficial  to  the  agriculture  of  the  district,  by  affording  a  means  of 

transport  for  cattle,  &c.  to  the  London  market. 
i,  v  We  have  examined  the  traffic  estimates  which  have  been  submitted  to  us, 

$  both  of  this  and  of  the  South  Wales  scheme ;  and  although  many  of  the  sources 
?  r;  of  income  are  to  a  considerable  extent  speculative,  it  appears  to  us  that  there 
lit  is  quite  sufficient  to  justify  the  sanction  of  lines  which  hold  out  so  much  pros- 

[;i  pect  of  local  and  national  advantage,  and  which  are  supported  by  a  Company 

possessing  such  resources  as  the  Great  Western. 
0,  It  may  be  reasonable  to  require  from  this  Company  some  security  for  the 
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completion  and  efficient  working  of  the  schemes  which  it  thus  undertakes  or 
promotes ;  and,  in  the  event  of  such  security  being  given,  it  would,  in  oar 
opinion,  constitute  an  additional  reason  in  their  favour. 

There  are  no  Railways,  in  existence  or  contemplation,  which  compete  in  any 
way  with  any  portion  of  the  above  schemes,  witn  the  exception  of  a  short  line 
of  12  J  miles  in  length,  the  Gloucester  and  Dean  Forest,  which  may  be  con- 
sidered as  competing,  to  a  certain  extent,  with  the  portions  of  the  South  Wales 
and  Monmouth  and  Hereford  Railways,  which  open  into  the  same  mineral 
district.  The  latter  lines  do  so  much  more  completely  and  effectually,  and  the 
Gloucester  and  Dean  Forest  liije  appears  to  be  a  partial  scheme,  which,  although 
it  might  be  productive  of  some  benefit,  by  bringing  coals  into  the  port  of  Glou- 
cester, ought  not  to  be  allowed  to  interfere  with  projects  of  more  extensive 
utility. 

It  is  uncertain,  also,  until  the  arrangements  between  the  Birmingham  and 
Gloucester,  Bristol  and  Gloucester,  and  Cheltenham  and  Great  Western  Com- 
pany at  Gloucester,  and  with  respect  to  the  line  between  Cheltenham  and  Glou- 
cester are  further  matured,  what  gauge  ought  to  be  adopted,  and  what  sort  of 
junction  with  the  other  Railways  in  Gloucester  affected  by  this  Gloucester  and 
Dean  Forest  line,  supposing  it  to  be  otherwise  desirable. 

We  are  disposed,  therefore,  to  recommend  that  this  scheme  should  be  postponed 
until  a  future  period,  provision  being  made  for  the  carriage  of  coals  from  the 
Forest  of  Dean  to  Gloucester  on  reasonable  terms,  proportioned  to  the  direct  dis- 
tance, and  not  to  the  circuitous  mileage  by  the  companies  whose  lines  are  sanc- 
tioned. 

The  Newport  and  Pontypool  is  a  line  for  affording  Railway  communication 
to  the  port  of  Newport  for  a  very  important  mineral  district,  abounding  in  coal 
and  iron.  Two  lines  were  projected  for  this  object;  but  arrangements  have 
been  made  to  the  satisfaction  of  the  principal  iron  masters  and  other  local  in- 
terests, by  which  one  of  the  lines  has  been  withdrawn,  and  the  present  scheme, 
which  is  brought  forward  in  connexion  with  the  existing  canal,  is  entirely  un- 
opposed. There  can  be  no  question  that  the  extension  of  a  Railway  to  the 
mineral  district  in  question  will  be  a  great  advantage. 

We  have  to  report,  therefore,  with  regard  to  the  different  schemes  proposed  in 
the  South  Wales  district,  that  we  are  aware  of  no  public  reasons  why  the  South 
Wales,  the  Monmouth  and  Hereford,  and  the  Newport  and  Pontypool  Railways 
should  not  receive  the  sanction  of  Parliament,  and  that  there  appear  to  us  to  bo 
public  grounds  to  require  the  postponement  of  the  Gloucester  and  Dean  Forest 
Railway  until  a  future  period. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  Schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques* 
tion,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results  solely 
upon  public  grounds,  and  to  the  exclusion  of  all,  considerations  how  far  such 
results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 


DALHOUSIE. 

C.  W.  PASLEY.         O.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  Trent  Valley  and  Churnet  Valley  Railway  Schemes. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  13  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  13  March  1845. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  Trent  Valley  and  Churnet  Valley  Railway  schemes, 
have  determined  on  submitting  the  following  Report  thereon  for  the  considera- 
tion of  Parliament : 

These  lines  may  be  considered  as  forming  portions  of  one  scheme  for  shorten- 
ing the  distance  of  the  principal  Railway  communications  from  the  Metropolis  to 
Ireland,  Scotland,  Liverpool,  Manchester,  and  the  Northern  and  North-western 
portions  of  the  kingdom.  The  Trent  Valley  Railway  commences  at  Rugby  and 
runs  by  Tamworth,  Lichfield,  and  Rugeley  to  Stafford,  thus  cutting  off  the  angle 
of  the  London  and  Birmingham  and  Grand  Junction  lines  at  Birmingham,  and 
reducing  the  length  of  the  journey  from  London  to  Liverpool  and  Holyhead,  and 
by  Carlisle  to  Scotland,  by  9  miles  of  actual  distance.  The  proposed  line  is 
49|  miles  in  length,  and  its  gradients  are  of  a  very  favourable  description. 
The  serious  delay  now  experienced  in  passing  through  Birmingham  will  also 
be  avoided ;  and  on  the  whole,  we  agree  with  the  Commissioners,  who  reported, 
in  1841,  upon  the  communication  with  Ireland,  and  Scotland,  that  a  consider- 
able saving  in  point  of  time  will  be  effected  upon  through-traffic.  The  import- 
ance of  this  saving  upon  such  great  lines  of  communication  has  been  fully 
recognised  on  former  occasions,  and  is  too  obvious  to  require  comment.  The 
intermediate  district  between  Stafford  and  Rugby,  including  Tamworth, 
Lichfield,  Rugeley,  Atherstone,  Nuneaton,  and  the  towns  along  the  old  Holy- 
head road,  will  also  derive  great  benefit  from  the  Railway,  and  being  brought 
forward  in  connexion  with  the  existing  Railway  Company  interested  in  the 
great  lines  of  communication  referred  to,  may  be  considered  as  unopposed. 

The  Churnet  Valley  Railway,  together  with  the  above  line,  and  with  the 
existing  London  and  Birmingham  and  Manchester  and  Birmingham  Railways, 
completes  a  line  of  Railway  communication  between  London  and  Manchester 
19  miles  shorter  than  the  present  one,  and  which  is  believed  to  be  practically 
as  short  a  line  as  any  which  can  be  made  between  the  two  points.  Com- 
mencing at  Macclesfield,  to  which  place  a  branch  from  the  Manchester  and 
Birmingham  line  has  been  already  sanctioned,  the  Churnet  Valley  line  passes 
by  Leek  and  Uttoxeter  to  a  point  four  miles  north-west  of  Tamworth,  where 
it  joins  the  proposed  Trent  Valley  line.  From  Uttoxeter  a  branch  diverges  to 
Willington,  a  point  on  the  Birmingham  and  Derby  line,  within  6  J  miles  of 
Derby. 

It  will  thus  be  seen,  by  reference  to  the  Map,  that  the  Churnet  Valley  line 
presents  the  double  advantage  of  uniting,  by  the  shortest  practicable  lines, 
Manchester,  the  great  manufacturing  metropolis  of  the  kingdom,  with  London, 
on  the  one  hand,  and  on  the  other  hand,  with  Derby,  and  through  the  existing 
and  projected  Railways  which  centre  there,  with  Nottingham,  Leicester,  Stam- 
ford, Peterborough,  Cambridge,  and  the  whole  of  the  Midland  and  Eastern 
Counties.  At  the  same  time,  it  will  afford  to  Derby,  and  to  the  traffic  centering 
there,  the  shortest  outlet  to  Liverpool,  Preston,  and  the  North ;  and  be  pro- 
ductive of  much  local  advantage  to  the  important  manufacturing  town  of 
Macclesfield,  containing  a  population  of  upwards  of  5O3OOO ;  to  Leek,  another 
manufacturing  town,  containing  a  population  of  11,738 ;  and  to  the  towns  of 
Cheadle,  Uttoxeter,  Rocester,  &c,  and  the  district  along  the  line. 
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The  importance  of  such  a  line  has  been  already  recognised,  and  in  1836 
a  Committee  of  the  House  of  Commons  reported  that  "  It  has  been  established 
to  the  satisfaction  of  the  Committee,  that  a  line  opening  a  communication  from 
Manchester  and  Liverpool,  through  the  populous  and  growing  towns  of  Stock- 
port, Macclesfield,  and  Leek,  to  Derby,  to  Leicester,  to  Nottingham,  and  to 
London,  is  one  highly  desirable  for  the  public  interest,  and  highly  deserving  of 
favourable  consideration  in  a  future  Session."  Since  that  period  the  increase 
of  population  in  the  manufacturing  districts,  and  the  development  of  traffic  and 
opening  out  of  new  Railways,  have  added  greatly  to  the  force  of  these  argu- 
ments. 

It  is  true  that  by  the  construction  of  the  Manchester  and  Birmingham  line 
to  Crewe,  the  objects  mentioned  by  the  Committee  have  been  partially 
attained,  and  by  the  proposed  Trent  Valley,  in  connexion  with  this  line,  the 
distance  between  London  and  Manchester  would  be  reduced  to  188  £  miles,  as 
compared  with  179  miles  by  that  of  the  Churnet  Valley ;  and  if  this  were  the 
sole  object,  it  might  be  questionable  how  far  it  would  justify  the  construction 
of  more  than  50  miles  of  railway,  of  which  a  good  deal  is  of  a  difficult  and 
expensive  character.  But  when  we  consider  that  not  only  Manchester  but  the 
surrounding  district,  comprising  the  towns  of  Bury,  Bolton,  Rochdale,  Ashton, 
Oldham,  Stockport,  &c,  and  a  mass  of  population  of  upwards  of  a  million, 
actively  engaged  in  the  pursuits  of  manufacturing  industry,  will  benefit  by  every 
reduction  of  distance  in  their  principal  communications ;  and  also  that  the 
connexion  of  this  district  with  the  Midland  manufacturing  district,  and  with  the 
Midland  and  Eastern  agricultural  counties,  from  which  it  derives  a  large  pro- 
portion of  its  supplies,  would  alone  justify  a  Railway  to  Derby,  so  that  the  por- 
tion of  new  line  actually  required  for  the  purpose  of  completing  the  most  direct 
communication  with  London  is  only  1 5  miles,  it  appears  to  us  to  be  perfectly 
evident  that  there  are  sufficient  public  reasons  to  justify  the  construction  of 
the  line. 

By  the  reduction  of  the  distance  to  179  miles,  the  fare  between  London  and 
Manchester,  by  the  Parliamentary  third-class,  established  by  the  Act  of  last 
year,  will  be  reduced  to  15  s.  The  time  of  the  journey  also  by  quick  trains, 
under  a  proper  system  of  combined  management  between  London  and  Man- 
chester, may,  at  the  rate  of  travelling  which  is  now  established  upon  several 
Railways,  be  reduced  to  five-and-a-half  or  six  hours,  so  as  to  admit  of  the  pos- 
sibility of  a  person  leaving  Manchester  in  the  morning,  transacting  business  in 
London,  and  returning  the  same  evening. 

The  traffic  which  may  be  expected  to  pass  over  a  line  which  combines  so  many 
important  objects  may  reasonably  be  expected  to  afford  an  adequate  remune- 
ration on  the  capital  required,  although,  as  we  have  already  observed,  parts  of 
the  line  are  of  an  expensive  character.  The  traffic  tables  submitted  to  us  also 
show  a  probability  of  a  sufficient  income ;  and  being  in  alliance  with  the  other 
Companies  whose  lines  will  form  portions  of  the  direct  London  and  Man- 
chester, and  Manchester  and  Derby  routes,  a  further  security  is  afforded  for 
the  due  development  of  the  traffic  and  for  the  line  being  efficiently  worked. 

The  promoters  of  the  Churnet  Valley  line  have  further  deposited  plans  for  a 
continuation  of  their  line  from  Tamworth  to  Rugby,  to  meet  the  contingency  of 
the  Trent  Valley  line  not  being  sanctioned ;  but  as  the  Trent  Company  were 
first  in  the  field,  and  have  a  preferable  claim,  founded  on  expenses  incurred 
on  former  occasions;  as  the  traffic  which  will  pass  over  their  line  towards 
Liverpool  and  Ireland  will  probably  be  greater  than  that  over  the  Churnet 
line  towards  Manchester ;  and  as  the  Trent  Company  offer  to  accede  to  any 
reasonable  provisions  for  securing  the  unimpeded  transit  upon  fair  terms  of 
the  Churnet  traffic  over  their  line,  it  appears  to  us  that  they  are  fairly  entitled 
to  the  possession  of  the  integral  line  from  Rugby  to  Stafford,  and  that  the 
Churnet  line  should  only  be  sanctioned  up  to  the  point  north  of  Tamworth, 
where  it  leaves  the  direction  of  the  Trent  line* 

The  Alrewas  branch  of  the  Trent  Valley  scheme  would  have  been  very  useful 
in  diminishing  the  distance  between  Manchester  and  Derby,  had  not  a  more 
direct  route  been  afforded  by  the  Churnet  line.  This  however  being  the  case, 
there  hardly  appears  to  be  at  present  any  sufficient  object  to  justify  the  con- 
struction of  this  branch,  although  being  only  seven-and-a-half  miles  in  length, 
and  of  an  easy  character,  it  would  not  be  expensive. 

The  accommodation  of  the  Potteries,  by  means  of  branches,  also  forms  apart 
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both  of  the  Trent  and  Churnet  Valley  schemes.  The  latter  proposes  a  branch 
from  Stoke  to  near  Leek,  and  the  former  a  branch  from  near  Stafford  to  Stoke, 
where  it  is  proposed  to  meet  a  line  promoted  by  the  Grand  Junction  Company 
from  their  line  at  Crewe.  The  branch  from  Stoke  to  Leek  would  afford  an 
outlet  both  towards  Manchester  and  Derby,  and  although  it  might  not  be  suf- 
ficient in  itself  for  the  complete  accommodation  of  the  Potteries  district,  and 
should  not  be  allowed  to  interfere  with  any  other  scheme  proposed  for  that 
object,  it  will  afford  a  certain  amount  of  accommodation,  and  we  are  aware  of 
no  public  reason  why  it  should  not  be  sanctioned. 

The  other  line  of  the  Trent  Valley  Company,  from  Stafford  to  Stoke,  would 
form,  in  conjunction  with  the  proposed  branch  of  the  Grand  Junction  Com- 
pany, a  scheme  for  the  accommodation  of  the  Potteries,  so  far  complete,  that  in 
the  event  of  its  being  sanctioned,  there  would  be  no  likelihood  of  any  other 
scheme  for  that  purpose  being  brought  forward. 

Considering  that  the  scheme  was  originally  proposed  with  a  view  to  the 
accommodation  of  the  Potteries  district,  as  the  result  of  some  understood 
arrangement  with  the  principal  Potteries'  interests,  and  that  those  interests 
now  object  to  it,  and  urge  that  the  whole  question  should  be  postponed  until 
another  year,  to  afford  time  for  consideration,  and  for  maturing  some  more 
complete  scheme  for  the  accommodation  of  that  important  district,  it  appears 
to  us,  without  expressing  any  opinion  upon  the  merits  of  the  projected  line, 
that,  under  these  circumstances,  we  are  justified  in  recommending  its  post- 
ponement. 

With  these  exceptions,  we  are  not  aware  of  any  objections,  upon  public 
grounds,  that  can  be  urged  against  the  Trent  and  Churnet  Valley  schemes, 
which  are  recommended,  as  we  have  already  seen,  by  such  obvious  and  im- 
portant public  considerations. 

The  only  parties  who  have  appeared  before  us  as  objectors  to  the  Churnet 
line  are  the  Grand  Junction  Railway  Company,  who  contend  that  it  would 
create  an  injurious  and  unnecessary  competition  with  existing  lines  for  the 
traffic  from  Manchester  to  the  South.  This  argument,  however,  is  met  by  the 
circumstance  that  the  other  Companies  principally  interested  in  the  Manchester 
and  London  traffic,  viz.  the  Manchester  and  Birmingham,  the  Trent  Valley,  arid 
the  London  and  Birmingham,  do  not  object  to  the  Churnet  Valley  Company, 
but,  on  the  contrary,  are  in  alliance  with  it ;  while  the  Grand  Junction  Company, 
whose  line  is  principally  a  line  for  Liverpool,  Irish,  and  Northern  traffic,  do  not 
appear  to  be  in  a  position  which  can  entitle  them  to  advance  any  objections, 
on  public  grounds,  to  the  construction  of  a  direct  line  between  Manchester  and 
London.  In  the  absence  of  any  such  objections,  it  appears  unnecessary  for  us 
to  dwell  at  greater  length  upon  the  arguments  in  favour  of  this  and  of  the 
Trent  Valley  line  already  referred  to,  or  to  enter  more  fully  upon  the  details  of 
these  lines.  We  have  therefore  to  report,  that  we  are  aware  of  no  public 
grounds  why  the  Churnet  Valley  and  (with  the  exceptions  above  referred  to  of 
the  Potteries  and  Alrewas  branches)  the  Trent  Valley  Railway  schemes  should 
not  receive  the  sanction  of  Parliament. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
Schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights 
and  interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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RAILWAYS. 


REPORT  of  the  Railway  Department  of  the  Board  of  Trade. 
on  Railways  proposed  to  be  made  in  Ireland,  Westward  from  Dublin. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  20  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  20  March  1845. 

THE  Board  constituted  by  Minute  of  the  Committee  of  the  Privy  Council  for 
Trade,  for  the  transaction  of  Railway  business,  having  had  under  consi- 
deration schemes  deposited  with  the  Railway  Department  for  extending  Railway 
communication  in  Ireland  into  the  district  west  of  Dublin,  have  decided  on 
submitting  the  following  Report  thereon  for  the  consideration  of  Parliament. 

These  schemes  are  two,  viz.  :— 

[The  Great  Western  (Ireland)  Dublin  to  Mullingar  and  Athlone. 
No.  IX  Do.    -    -    -    Do.      Alternative  line  to  Mullingar. 

[  Do.    -    -    -    Do.      Galway  Extension  from  Athlone. 

No.  2.  Irish  Great  Western  Railway  (Dublin  to  Galway). 

To  avoid  confusion,  we  shall  call  the  first  the  Mullingar  scheme,  and  the 
second  the  Dublin  and  Galway  scheme. 

The  Mullingar  line  is  proposed  to  be  carried  along  tile  bank  of  the  Royal 
Canal  from  Dublin  to  Mullingar,  there  to  divide  into  two  branches,  one  taking 
a  north-west  direction  to  Longford,  and  the  other  a  south-west  direcction  to 
Athlone.  The  promoters  of  the  scheme  have  lodged  plans  and  sections  to 
enable  them  to  continue  their  line  from  Athlone  to  Galway,  but  it  is  not  their 
intention  to  do  so  unless  urged  by  circumstances,  which  will  be  explained 
hereafter. 

The  plans,  sections,  and  notices  belonging  to  the  Dublin  and  Galway  scheme, 
deposited  at  the  Board  of  Trade,  are  for  the  purpose  of  enabling  the  promoters 
to  make  a  Railway  from  a  point  about  miles  from  Dublin,  on  the  Great 
Southern  and  Western  line,  to  pass  through  or  near  the  towns  of  Edenderry, 
Phillipstown,  Tullamore,  Athlone,  Ballinasloe,  and  Loughrea,  to  Galway.  A 
portion  of  this  line  will  be  dropped,  however,  in  consequence  of  arrangements 
made  with  the  Great  Southern  and  Western  Company,  which  will  be  presently 
mentioned  in  detail. 

In  this,  as  in  our  two  former  Reports  on  projected  lines  of  Railway  in  Ireland, 
we  shall  find  it  necessary  to  quote  extensively  from  the  Second  Report  of  the 
Commissioners  appointed  to  consider  and  recommend  a  general  system  of 
Railways  in  that  country. 

When,  in  1837,  the  Commissioners  examined  into  the  state  of  the  country  now 
under  our  consideration,  they  found  it  "  overspread  with  small  but  exceedingly 
crowded  communities,  sometimes  located  in  villages,  but  more  frequently  in 
isolated  tenements,  exclusively  composed  of  the  poorest  class  of  labourers,  who, 
removed  from  the  presence  and  social  or  moral  influence  of  a  better  and  more 
enlightened  class,  were  left,  generally,  to  the  coercive  power  of  the  law  alone  to 
hold  them  within  the  bounds  of  peace  and  order.  No  system  of  constant  and 
remunerative  industry  was  established  among  them.  The  cultivation  of  their 
patches  of  land  and  the  labour  of  providing  ftiel  were  their  sole  employments, 
which  occupying  but  a  comparatively  small  portion  of  their  time,  left  them  ex- 
posed to  all  the  temptations  of  an  idle,  reckless,  and  needy  existence." 

Much  change,  however,  appears  to  have  taken  place  since  that  period  i^  the 
aspect  and  condition  of  the  district.  A  visible  and  steady  progress  in  improve- 
ment is  said  to  be  apparent ;  signs  of  increasing  wealth  are  manifest ;  and  the 
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labouring  population  are  necessarily  beginning  to  benefit  as  the  general  pros- 
perity advances. 

Evidence  to  this  effect  has  been  given  to  us  by  persons,  among  whom  are 
noblemen  and  gentlemen  intimately  acquainted  with  the  localities,  conversant 
with  the  subject,  many  of  them  without  a  single  share  in  the  competing  Rail- 
ways, and  whose  undoubted  veracity  couM  be  as  little  questioned  as  their  means 
of  procuring  the  information  they  imparted. 

But  in  the  course  of  progressive  improvement  this  portion  of  the  Irish  people 
have  still  to  struggle  with  want  of  continuous  employment,  and  with  inadequate 
remuneration  for  their  labour.  Agricultural  knowledge,  though  beginning  to 
be  diffused  among  them,  is  yet  m  its  infancy,  and  it  needs  the  stimulus  of  a 
more  extensive  market  than  it  can  now  command,  before  the  cultivator  can 
obtain  such  a  return  for  his  labour  as  may  induce  him  to  pursue  a  course  of 
habitual  industry  and  frugal  forethought.  Steam-vessels  have  done  much  for 
those  parts  of  Ireland  whose  geographical  position  permits  of  an  easy  commu- 
nication with  England.  From  this  advantage  the  district  in  question  is 
debarred,  and  Railways  are  now  proposed  to  accomplish  that  to  which  steam 
navigation  cannot  extend. 

With  reference  to  this  subject  the  Commissioners  observe  that — 

"  A  well-arranged  system  of  Railways  in  Ireland  would  have  the  effect  of 
continuing  and  extending  throughout  the  country  the  benef  ts  which  the  out- 
ports  have  thus  obtained  by  the  introduction  of  steam-vessefe."  "  The  subsist- 
ing relations  of  business  and  commerce  would  be  thereby  extended  and  enlarged, 
and  others  formed,  opening  fresh  resources  to  the  industry  and  enterprise  of 
the  trading  portion  of  the  community ;  while  an  object  of  no  less  consideration 
would  be  immediately  attained,  in  rendering  agricultural  produce,  which  may 
be  called  the  grand  stapte  of  this  country,  at  the  same  time  more  profitable  to 
the  producers,  and  accessible  on  easier  terms  to  the  principal  purchasers  and 
consumers.  We  have  already  mentioned,  that  a  considerable  traffic  has  been 
formed,  since  the  application  of  steam-vessels  to  purposes  of  commercial  trans- 

Sort,  in  the  exportation  of  fat  cattle.  The  direct  benefit,  however,  derived 
•om  this  trade,  on  the  part  of  Ireland,  is  confined  to  counties  adjacent  to  the 
eastern  ports,  or  connected  with  them  by  canals ;  for  the  condition  of  the 
animals  would  suffer  so  much  by  their  being  driven  any  considerable  distance 
that  they  are  necessarily  disposed  of  in  some  neighbouring  market.  A  Railway 
intersecting  the  country  from  Dublin  would  place  the  cattle  of  those  rich 
pastures  within  reach  of  Liverpool,  Manchester,  and  Birmingham,  thereby 
insuring  to  these  markets  a  larger  supply  and  of  a  superior  quality,  while  the 
profits  of  the  Irish  feeder  would  be  proportionally  enhanced.  A  similar  advaa- 
tage  would  be  secured,  through  the  same  means,  to  the  growers  of  com,  that 
the  prices  of  produce,  thus  equalized  through  the  whole  country,  land  would 
be  of  nearly  equal  value  to  the  cultivator  at  a  distance  from  the  metropolis  as 
in  its  immediate  neighbourhood,  and  hence  the  inducement  to  expend  capital 
and  labour  upon  its  improvement  would  be  as  strong  in  the  one  case  as  in  the 
other." 

Further  on  they  add : — "  Although  a  Railroad  itself,  as  a  mercantile  specu- 
lation, might  not,  all  at  once,  fulfil  the  sanguine  expectations  of  the  projectors, 
if  would  still  be  an  invaluable  source  of  general  wealth  and  prosperity.** 

We  have  been  induced  to  dwell  on  this  topic  so  long,  in  consequence  of  the 
Commissioners  having  stated  their  decided  opinion  that  a  line  in  this  dirtctioa 
could  not  be  attempted  without  ruin  to  the  speculators ;  while,  at  the  same 
time,  they  are  convinced  that  Railway  communication  through  the  country 
ought,  if  possible,  to  be  established.  On  the  point  of  traffic,  therefore,  does  the 
question  of  some  line  of  Railway  being  sanctioned  turn ;  and  yet  we  ham  two 
opposite  statements  respecting  this  important  matter,  besides  that  which  we 
have  quoted  from  the  Commissioners'  Report. 

The  promoters  of  the  Mullingar  scheme  show  by  their  traffic  tables  that 
between  Dublin,  Mullingar,  Longford,  and  Athlone  there  is  sufficient  traffic  to 
support  a  Railway ;  but  that  between  Athlone  and  Galway  there  is  not  suffi- 
cient traffic  to  support  a  line ;  while,  on  the  other  hand,  the  traffic  tables  of 
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the  promoters  of  the  Dublin  and  Galway  scheme  go  to  prove  that  there  is  not 
only  sufficient  traffic  to  support  a  Railway  between  Dublin  and  Athlone,  but 
also  to  support  the  more  extensive  line  between  Dublin  and  Galway. 

Here,  then,  are  conflicting  testimonies  which  we  cannot  put  to  any  proof 
that  will  be  thought  satisfactory.  Our  means  of  inquiry  do  not  enable  us 
to  give  any  decisive  opinion  on  this  doubtful  point;  and  in  directing  the 
attention  of  the  Committee  upon  the  Bill  to  the  question,  whether  a  line  of 
Railway  through  this  district  may  be  justified  by  the  prospect  of  receiving  upon 
it  sufficient  traffic  to  support  it,  we  can  only  say,  that  the  country  generally 
has  been  much  improved  since  the  Commissioners  made  their  Report ;  that  we 
cannot  take  on  ourselves  to  state  that  the  traffic  will  be  inadequate  to  main- 
tain a  line  cheaply  made,  and  economically  worked ;  but  that  we  have  no 
doubt  whatever  on  our  minds  that  only  one  line  of  Railway  between  Galway 
and  Dublin,  whether  it  proceed  by  Athlone  and  Mullingar,  or  by  Athlone  and 
Tullamore,  can  be  supported  under  the  present  circumstances  of  that  part  of 
Ireland. 

The  question,  therefore,  is  narrowed  into  asking  which  of  the  two  proposed 
schemes  is  preferable ;  and  here  a  more  minute  description  of  the  opposing 
projects  becomes  necessary. 

The  Mullingar  line  commences  on  the  north  side  of  the  City  of  Dublin,  near 
the  basin  of  the  Royal  Canal,  and  is  intended  to  be  carried  along  its  towing* 
path,  with  such  deviations  only  as  are  required  to  keep  the  curves  to  a  moderate 
radius  where  angles  of  the  canal  present  themselves.  As  might  be  expected, 
the  gradients  are  unexceptionable,  and  the  work  is  light,  except  at  one  point, 
where  a  viaduct,  250  yards  long  and  69  feet  in  extreme  height,  is  to  be  con- 
structed. The  line  finally  leaves  the  towing-path,  at  about  1  mile  from  Mullin- 
gar, which  is  nearly  50  miles  from  Dublin. 

From  Mullingar  to  Athlone  the  distance  is  about  29  miles,  and  the  line  does 
not  appear  to  present  any  formidable  engineering  obstacle  or  unusual  difficulty 
in  its  construction.  The  Branch  to  Longford  from  Mullingar  is  about  25  j 
miles  long :  the  earthworks  upon  it  are  heavy  for  about  1 1  miles,  but  the 
remainder  being  easy  of  construction,  the  entire  branch  may  be  classed  with 
moderate  lines  as  regards  the  formation. 

"With  respect,  however,  to  so  much  of  the  line  as  runs  by  the  side  of  the 
canal,  it  is  necessary  to  remark  that  the  section  which  has  been  deposited  with 
the  Board  of  Trade  does  not  give  an  adequate  representation  of  the  extent  of 
the  work  required,  as,  unless  the  towing-path  be  28  feet  wide  (the  ordinary 
breadth  of  a  Railway)  it  must  be  widened,  and  all  the  inequalities  of  the  ori- 
ginal surface  of  the  ground  become  essential  ingredients  in  the  labour  of  the 
earthworks.  It  must  also  be  remembered  that  the  expense  will  be  increased  by 
the  necessity  of  forming  a  new  or  additional  towing-path  for  the  traffic  of  the 
canal,  which  it  is  imperative  on  the  projectors  to  provide  for  when  the  present 
towing-path  shall  be  converted  into  a  Railway. 

The  Royal  Canal,  on  the  banks  of  which  this  line  is  proposed  to  be  made, 
was  formed  by  a  company,  incorporated  in  1 789  ;  but  after  large  sums  both  of 
public  and  private  money  had  been  expended,  it  became  bankrupt  in  1812,  and 
fell  into  the  hands  of  the  creditors,  who  in  1818  were  incorporated  by  Act  of 
Parliament,  and  are  now  the  Royal  Canal  Company.  With  them  the  promoters 
of  the  Mullingar  scheme  have  entered  into  an  agreement  for  the  purchase  of 
the  canal,  in  case  they  should  obtain  their  Act ;  and  it  is  expressly  stipulated 
that  the  canal  is  to  be  maintained,  and  every  facility  which  is  now  afforded  for 
die  navigation  to  be  continued  by  the  purchasers. 

The  promoters  of  this  scheme  have  also  lodged  plans  for  an  alternative  line 
irom  Dublin  to  Mullingar,  irrespective  of  the  canal,  which  line  would  be  easy  of 
construction ;  but  as  the  promoters  rest  their  case  on  the  merits  of  the  project 
immediately  connected  with  the  'canal,  there  is  no  necessity  for  giving  a  detailed 
statement  of  the  circumstances  of  the  alternative  line. 

From  Athlone  to  Galway  the  line,  for  which  plans  have  been  deposited  by 
the  same  parties,  passes  by  Baliinasloe  and  Oranmore  to  Galway.  Its  gradients 
are  generally  good,  except  at  one  place,  where  there  is  an  ascent  of  4J  miles 
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long  at  1  in  130,  and  a  descent  of  3  miles  at  the  same  gradient.  Parts  o£  die 
works  are  heavy,  especially  where  the  river  Shannon  is  crossed  at  an  elevation 
of  22  feet,  the  river  being  700  feet  wide ;  and  between  the  18th  and  27th  mile, 
where  the  earthworks  are  considerable,  one  cutting  being  more  than  two  miles 
in  length,  above  half  a  mile  of  which  will  exceed  40  feet  in  depth. 

It  is  to  be  observed  that  Loughrea  is  omitted  by  the  proposed  scheme,  which 
passes  about  six  miles  to  the  north  of  that  town. 

Having  made  their  surveys  and  estimates,  both  with  regard  to  construction 
and  traffic,  the  promoters  have  come  to  the  conclusion  that  a  Railway  of  this 
description  between  Athlone  and  Galway  cannot  succeed  as  a  speculation  ;  and, 
therefore,  they  are  not  desirous  of  making  it.  But,  at  the  same  time,  should 
any  strong  wish  be  entertained  by  Parliament  that,  for  national  purposes,  Rail- 
way communication  should  be  established  entirely  across  the  island,  from 
Galway  to  Dublin,  they  are  prepared,  through  the  means  which  they  have 
taken,  to  meet  such  a  wish,  and  thereby  prove  that  they  have  not  been 
regardless  of  what  might  be  thought  right  for  them  to  do,  in  carrying  out  their 
scheme  for  the  benefit  of  the  public. 

The  line  of  the  rival  Company,  commencing  at  Galway,  passes  by  Oranmore, 
Loughrea,  Ballinasloe,  Athlone,  Moate,  Tullamore,  Phillipstown  and  Edenderry, 
[to  join  the  Great  Southern  and  Western  a  short  distance  west  from  Naas.  Such 
is  die  line  for  which  the  plans  have  been  deposited ;  but,  under  an  arrangement 
with  the  Great  Southern  and  Western  Company,  the  promoters  have  decided  on 
abandoning  so  much  of  their  scheme  as  is  comprehended  between  Tullamore 
and  Naas,  and  instead  thereof,  they  will  apply  for  powers  to  make  a  line  from 
Tullamore  to  Portarlington,  there  to  run  into  the  Great  Southern  and  Western 
Jtailway,  in  order  to  decrease,  as  far  as  they  can,  the  extent  of  new  Railway  to 
be  constructed,  and,  at  the  same  time,  to  obtain  from  the  Great  Southern  and 
Western  Company  assistance  and  support. 

The  gradients  for  the  most  part  are  1  in  200,  but  not  continuous,  as  they  are 
divided  into  a  great  number  of  short  planes,  ascending  and  descending  alter- 
nately, and  chiefly  at  the  above  inclination.  The  line  runs  nearly  on  the 
surface  of  the  ground,  and  the  earthworks,  consequently,  will  be  very  light* 
Crossing  the  canal  and  the  Shannon  involves  expense :  the  bridges  for  this  pur- 
pose will  be  nearly  the  same  as  in  the  scheme  just  described. 

It  is  quite  clear,  from  this  short  description,  that,  as  regards  the  two  lines 
between  Athlone  and  Galway,  the  one  which  is  proposed  by  the  promoters  of 
the  Dublin  and  Galway  scheme  is  preferable,  both  with  respect  to  gradients, 
the  extent  of  earthworks,  and  the  cost  of  formation.  Between  Athlone  and  Tul- 
lamore the  line  will  be  inexpensive,  and  between  Tullamore  and  Portarlington 
(the  portion  for  which  plans  are  not  lodged,  but  which  the  promoters  hope 
eventually  to  obtain  the  power  to  make)  it  will  be  of  the  same  character. 

It  is  necessary  to  allude  here  to  the  Grand  Canal,  which,  commencing  at 
Dublin,  traverses  the  same  district  with  the  Dublin  and  Galway  line,  as  far  as 
Ballinasloe;  but,  with  the  exception  of  Tullamore,  no  intermediate  town  is 
directly  served  by  both,  so  that,  though  they  might  compete  generally  for  the 
traffic  of  the  district,  they  could  not  be  said  to  compete  directly  for  the  traffic 
of  the  towns  close  to  which  they  respectively  pass,  except  with  regard  to 
Ballinasloe  and  Tullamore.  The  Grand  Canal  Company,  however,  alarmed  by 
the  prospect  of  a  Railway  so  close  to  them,  have  proposed  to  construct  a  Rail- 
way along  their  banks,  but  have  not  lodged  any  plans  for  the  purpose ;  they 
only  have  intimated  their  intention  of  doing  so  at  a  future  period,  as  a  defen- 
sive measure.  But  into  the  particulars  of  this  scheme  it  is  needless  to  enter : 
with  respect  to  it  we  can  only  say,  that  so  far  as  we  now  see,  it  does  not  appear 
to  be  at  all  desirable.  It  is  necessary  also  to  notice  a  project  for  connecting 
Galway  with  Dublin,  by  way  of  Loughrea,  Parsonstown,  and  Roscrea,  falling 
into  the  Great  Southern  and  Western  Railway,  near  Borris-in-Ossory ;  but  no 
plans  have  been  deposited  for  this  purpose  with  the  Board  of  Trade,  beyond  what 
may  just  indicate  an  outline  of  the  scheme.  The  projectors  desire  that  time 
may  be  afforded  to  examine  fully  into  the  merits  of  all  the  schemes  in  con- 
nexion with  this  district.     But  we  are  of  opinion  that  delay,  in  this  case,  is 
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unnefeessary,  as  the  project  presents  to  our  view  nothing  sufficiently  valuable  in 
itself  to  give  it  an  undoubted  preference. 

Thus,  then,  we  have  two  schemes  before  us ;  both  easy  of  construction ;  one 
giving  Railway  accommodation  to  Mullingar,  to  the  counties  of  Westmeath, 
Longford,  and  Leitrim,  but  practically  bounded  by  the  line  of  the  Shannon;  the 
•other  having  the  advantage  of  a  trunk  line  about  40  miles  in  extent,  into 
Dublin,  made  by  another  Company,  and  reaching  across  Ireland  to  the  Atlantic. 
The  Mullingar  scheme  might  be  extended  at  a  future  time  beyond  Longford, 
and  brandies  from  it  might  be  thrown  off  to  the  north  if  required ;  but  on  the 
other  hand,  the  Dublin  and  Galway  scheme  will  immediately  bring  the  district 
which  it  traverses  and  the  important  garrison  town  of  Athlone  into  Railway 
connexion  with  the  whole  of  the  South  of  Ireland  by  means  of  its  junction  with 
the  Great  Southern  and  Western  Railway,  at  Portarlington.  The  Mullingar 
scheme  involves  the  following  quantity  of  work  to  be  executed. 

Dublin  to  Athlone    -.:-,.  .'-  :     -        -        -        -    79  miles 
Mullingar  to  Longford       -         -        -        -,       -        •    25} 
Athlone  to  Galway    -         ......    48} 

Total  Railway  to  be  made    -    153  miles ; 

"while  by  the  Dublin  and  Galway  scheme  there  will  be  required  from 

Galway  to  Tullamore        - ,      -        -        -        -        -    80  miles 
Tullamore  to  Portarlington  (about)   -  -        -     15 

Total  Railway  to  be  made     -    95  miles. 

The  promoters  of  the  Mullingar  scheme  believe  that  a  great  saving  will  be 
effected  by  constructing  their  line  on  the  bank  of  the  Royal  Canal.  But  consi- 
dering that  the  canal  must  be  maintained,  that  in  some  places  additional  land 
must  be  purchased,  that  the  bridges  must  be  altered,  and  that  in  those  places 
where  the  towing-path  occupies  the  bank  which  is  to  be  used  for  the  railway, 
a  new  towing-path  must  be  made  on  the  opposite  side  of  the  canal,  we  doubt 
whether  any  such  saving  as  they  contemplate  could  be  effected ;  and  we  are  of 
opinion  that  the  cost,  per  mile,  of  the  line  from  Dublin  to  Athlone  by  the  canal, 
together  with  the  branch  to  Longford,  will  not  be  less  than  the  cost,  per  mile, 
from  Galway  to  Portarlington  by  the  Dublin  and  Galway  scheme. 

We  have,  therefore,  for  the  purpose  of  connecting  Galway  with  Dublin,  the 
Mullingar  scheme  involving  127  J  miles  of  new  railway,  as  compared  with  only 
95  miles  of  new  railway  required  by  the  Dublin  and  Galway  scheme.  Biu,  if 
the  extension  of  the  Mullingar  scheme  from  Athlone  to  Galway  be  set  aside, 
we  then  have  a  proposal  to  accommodate  Longford,  Athlone  and  Mullingar 
with  104  miles  of  new  railway,  to  be  compared  with  the  project  for  accommo- 
dating Athlone,  Ballinasloe  and  Galway  with  95  miles  of  new  railway. 

But  though  it  is  highly  necessary  to  be  fully  aware  of  the  extent  of  accom- 
modation which  is  afforded,  it  is  also  advisable  to  see  which  scheme  leaves  most 
ubdone,  and  what  probability  there  may  be  of  the  remainder  being  accomplished 
-at  a  future  period.  The  importance  of  this  consideration,  with  regard  to 
Ireland,  cannot  be  over-valued.  The  Commissioners  were  fully  alive  to  it* 
They  state,  Part  III,  p.  93, 

"  There  can  be  no  doubt  that  parties  might  be  found  ready  to  undertake 
•certain  portions  of  these  lines,  which  hold  out  special  prospects  of  advantage; 
such,  for  example,  as  the  first  20  or  30  miles  leading  out  of  Dublin,  over  which 
all  the  traffic  with  other  places,  near  as  well  as  remote,  must  necessarily  pass. 
But,  since,  according  to  our  calculations,  the  return  of  profit  on  the  whole 
system  could  not  be  expected,  for  some  time,  to  exceed  3i  or  4  per  cent.,  it  is 
manifest  that,  if  the  best  and  most  productive  portions  are  taken  possession  of, 
unconditionally,  there  can  be  no  reasonable  hope  that  the  remainder  will  ever 
be  carried  into  effect.  This  would  so  completely  frustrate  the  most  important 
of  the  objects  contemplated  in  issuing  this  Commission,  by  opposing  a  bar  to 
the  future  improvement  of  the  country,  that  we  trust  it  will  not  be  in  any  case 
permitted.     It  would  be  even  more  advisable  that  no  partial  line  should  be 
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sanctioned,  until  the  country  should  possess,  within  itself,  the  means  of  under- 
taking the  whole  system  to  its  full  extent,  than  at  once,  and  for  ever,  to  obstruct 
and  paralyse  all  future  exertions  for  its  accomplishment,  by  abandoning,*  to 
parties  having  particular  and  distinct  interests,  the  monopoly  of  some  of]  its 
most  productive  detached  portions." 

We  have  abundance  of  evidence  in  the  fact  of  the  promoters  of  the  Mut 
lingar  scheme  not  believing  that  their  extension  from  Athlone  to  Galway  would 
be  remunerative ;  that  if  it  depended  on  them  Railway  communication  to  the 
westward  would  be  limited  to  Athlone  for  some  time  to  come;  they  would  con- 
tinue to  be  satisfied  with  the  profits  arising  from  the  traffic  with  Dublin ;  and 
the  opportunity  of  extending  to  the  utmost  that  accommodation  which  is  now 
so  strongly  desired  by  the  district  would  be  lost ;  whereas  the  Dublin  and  Galway 
scheme  fulfils  the  recommendation  of  the  Commissioners,  inasmuch  as  the 
proprietors  of  40  miles  of  the  trunk  line  nearest  Dublin  are  the  supporters 
of  and  subscribers  to  the  undertaking — they  are  in  fact  parties  to  it— and  in 
alliance  with  them  the  promoters  of  the  scheme  possess  within  themselves  the 
means  of  carrying  out  a  system  of  intercommunication  between  Dublin  and 
Galway. 

It  has  been  objected,  that  in  case  the  Dublin  and  Galway  scheme  be  carried 
out,  the  two  great  canals,  on  which  so  much  money,  both  public  and  private, 
has  been  expended,  will  be  ruined ;  and  the  authority  of  the  Commissioners 
has  been  cited  to  establish  that,  in  those  localities,  where  navigations  have 
been  completed  on  a  large  scale,  and  in  a  superior  manner,  at  the  cost  of  more 
than  three  millions,  it  is  injurious  to  the  best  interests  of  the  country  to  pro- 
mote other  speculations  having  a  tendency  to  injure  or  destroy  them.  But, 
with  the  principle  involved  in  securing  a  vested  interest  to  the  proprietors  of 
canals,  Parliament  has  already  dealt,  and  we  are  not  called  upon  to  express  an 
opinion  whether  the  case  be  altered  by  the  fact  of  the  funds  being  derived  from 
public  or  private  sources. 

After  a  full  consideration  of  all  the  circumstances,  we  are  of  opinion  that 
a  greater  extent  of  accommodation  is  offered  by  the  Dublin  and  Galway  than 
by  the  Mullingar  scheme :  that  the  former,  involving  the  formation  of  a  fewer 
number  of  miles  of  Railway  than  the  latter,  may  be  accomplished  at  a  less  cost : 
that  the  former,  being  supported,  as  it  is,  by  the  Great  Southern  and  Western 
Company,  is  likely  to  be  more  remunerative  in  connexion  with  that  company 
than  the  latter  could  be  as  an  independent  line :  that  there  is  no  particular 
advantage  to  be  derived  from  the  promoters  of  the  latter  using  the  bank  "of 
the  Royal  Canal  for  the  construction  of  the  Railway ;  and  therefore  we  think 
that  there  are  public  reasons  for  preferring  the  Irish  Great  Western  (Dublin 
and  Galway)  Railway  scheme  to  the  Great  Western  (by  Mullingar)  Railway 
scheme. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  Hie  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature/'  » 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 


DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  Schemes  for  extending  Railway  Communication  in  the  South 
of  Ireland. 
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Ordered,  by  The  House  of  Commons,  to  be  Printed,  ao  March  1845. 
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Railway  Department,  Board  of  Trade, 
Whitehall,  20  March  1845. 

THE  Board  constituted  by  the  Minute  of  the  Lords  of  the  Committee  of 
Privy  Council  for  Trade,  for  the  transaction  of  Railway  business,  having 
had  under  consideration  the  different  schemes  deposited  with  the  Railway 
Department  for  extending  Railway  communication  in  the  South  of  Ireland, 
have  determined  on  submitting  the  following  Report  thereon  for  the  considera- 
tion of  Parliament    The  proposed  lines  are,  the — 

Great  Southern  and  Western — Extension  to  Cork  and  Branch  to  Limerick ; 

Great  South  Western  Direct — Cork  and  Limerick ; 

Waterford  and  Limerick ; 

Waterford  and  Kilkenny ; 

Kilkenny  Junction ; 

Dublin,  Carlow  and  Wexford ; 

Dublin,  Wexford,  Waterford  and  Carlow ; 

Dublin  and  Wicklow ; 

Cork  and  Bandon. 

In  examining  the  Railway  schemes  projected  in  the  South  of  Ireland, 
we  have  had  before  us  the  Second  Report  of  the  Commissioners  on  Railways, 
from  which  we  have  so  frequently  quoted  in  our  Report  on  the  schemes 
projected  in  the  North  and  North  West  of  Ireland,  and  which,  with  regard 
to  the  requirements  for  Railway  communication,  and  to  the  means  for  sup- 
porting it,  has  afforded  us  most  valuable  information.  The  Commissioners 
remark: 

"  In  the  southern  districts  we  find  a  population  whose  condition  is,  in  every 
respect,  inferior  to  that  of  the  northern  ;  their  habitations  are  worse ;  their  food 
inferior,  consisting,  at  best,  of  potatoes  and  milk,  without  meal ;  the  wages  of 
labour  are  found  reduced  from  Is.  to  8d.  per  day;  yet  the  peasantry  are  a 
robust,  active,  and  athletic  race,  capable  of  great  exertion ;  often  exposed  to 
great  privations ;  ignorant,  but  eager  for  instruction ;  and  readily  trained,  under 
judicious  management,  to  habits  of  order  and  steady  industry.  From  this  it  is 
evident  that  so  much  of  the  construction  of  Railways  in  Ireland  as  only  requires 
manual  labour  may  be  cheaply  done,  but  large  profit  to  the  projectors  of  these 
schemes  cannot  reasonably  be  expected  as  an  early  result ;  at  the  same  time 
we  have  had  full  evidence  that  many  extensive  landed  proprietors  look  more 
to  the  general  benefits  which  Railway  intercommunication  will  confer  on  their 
properties  and  on  the  people,  than  to  receiving  any  great  pecuniary  return  in 
the  shape  of  dividends  on  Railway  stock ;  and  some  instances  have  come  under 
our  notice  of  individuals  offering  to  give  their  land  for  this  purpose,  for  nothing." 

We  venture  to  make  these  remarks  of  a  general  character  for  the  pur- 
pose of  directing  particular  attention  to  the  several  traffic  cases,  which  we  have 
not  had  the  means  of  investigating  so  fully  as  to  enable  us  to  form  a  judgment 
as  to  their  truth,  and  which  are  for  the  most  part  not  in  accordance  with 
the  Commissioners'  Report. 


Great  Southern  and  Western  Railway — Extension  to  Cork  and  Branch  to 

Limerick. 

The  Great  Southern  and  Western  (or  the  Dublin  and  Cashel)  Railway  Com* 

pany,  whose  Act  of  incorporation  was  passed  in  the  last  Session  of  Parliament, 
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and  whose  works  are  in  course  of  construction,  propose  to  continue  their  line 
from  Thurles  by  Charleville  and  Mallow  to  Cork,  a  distance  of  77  miles.  The 
first  42  miles  of  the  proposed  line  will  be  very  easy  of  construction,  and 
upon  it  no  obstacle  of  any  magnitude  is  offered  to  the  engineer  :  for  the  next 
15  miles  the  course  of  the  line  continues  favourable,  but  the  works  are  above 
an  average  as  to  extent :  for  the  last  20  miles  the  works  are  considerable,  and 
will  be  very  costly. 

As  a  main  trunk  line  the  Railway  between  Dublin  and  Cork  was  deemed  by 
the  Commissioners  to  be  most  desirable:  the  subsequent  sanction  given 
by  Parliament  has  established  the  principle  which  the  Commissioners  laid 
down;  and  the  extension  proposed  is  but  carrying  into  operation  the  un- 
completed portion  of  the  original  plan. 

We  are  of  opinion,  therefore,  that  there  are  no  public  grounds  for  refusing  to 
sanction  the  proposed  extension  of  the  Great  Southern  and  Western  Railway 
to  Cork.  Objections,  however,  may  be  raised  to  the  departure  observable  in 
the  course  of  the  proposed  line  from  that  which  was  suggested  by  the  Commis- 
sioners; the  latter  line  passing  by  Cahir  and  Michelstown  to  Mallow,  the 
former  going  by  Tipperary  and  Charleville  to  Mallow. 

This  deviation,  which  is  not  a  very  material  one,  has  been  occasioned  partly 
by  a  desire  to  approach  nearer*  to  limerick  at  Tipperary,  for  the  purposes  of 
the  proposed  Branch  to  Limerick,  and  partly  to  serve  Tipperary  and  Charleville, 
which  are  more  important  places  than  Cahir  and  Michelstown.  The  north  side 
of  the  Galtees  mountains  has  therefore  been  taken,  instead  of  the  south  side. 

One  line  appears  to  be  as  good  as  the  other;  and  as  the  projects  in  the 
South  of  Ireland  now  stand,  a  greater  aggregate  amount  of  Railway  communi- 
cation will  be  given  by  the  Great  Southern  and  Western  Company  taking  the 
course  now  proposed,  than  by  following  that  which  had  been  suggested  by  the 
Commissioners. 

The  Limerick  Branch  is  intended  to  leave  the  trunk  line  at  a  point  near  to 
Tipperary ;  its  course  is  direct,  its  gradients  are  easy,  the  earthworks  are  incon- 
siderable, and  the  whole  may  be  constructed  at  a  low  cost. 

We  shall  revert  to  this  portion  of  the  Great  Southern  and  Western  scheme, 
when  speaking  of  the  Waterford  and  Limerick  Railway  project. 


Great  South  Western  Direct  Railway. 

The  object  of  the  promoters  of  this  scheme  is  to  carry  a  line  of  Railway  in 
nearly  a  straight  direction  from  Cork  to  Limerick,  and  from  Limerick  to 
Thurles,  which  would  compete  with  the  proposed  extension  of  the  Great 
Southern  and  Western  to  Cork  for  the  Cork  and  Limerick  traffic,  and  with  the 
same  Company's  Branch  to  Limerick  (or  that  portion  of  the  Waterford  and 
Limerick  scheme  which  is  comprised  between  Limerick  and  Tipperary)  for  the 
Limerick  and  Dublin,  and  the  Limerick  and  Waterford  traffic.  That  is  to  say, 
from  Cork  goods  and  passengers  are  proposed  to  be  taken  by  this  line  by 
Charleville  direct  to  Limerick,  instead  of  being  taken  by  Charleville  and  Tip- 
perary ; — to  Dublin  by  Charleville,  Limerick  and  Thurles ; — to  Clonmel  and 
Waterford  also  by  Charleville,  Limerick  and  Thurles,  instead  of  being  taken  by 
Charleville  and  Tipperary. 

The  subject  will  at  once  be  understood  on  reference  to  the  accompanying 
Map. 

The  plans  and  sections  which  have  been  deposited  by  the  projectors  of  this 
line  by  no  means  correspond :  they  are  singularly  defective  in  many  particulars 
which  are  essentially  necessary  to  enable  a  sound  opinion  to  be  formed  of  it 
in  an  engineering  point  of  view,  and  the  whole  project  has  the  appearance  of 
being  immature  and  ill-considered. 

There  is,  however,  enough  to  prove-,  that  if  it  were  carried  into  execution,  its 
cost  must  be  great. 

Its  terminus  at  Cork  is  close  to  the  river,  and  the  buildings  and  building 
ground  through  which  it  is  proposed  to  be  carried  near  its  terminus  would  have 
to  be  purchased  at  a  great  outlay. 

From  Cork  to  Charleville,  this  line  and  the  Great  Southern  and  Western 
Extension  take  nearly  the  same  course.  The  latter  would  be  less  expensive 
in  its   formation   than  the  former;   but  supposing  that   in   every  particular 
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they  were  equally  good  between  Charleville  and  Cork,  we  are  of  opinion 
that  with  regard  to  the  formation,  preference  should  be  given  to  the  Great 
Southern  and  Western  Company,  who  could,  in  connexion  with  their  old  line, 
afford  to  work  over  the  distance  in  a  more  convenient  and  satisfactory  manner, 
and  at  a  cheaper  rate  than  could  the  Cork  and  Limerick  Company. 

From  Charleville  to  Limerick  the  line  could  be  carried  at  a  moderate  cost, 
and  about  19  miles  in  distance  would  be  saved  between  Cork  and  Limerick  by 
it,  over  the  Great  Southern  and  Western  Extension  line,  as  the  latter,  leaving 
Charleville,  diverges  to  the  north  east  towards  Tipperary,  in  the  neighbourhood 
of  which  it  meets  the  Waterford  and  Limerick  line,  from  whence  passengers 
would  be  conveyed  in  a  north  west  direction  to  Limerick,  either  by  the  Great 
Southern  and  Western  Branch,  or  by  the  Waterford  and  Limerick  line,  which- 
ever of  the  two  may  be  made. 

The  question  then  is,  can  Limerick  support  two  outlets  to  the  south  ?  and,  if 
not,  which  of  the  two  is  the  best  ? 

The  Report  of  the  Railway  Commissioners  on  this  point  is  conclusive.  They 
recommended  that  the  main  trunk  line  should  be  made  from  Dublin  to  Cork ; 
and  that  a  branch  should  be  "  thrown  off,"  near  Thurles,  to  run  through  "  the 
rich  district  of  the  Golden  Vale  to  Limerick."  Even  if  the  evidence  of  the  Com- 
missioners' Report  were  not  before  us,  the  traffic  tables  of  the  Great  Southern 
and  Western  and  the  Waterford  and  limerick  Companies  would  show  the  traffic 
to  be  insufficient  to  maintain  two  lines  towards  the  south. 

The  plans,  therefore,  of  the  projectors  being  so  immatured,  the  line  itself  at 
its  southern  terminus  so  costly,  the  portion  between  Cork  and  Charleville  being 
better  supplied  by  another  Company,  and  the  portion  between  Charleville  and 
Limerick  being  unnecessary,  we  are  of  opinion  that  public  reasons  exist  why 
the  Great  South  Western  Direct  Cork  and  Limerick  Railway  scheme  should  not 
be  sanctioned. 


Waterford  and  Limerick  Railway. 

The  object  of  this  line  is  to  afford  Railway  communication  from  Waterford 
by  the  towns  of  Carrick-on-Suir,  Clonmel,  Cahir,  and  Tipperary,  to  Limerick, 
its  length  being  77  miles. 

This  line  appears  to  have  been  originally  laid  out  by  the  celebrated  engineer 
Nimmo ;  and  subsequently,  the  principle  of  establishing  Railway  communica- 
tion between  Waterford  and  Limerick  was  recognised  by  the  Commissioners, 
who  recommended  that  a  branch  from  the  main  line  should  be  thrown  off  to 
each  place,  which  branches  were  proposed  to  pass  very  nearly  over  the  ground 
now  intended  to  be  taken  by  the  Waterford  and  Limerick  Company. 

We  see  no  public  grounds  of  objection  to  the  general  character  of  the  under- 
taking, but  there  are  portions  of  it  which  require  particular  notice. 

In  the  first  place,  that  portion  of  the  line  between  Tipperary  and  Limerick  is 
in  direct  competition  with  the  proposed  Branch  to  Limerick  from  the  Great 
Southern  and  Western  Railway.  They  are  so  nearly  identical,  that  it  is  impos- 
sible both  can  be  made.  The  termini  in  limerick  are,  however,  different. 
That  of  the  Waterford  and  Limerick  Company  goes  furthest  into  the  town  and 
nearest  to  the  river,  and  is  more  conveniently  situated  to  accommodate  the  county 
of  Clare  than  the  terminus  of  the  branch,  which  is  placed  rather  at  the  outskirts 
of  the  town.  The  former,  too,  is  in  a  better  position  to  accommodate  a  direct 
line  towards  Cork,  should  one  be  made  at  a  future  period.  There  is  not 
much  advantage  either  way  ;  not  so  much  at  any  rate  as  to  induce  us  greatly 
to  prefer  one  to  the  other ;  but  there  are  other  circumstances  on  which  we 
ground  a  preference.  The  passenger  traffic  has  hitherto  been  directed  more 
towards  Dublin  than  to  Waterford ;  but  if  the  South  Wales  Railway  should 
receive  the  sanction  of  Parliament,  and  be  placed  in  connection  with  steamers 
to  Wexford  or  to  Waterford,  a  portion  of  the  Limerick  passenger  traffic  will  be 
diverted  from  Dublin  in  the  direction  of  Waterford,  as  giving  the  readiest  route 
to  Bristol,  and  a  convenient  route  to  London.  The  goods  traffic  will  undoubtedly 
take  the  line  to  Waterford  rather  than  to  Dublin,  Waterford  being  the  more 
convenient  seaport.  Then  if  the  Limerick  and  Waterford  Company  be  limited 
to  make  their  line  between  Waterford  and  Tipperary,  on  which  is  the  heavier 
work,  and  lose  the  portion  between  Tipperary  and  Limerick,  on  which  the 
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works  are  light,  their  anticipated  profits  will  be  so  curtailed  as  to  make  it 
doubtful  whether  it  may  be  worth  their  while  to.  construct  the  line  at  alL 
Besides,  though  the  Great  Southern  and  Western  Company  claim  it  as  a  palpable 
appendage  to  their  trunk  line,  their  opponents  claim  it  as  part  of  what  is  suffi- 
ciently important  to  be  considered  a  trunk  line  of  itself.  Again,  experience 
has  proved  that  a  branch  line  is  never  so  well  worked  as  a  main  line. 

On  the  whole,  therefore,  we  are  of  opinion  that  the  public  reasons  for 
granting  the  portion  in  dispute  to  the  Waterford  and  limerick  Company  are 
stronger  than  those  for  giving  it  to  the  Great  Southern  and  Western  Company. 

At  the  same  time  it  is  necessary  that  the  public  should  in  this  case  be 
defended  against  the  establishment  of  any  monopoly ;  and  in  the  event  of  either 
obtaining  the  sanction  of  Parliament,  it  will  be  necessary  to  permit  the  other  to 
use  the  fine  under  such  restrictions  as  may  be  thought  advisable. 

We  have  been  told  that  negotiations  having  this  object  in  view  are  going 
forward  between  the  parties,  and  have  reason  to  believe  that  the  companies 
will  come  to  such  an  arrangement  for  using  the  line  in  common,  as  may  be 
conducive  to  the  benefit  of  the  public.  The  arrangement  to  which  we  have 
alluded  must  necessarily  extend  to  an  alteration  in  the  levels  of  one  or  both  of 
the  lines  at  the  point  of  intersection.  However,  lest  it  might  be  overlooked, 
we  beg  to  direct  the  attention  of  the  Committee  on  the  Bill  to  this  matter,  and 
to  state  our  opinion  that  neither  the  Great  Southern  and  Western  Extension, 
nor  the  Waterford  and  Limerick  Railway,  ought  to  be  sanctioned  unless  a  per- 
fectly safe  and  convenient  method  be  devised  for  running  the  carriages  from 
one  line  to  the  other. 

The  other  material  point  of  the  Waterford  and  Limerick  scheme  is  their 
approach  to  Waterford.  From  representations  which  have  been  made  to  us, 
a&  well  as  from  a  careful  examination  of  the  plans  and  sections,  it  is  clear 
that  great  expense  will  be  incurred,  without  any  equivalent  advantage,  by 
taking  the  line  to  the  north  instead  of  continuing  it  on  the  south  side  of  the 
river  Suir.  Two  bridges  will  have  to  be  built  across  this  river  according  to  the 
proposed  scheme,  one  of  which,  at  Granny,  is  said  to  be  almost  impracticable ; 
at  all  events  it  must  be  enormously  expensive,  and  it  is  alleged  that  it  will 
interfere  with  the  navigation. 

It  would  exceed  our  duty  to  point  out  a  new  line  to  the  promoters  of  the 
Waterford  and  Limerick  Railway  scheme  which  they  ought  to  adopt,  even 
if  we  possessed  the  means  for  doing  so.  We  can  only  direct  the  attention  of 
Parliament  to  the  subject,  adding  that  there  are  no  public  reasons  which  ought, 
in  our  opinion,  to  be  decisive  against  the  general  scheme,  although  the  portions 
to  which  we  have  adverted  might  be  advantageously  modified  in  detail. 


Waterford  and  Kilkenny  Railway. 


The  object  of  this  scheme  is  to  afford  to  Waterford  Railway  communication 
with  Dublin,  and  to  open  to  the  county  of  Kilkenny  an  outlet  for  its  produce 
by  the  seaport  of  Waterford. 

The  proposed  line  commences  at  the  south  side  of  the  river  Suir,  at  the 
bridge  at  Waterford ;  it  crosses  the  river  Nore  by  a  viaduct  80  feet  high,  near 
Thomastown ;  and  terminates  in  Kilkenny,  31  miles  20  chains  from  Waterford, 
throwing  off  a  branch  6  miles  20  chains  in  length  to  Kells.  The  earthworks 
on  the  line  are  very  light,  and  the  only  works  at  all  heavy  are  the  viaduct  near 
Thomastown,  and  another  viaduct  leading  into  the  Waterford  terminus.  With 
these  exceptions,  the  line  is  easy  of  construction. 

At  Kilkenny  the  promoters  of  the  scheme  are  prepared  to  enter  into  any 
arrangement  that  may  be  deemed  advisable  to  connect  their  line  with  the 
Great  Southern  and  Western  Railway,  so  as  to  give  an  uninterrupted  corn-* 
munication  with  Dublin.  They  are  willing  to  join  the  Kilkenny  Junction,  if 
it  be  made,  and  so  fall  into  the  Great  Southern  and  Western  near  Abbeyleix : 
or  they  will  themselves  construct  a  line  from  Kilkenny  to  Carlow,  there  to 
join  the  Carlow  Branch  of  the  Great  Southern  and  Western :  or,  should  the 
latter  Company  be  disposed  to  take  advantage  of  an  unexpired  Act,  which 
would  enable  them  to  run  a  line  from  Carlow  to  Kilkenny,  the  Waterford  and 
Kilkenny  Company  would  join  in  that  measure. 

The  town  of  Waterford  has  become  of  such  great  commercial  importance,  that 
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it  may  reasonably  claim  a  more  direct  route  towards  Dublin  than  could  be 
afforded  through  the  medium  of  the  Waterford  and  Limerick  and  the  Great 
Southern  and  Western  lines  by  Tipperary. 

Doubts  may  be  entertained  whether  the  traffic  will  be  sufficient  to  afford  to 
the  promoters  a  reasonable  remuneration  on  the  outlay.  On  this  point  we  are 
not  prepared  to  say  more  than  that  we  believe  it  will  prove  enough  to  support 
the  line,  which  may  be  cheaply  made,  provided  an  economical  system  be  pur- 
sued by  the  Company  in  the  formation  of  their  works,  and  in  the  general 
management  of  their  affairs. 

Considering,  then,  that  the  proposed  scheme  is  the  first  step  towards  accom- 
plishing a  direct  route  through  this  district,  by  Railway,  to  Dublin ;  that  it  will 
give  to  the  country  in  the  interior  a  communication  with  the  flourishing  sea- 
port of  Waterford  ;  that  the  local  feeling  is  strongly  in  its  favour,  and  that  the 
works  are  of  an  inexpensive  character,  we  are  of  opinion  that,  on  public  , 
grounds,  it  ought  to  receive  the  sanction  of  Parliament. 

The  proprietors  are  disposed  to  try  Payne's  Patent  Wooden  Rail,  though  many 
scientific  and  practical  engineers  are  understood  to  be  against  the  adoption  of 
that  system.  We  think,  however,  that  the  scheme  ought  not  to  be  rejected 
simply  because  an  alleged  improvement,  not  yet  fully  tested,  is  disapproved  of  by 
parties  who  have  already  provided  other  means  of  transit,— especially  as  the 
projectors  say  that  if  the  wooden  rail  does  not  answer  the  desired  purpose, 
they  can,  and  will,  at  a  small  additional  outlay,  place  iron  rails  on  the  wooden 
rails,  somewhat  after  the  mode  adopted  on  the  English  Great  Western  Railway. 

Without  giving  any  opinion  as  to  the  merits  of  the  patent  wooden  rails,  we 
see  no  reason  why  the  projectors  should  not  be  allowed  to  try  the  experiment, 
if  they  think  proper  to  do  so,  so  long  as  their  system  does  not  interfere  with 
the  general  communications  of  the  country ;  but  as  it  appears  that,  although  the 
carriages  constructed  to  run  on  the  wooden  rails  will  also  run  on  the  iron  rails, 
yet  that  carriages  adapted  to  the  iron  rails  cannot  be  used  on  the  wooden  rails, 
it  is  necessary  that  precautions  should  be  adopted  to  prevent  any  inconvenience 
resulting  to  the  public  from  the  introduction  of  the  system,  and  to  obviate  the 
possibility  of  its  interposing  a  break  in  the  free  through  communications  in 
Ireland,  similar  to  the  break  now  created  by  the  meeting  of  the  wide  and  nar- 
row gauges  in  England. 

If  this  scheme,  as  a  whole,  should  receive  the  sanction  of  Parliament,  we  beg 
to  suggest  that  a  Clause  be  introduced  into  the  Act,  taking  power  to  require  the 
Company  to  lay  down  rails  which  shall  admit  of  the  free  passage  of  the  ordinary 
Railway  carriages  in  Ireland,  if  it  should  appear  hereafter  that  the  public  con- 
venience requires  it. 


Kilkenny  Junction. 

This  line,  25  miles  70  chains  in  length,  proceeds  out  of  the  Great  Southern 
fend  Western  Railway  some  distance  south  of  Maryborough,  and  passing  through 
Abbeyleix  and  Ballyragget,  terminates  in  Kilkenny.  The  works  are  very  light, 
and  the  line  offers  no  material  obstacle  of  any  sort.  So  far  no  public  grounds 
of  objection  exist  to  its  construction ;  but  though  the  line  may  be  made  at  a 
comparatively  small  cost,  taking  it  in  connexion  with  the  probable  traffic,  we  are 
of  opinion  that  to  a  Company  solely  dependent  upon  it  for  remuneration,  it  can 
bring  no  profit  commensurate  with  the  outlay.  The  Commissioners  have  gone 
fully  into  the  question  (see  p.  61,  part  ii,  of  their  2d  Report),  and  the  result  of 
their  inquiry  shows  a  profit  of  but  2  per  cent,  on  an  expenditure  equal  to  8,000/. 
per  mile* 

If  this  line  were  but  a  branch  from  the  main  trunk  line  passing  through  the 
country,  to  which  it  would  supply  lateral  traffic,  and  thereby  increase  the 
amount  of  receipts  on  the  whole,  the  case  would  be  different ;  but  in  a  distance 
of  only  26  miles,  subject  to  standing  expenses  equal  to  those  which  are  neces- 
sary for  an  independent  Company  of  twice  or  thrice  its  length,  it  is  clearly 
impossible  that  any  remuneration  can  reasonably  be  expected. 

Besides,  it  is  still  an  open  question,  whether  a  line  from  Kilkenny  might  not 
be  carried  with  advantage  to  Carlow.  The  Commissioners*  map  shows  a  larger 
stream  of  traffic  by  the  latter  than  by  the  former  route. 

The  Great  Southern  and  Western  Company  are  about  to  make  their  Branch 
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to  Carlow,  which  would  certainly  compete  with  the  Kilkenny  Junction  fir  a 
portion  of  the  Waterford  and  Dublin  traffic,  if  by  any  means  the  former  could 
take  a  line  to  Kilkenny. 

Considering,  therefore,  that  no  proof  exists  of  a  traffic  which  could  support 
an  independent  line  of  this  character;  that  when  the  Great  Southern  and 
Western  Railway  shall  be  opened,  a  juster  estimate  of  the  requirements  of  the 
district  may  be  formed  than  is  at  present  possible ;  and  that  it  is  now  doubtful 
whether  the  route  by  Carlow  be  not  the  preferable  one,  we  are  of  opinion  that, 
on  public  grounds,  this  scheme  ought  to  be  postponed. 


Dublin ,  Carlow  and  Wexford; 

Dublin,  Wexford,  Waterford  and  Carlow ; 

Dublin  and  IVicklow. 

Though  termed  the  Dublin,  Carlow,  and  Wexford  Railway,  the  first  named 
of  these  schemes  is  in  fact  confined  to  carrying  a  line  from  Carlow  to  Wexford, 
by  the  running  towns  of  Newtown  Barry  and  Enniscorthy.  The  whole  line  may 
be  considered  as  considerably  above  an  average  in  the  cost  and  magnitude  of 
the  works.  The  traffic,  as  shown  by  the  promoters  of  the  scheme,  if  proved, 
might  justify  the  expenditure  of  the  capital  which  will  be  necessary  to  make 
the  line.  But  with  respect  to  this  project,  the  Commissioners  have  stated, 
*'  On  examining  the  returns  from  the  towns  of  Wexford,  Enniscorthy  and 
Newtown  Barry,  through  which  it  was  to  pass,  it  does  not  appear  that  at 
present  there  is  sufficient  traffic  either  in  passengers  or  goods  from  these 
towns  towards  Dublin,  to  warrant  the  expenditure  of  so  large  a  sum  as  would 
be  required  for  its  construction." 

We  have  not  received  any  satisfactory  proof  that  either  the  Commissioners 
formed  an  erroneous  opinion  on  this  subject,  or  that  the  circumstances  of 
the  district  are  so  altered  since  their  examination  of  it  took  place  as  to 
justify  now  what  they  believed  to  be  unjustifiable  then. 

The  Dublin,  Wexford,  Waterford  and  Carlow  Railway  is  a  scheme  pro- 
jected by  parties  connected  with  the  Great  Western  (England)  Railway,  with 
the  view  of  opening  out  the  district,  through  which  it  is  proposed  to  pass,  in 
connexion  with  steam-boats  from  Wexford  to  Fishguard,  and  by  the  South 
Wales  intended  line,  to  the  South  of  England  and  London. 

It  is  contemplated  to  take  this  line  out  of  Dublin  by  the  present  Dublin  and 
Kingstown  Railway ;  to  continue  it  along  the  coast  by  Wicklow  to  Gorey ; 
from  thence  to  proceed  to  Enniscorthy ;  there  to  be  joined  by  a  branch  from 
Carlow;  and  the  line,  thus  united,  to  proceed  a  short  distance,  and  then 
again  to  branch  into  two  lines — one  going  to  Wexford,  the  other  to  New 
Ross  and  Waterford. 

A  reference  to  the  accompanying  Map  will  show  the  direction  which  is 
taken. 

It  is  evident,  therefore,  that  much  of  the  project  is  in  competition  with  the 
proposed  line  from  Wexford  to  Carlow. 

*  The  plans  and  sections  for  the  Dublin,  Wexford  and  Carlow  scheme,  which 
have  been  deposited  with  the  Board  of  Trade,  are  so  incomplete  as  to  be 
almost  unintelligible.  A  glance  at  the  whole,  however,  shows  many  objection- 
able points ;  for  instance,  gradients  of  1  in  50,  1  in  53  for  two  miles  and  a 
half,  1  in  55  for  two  miles  and  a  half,  1  in  60,  and  so  forth. 

In  respect  of  this  scheme,  the  promoters  have  stated  the  impossibility  of 
their  having  been  able  to  comply  with  the  Standing  Orders  of  Parliament  to 
their  full  extent,  in  consequence  of  the  late  period  of  the  year  when  they 
were  induced,  in  consequence  of  their  determination  to  make  the  South  Wales 
Railway,  to  turn  their  attention  to  the  port  of  Wexford  and  the  adjacent 
country ;  but  they  have  intimated  their  intention  of  bringing  forward  a  com- 
prehensive measure,  including  the  improvement  of  that  port,  which  shall  fully 
accommodate  the  district,  at  a  future  time. 

It  is  evident  that  the  country  between  Waterford,  Wexford  and  Dublin  has 
not  yet  been  fully  examined. 

On  referring  to  the  Commissioners'  Report  with  regard  to  this  question,  we 
find  the  following  remarks ; — 
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"  Should  the  country  at  a  future  period  show  resources  sufficient  to  justify  the 
establishment  of  a  Railway  between  Wexford  and  Dublin,  it  is  possible  that  the 
lest  line  will  not  be  found  to  pass  through  Carlow,  but  along  the  coast  to  Ark- 
low,  and  thence  through  the  county  of  Wicklow  to  Dublin."  "  We  have  reason 
to  know  that  between  Bray  and  Wicklow  there  are  no  material  difficulties  ;  be- 
yond this  point  the  country  has  not  yet  been  sufficiently  explored,  and  although 
immediately  to  the  south  of  Wicklow  it  presents  an  unfavourable  aspect  as  com- 
pared with  others,  a  line  in  this  direction  to  Wexford  may  hereafter  be  found 
worthy  of  consideration.  At  present  we  cannot  recommend  such  a  measure, 
and  we  have  merely  alluded  to  it  to  remove  the  impression  that  the  valleys  of 
the  Barrow  and  Slaney  present  the  only  line  available  for  Railway  communica- 
tion between  Wexford  and  Enniscorthy  with  Dublin." 

Here,  then,  are  two  competing  schemes ;  the  one  complete  in  itself,  but  likely 
to  be  more  costly  than  its  traffic  may  justify  :  the  other  incomplete,  immature, 
but  still  a  measure  vastly  more  comprehensive,  and  if  carried  into  effect,  backed 
by  a  powerful  monied  interest,  of  manifestly  greater  national  advantage,  and 
yet  depending  on  the  contingency  of  a  really  good  line  being  discovered  by  or 
near  the  coast. 

The  magnitude  of  the  question  demands  for  it  the  most  serious  consideration. 
A  wrong  step  taken  at  this  juncture  would  be  attended  with  lasting  evil 
results  to  a  considerable  section  of  the  empire.  As  yet  there  is  not  sufficient 
data  on  which  a  sound  judgment  can  be  formed. 

In  these  circumstances  no  alternative  appears  to  us  to  remain  but  a  post- 
ponement of  both  schemes  until  a  thorough  investigation  of  all  the  circum- 
stances of  the  district  may  determine  which  of  the  two  will  afford  the  greatest 
advantage  to  the  country. 

As  the  Dublin  and  Wicklow  Railway  scheme  is  identical  with  so  much  of 
the  Dublin,  Wexford,  Waterford  and  Carlow  scheme  as  is  comprised  between 
the  towns  of  Dublin  and  Wicklow,  they  are  under  the  same  circumstances, 
and  the  observations  which  have  been  applied  to  the  latter  are  equally  appli- 
cable to  the  former. 

We  are  therefore  of  opinion  that  there  are  public  reasons  why  the  Dublin, 
Carlow  and  Wexford  Railway  scheme,  the  Dublin,  Wexford,  Waterford  and 
Carlow  Railway  scheme,  and  the  Dublin  and  Wicklow  Railway  scheme,  ought 
to  be  postponed,  at  least  until  the  next  Session. 


The  Cork  and  Bandon  Railway. 

This  line,  about  20  miles  in  length,  is  intended  to  proceed  from  the  city  of 
Cork  to  the  town  of  Bandon.  The  works  may  be  deemed  to  be  of  an  average 
character,  as  to  extent  and  cost.  The  traffic,  though  not  considerable  between 
these  two  places,  might,  when  joined  by  the  stream  of  traffic  from  Kinsale, 
from  Skibbereen,  Bantry,  and  various  other  places  to  the  west  of  Bandon,  prove 
sufficient  to  maintain  a  railway  cheaply  made  and  economically  conducted. 

The  inhabitants  of  Kinsale  have  addressed  the  Board  of  Trade  in  favour  of 
this  line  being  carried  closer  to  their  town  than  is  at  present  intended.  We 
have  given  the  subject  much  consideration ;  but  as  the  additional  cost 
attending  the  desired  deviation  would  be  greater  than  could  be  justified  by  any 
increase  of  traffic  which  might  thereby  arise ;  as  the  traffic  likely  to  come  on 
the  line  is  not  more  than  enough  to  warrant  its  construction  without  any  more 
outlay  of  capital  than  that  which  the  projectors  believe  it  will  cost ;  and  as  we 
see  no  reason  why  the  traffic  from  the  whole  of  the  western  portion  of  the 
district  should  be  taken  by  a  more  circuitous  route,  attended  by  an  extra  mileage 
charge,  we  think  the  promoters  of  the  Railway  scheme  have  been  right  in 
refusing  the  demand  made  upon  them  by  the  parties  in  Kinsale ;  and  on  the 
whole,  we  are  of  opinion  that  there  are  no  public  reasons  which  ought  to  be 
decisive  against  the  scheme. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report 
of  the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending 
that  Reports  should  be  made  to  Parliament  by  this  department  upon  Railway 
Schemes,  "  That  no  such  Report  should  be  held  to  prejudice  the  claims  of 
private  persons,  the  examination  of  which  should  be  altogether  reserved  to  the 
Houses  of  the  Legislature." 
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In  submitting  to  Parliament,  in  conformity  with  the  recommendation  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  Schemes  in 
question,  in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are 
anxious  that  it  should  be  distinctly  understood  that  we  have  arrived  at  these 
results  solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations 
how  far  such  results  might  require  to  be  modified  by  a  due  regard  for  private 
rights  and  interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING.  • 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade  on 
Railways  projected  in  the  North  and  North  West  of  Ireland. 

Ordered,  by  The  House  of  Commons,  to  be  Printed*  13  March  1845* 


Railway  Department,  Board  of  Trade, 
Whitehall,  13  March  1845. 
rT1HE  Board  constituted  by  Minute  of  the  Committee  of  Privy  Council  for 
X  Trade,  for  the  transaction  of  Railway  business,  having  had  under  con- 
sideration the  different  schemes  deposited  with  the  Railway  Department  for 
extending  Railway  Communication  in  Ireland  to  the  north  and  north  west  of 
Dublin,  have  decided  on  submitting  the  following  Report  thereon  for  the  con* 
sideration  of  Parliament.    The  proposed  lines  are  the — 

Dublin  and  Belfast  Junction, 

Northern  Railway  Inland  Line  (Armagh  to  Dublin), 
Dublin  and  Drogheda  Branch  to  Kells, 
Great  North  Western, 
which  are  connected  with  the  metropolis  of  Ireland  : 

Newry  and  Enniskillen, 

Enniskillen  and  Dundalk, 

Belfast  and  Ballymena, 

Londonderry  and  Enniskillen, 

Londonderry  and  Coleraine, 
which  have  chiefly  for  their  object  communication  between  inland  towns  and 
their  nearest  seaports. 

In  examining  into  these  schemes,  we  have  derived  much  assistance  from  the 
Second  Report  of  the  Commissioners  appointed  to  consider  and  recommend  a 
general  system  of  Railways  for  Ireland,  printed  in  1838.  To  them  we  are  in- 
debted for  a  mass  of  most  valuable  and  well-arranged  information.  Since  1837, 
however,  when  the  Commissioners'  inquiries  were  going  forward,  commercial 
changes  have  taken  place ;  still  the  Report  must,  on  the  whole,  be  regarded  as  high 
authority ;  and  without  it  we  should  have  found  great  difficulty  in  arriving,  in 
several  instances,  at  what  we  consider  to  be  sound  conclusions.  It  is  also  satis- 
factory to  observe  that  the  projectors  of  the  various  schemes  in  Ireland  look  upon 
the  Commissioners'  Report  as  the  most  useful  guide  they  could  have  followed. 

Judging  from  the  Commissioners'  Report,  Railways  in  Ireland  hold  out  no 
prospect  of  very  great  remuneration  to  the  projectors :  judging  from  the  state- 
ments made  by  the  projectors,  considerable  profits  must  be  derived  from  the 
receipts  on  all  the  projected  Railways.  On  the  one  hand  is  the  weighty  argu- 
ment, that  if  capital  be  laid  out  in  Railways  in  Ireland,  which  cannot  command 
a  reasonable  return,  a  check  will  be  given  to  Railway  enterprise  there,  which 
must  retard  their  useful  extension.  On  the  other  hand,  manifold  advantages 
are  pressed  on  us  as  the  certain  results  of  Railway  communication  through- 
out the  country.  On  this  portion  of  the  subject  we  must  observe,  that  while  we 
are  quite  alive  to  the  benefits  which  will  be  generally  diffused  therebyf  we  are 
not  prepared  to  believe  that  in  many  cases  the  Railway  receipts  will  greatly 
exceed  the  Commissioners'  estimates,  notwithstanding  the  changes  which  have 
taken  place  in  the  last  eight  years. 

The  traffic  cases  connected  with  the  various  Railway  schemes  in  England 
which  we  have  examined,  have  generally  been  attended  by  circumstances  which 
have  enabled  us  to  judge  of  the  probable  success  of  each  undertaking.  For 
instance,  the  actual  traffic  on  an  existing  Railway  has  frequently  guided  us  in 
forming  our  opinion  of  the  value  of  an  estimate  of  traffic  on  a  projected  line 
119.  A  likely 
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likely  to  be  placed  in  nearly  similar  circumstances.  But,  in  Ireland,  we  have 
had  no  such  help :  neither  have  we  had  the  power  of  making  inquiries  to  an 
extent  that  might  have  tested,  in  a  satisfactory  manner,  the  accuracy  of  many  of 
the  statements  which  we  have  received.  We  are,  consequently,  induced  to  direct 
the  particular  attention  of  the  Committee  on  the  Bill  to  the  estimates  of  traffic 
in  each  case. 

With  regard  to  the  general  direction  of  the  leading  lines  of  Railway  best 
adapted  for  Ireland,  we  are  fully  disposed  to  consider  the  recommendations  con- 
tained in  the  Report  of  the  Commissioners  as  of  great  weight,  where  the  circum- 
stances under  which  those  recommendations  were  made,  continue  unaltered. 

In  the  present  instance,  however,  of  the  Railways  projected  for  the  accommo- 
dation of  the  north  and  north  west  of  Ireland,  this  is  manifestly  not  the  case. 

At  the  date  of  the  Commissioners'  Report,  no  line  northwards  from  Dublin 
had  been  sanctioned  by  the  Legislature,  nor  was  there  then  any  prospect  of  the 
line  from  Dublin  to  Drogheda  being  brought  forward  by  a  private  company, 
as  a  commercial  undertaking. 

Under  these  circumstances  the  Commissioners,  proceeding  on  the  same  sound 
and  cautious  principle  which  had  induced  them  to  recommend  the  concentration 
of  the  traffic  of  the  south  and  south  west  of  Ireland,  upon  a  single  trunk  line, 
similar  to  that  which  was  sanctioned  last  year  by  Parliament,  from  Dublin  to 
Cashel,  adopted  a  similar  principle  with  regard  to  the  communications  of  the 
north  and  north  west,  and  recommended  the  adoption  of  a  single  trunk  line 
from  Dublin  to  Navan,  with  branches  by  way  of  Cavan  to  Enniskillen,  and  by 
way  of  Armagh  to  Belfast,  with  a  view  to  the  concentration  of  the  principal 
streams  of  traffic  upon  the  smallest  possible  number  of  miles  of  new  Railway. 

In  this  view,  also,  the  Commissioners  were  very  much  guided  by  the  belief 
stated  in  their  Report,  and  founded  upon  the  plans  and  sections  then  before  them, 
that  a  practicable  engineering  line  could  not  be  found  through  the  difficult 
country  between  Dundalk  and  Newry,  and  therefore  that  the  coast  line  could 
not  be  looked  to  as  affording  an  unbroken  trunk  communication  between  Dublin 
and  Belfast. 

We  have  been  informed  by  parties  whose  authority  is  unquestionable,  that  if 
the  Commissioners  had  had  before  them  in  1837,  the  plans  and  sections  of  a 
practicable  coast  line  throughout,  such  as  is  now  brought  forward,  their  views 
would  have  been  materially  modified,  and  the  result  of  their  recommendations 
might  have  been  very  different. 

In  addition,  however,  to  this  consideration,  there  is  enough  in  the  circum- 
stance of  the  Dublin  and  Drogheda  line  being  constructed  and  in  successful 
Operation,  to  alter  completely  the  state  of  things  under  which  the  Commissioners 
made  their  Report. 

It  is  manifest  that  the  same  considerations  of  economy  which  induced  the 
Commissioners  to  regard  favourably  the  combination  of  an  inland  line,  which 
then  appeared  to  require  the  construction  of  the  fewest  miles  of  Railway,  now 
weigh  in  favour  of  effecting  the  most  important  object,  that  of  connecting  Dublin 
with  Belfast,  by  a  continuation  of  the  coast  line,  of  which  the  first  and  most  ex- 
pensive portion  of  33  miles  from  Dublin  to  Drogheda  is  already  constructed. 
The  doubts  respecting  the  existence  of  a  sufficient  amount  of  traffic  to  support 
the  inland  lines  which  pass  by  few  considerable  towns,  and  through  a  district  of 
less  population,  also  derive  additional  strength  from  the  fact  which  must  now  bg 
assumed,  of  the  existence  of  a  coast  line  competing  with  them  for  much  of  the 
through-traffic.  The  views  also  so  properly  expressed  by  the  Commissioners  of 
the  importance  of  the  results  depending  upon  the  first  investments  of  capital  in 
Railway  enterprise  in  Ireland  proving  remunerative,  tell  forcibly  against  the 
unnecessary  adoption  of  any  line  which  would  have  the  effect  of  ruining  or 
materially  injuring  the  principal  line  now  in  operation  in  Ireland,  viz.  the 
Dublin  and  Drogheda. 

Under  these  circumstances  it  is  evident  that  it  would  be  a  complete  mis- 
apprehension of  the  arguments  contained  in  the  Report,  and  of  the  compre- 
hensive views  of  the  Commissioners,  to  quote  them  as  conclusive  under  an  altered 
state  of  things,  which  to  such  a  great  extent  modifies  their  application. 

We  therefore  proceed  to  consider  the  different  schemes  now  proposed  for  the 

extension  of  Railway  communication  in   the  north  and  north-west  of  Ireland, 
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with  reference  to  the  existing  state  of  things,  and  to  the  circumstances  under 
which  they  are  now  brought  forward. 

The  Commissioners'  Report  has  established  an  important  fact,  which,  in  con- 
sidering the  several  Railway  projects  in  Ireland,  it  is  necessary  to  keep  in  view  ; 
and  that  is,  passenger-traffic  has  hitherto  converged  towards  Dublin,  and  goods 
traffic  has  drawn  towards  the  nearest  or  most  convenient  seaport. 

With  reference  to  the  district  through  which  the  Railways  under  consideration 
are  intended  to  pass,  the  Commissioners  state  that, 

"  The  population  is  most  crowded  and  numerous  in  the  counties  of  Armagh, 
Monaghan,  and  in  part  of  the  counties  of  Antrim  and  Down. 

"The  northern  portion  (of  the  population  of  Ireland)  are  better  lodged, 
clothed,  and  fed  than  the  others ;  the  wages  of  labour  are  higher,  being  on  an 
average  about  one  shilling  per  day;  they  are  a  frugal,  industrious,  and  intelli- 
gent race,  inhabiting  a  district  for  the  most  part  interior  in  natural  fertility  to 
the  southern  portion  of  Ireland,  but  cultivating  it  better,  and  paying  higher 
rents  in  proportion  to  the  quality  of  the  land,  notwithstanding  the  higher  rate 
of  wages." — {Second  Report  of  Railway  Commissioners,  Ireland,  Part  1.) 

The  proposed  Dublin  and  Belfast  Junction  is  an  extension  of  the  existing 
Dublin  and  Drogheda  line  from  Drogheda,  through  Dundalk  and  Newry,  to  join 
the  Ulster  Railway  at  Portadown.  Its  length  is  56  miles  14  chains.  On  part  of  the 
line  the  works  will  be  inconsiderable ;  on  part  of  the  line  they  will  be  heavy  and 
costly :  on  the  whole,  however,  we  do  not  know  that  the  country  could  have 
afforded  a  better  or  a  less  expensive  line. 

To  compete  with  this  scheme  a  project  has  been  started,  termed  the  Northern 
Inland  Railway,  which  takes  up  the  line  formerly  recommended  by  the  Irish 
Railway  Commissioners,  from  Dublin  to  Navan ;  and  from  thence  it  proceeds  by 
Armagh  to  join  the  Ulster  Railway  at  Portadown.  From  Dublin  to  Navan,  by 
this  line,  the  distance  is  28  miles;  from  Navan  to  Armagh,  57  J  miles.  The 
works  would  be  heavy,  and  the  cost  would  be  considerable. 

The  Belfast  Junction  scheme  has  this  great  advantage  oyer  the  other  schemq, 
that  it  is  supported  by  a  powerful  existing,  Railway  interest. 

Assuming,  however,  both  to  be  substantial  and  bond  fide  schemes,,  we  find  that 
the  Dublin  and  Belfast  Junction  is  in  all  respects  to  be  preferred'  to  the  Inland 
line.  As  regards  the  town  of  Belfast,  by  the  Dublin  and  Belfast  Junction,  the  dis* 
tance  to  Dublin  is  above  eight  miles  shorter  than  by  the  Northern  Inland  line, 

The  Dublin  and  Belfast  Junction  has  already  33  miles  made,  viz.  from  Dublin 
to  Drogheda,  leaving  56  miles  to  be  made :  the  Northern  Inland  would  have  65} 
miles  to  construct. 

The  cost  of  the  Dublin  and  Belfast  Junction  will  be  probably  700,000  /. :  the 
Northern  Inland  would  probably  cost  1,200,000  /. 

The  population  of  the  country  through  which  the  Dublin  and  Belfast  Junction 
would  pass  from  Dublin  to  Portadown  is  stated  to  be  79,468 :  the  population 
through  which  the  Northern  Inland  would  pass,  having  the  same  termini,  is 
stated  to  be  39,265. 

The  Dublin  and  Belfast  Junction  proposes  to  pass  through  the  important 
towns  of  Drogheda,  Dundalk,  and  Newry.  The  Northern  Inland  would  not 
pass  through  any  town  of  importance  between  Dublin  and  Armagh,  except 
Navan. 

Between  Belfast  and  Dublin,  the  through  traffic  by  the  Dublin  and  Belfast 
Junction,  combined  with  the  local  traffic,  does  not  promise  a  greater  return  than 
6}  per  cent,  on  the  outlay.  The  Northern  Inland  with  scarcely  any  local 
traffic  would  not  be  likely  to  pay  even  its  working  expenses. 

On  these  public  grounds  we  are  of  opinion  that  the  Dublin  and  Belfast  Junction 
is  preferable  to  the  competing  scheme. 

The  Great  North  Western  Railway,  commencing  on  the  north  side  of  the 
city  of  Dublin,  is  proposed  to  pass  through  the  towns  of  Navan,  Kells,  and 
Virginia  to  Cavan. 

It  is  70  miles  11  chains  in  length,  and  has  a  Branch  to  Trim  5  miles  61  chains 
in  length.  On  the  whole  the  works  may  be  considered  light,  and,  comparar 
tively,  inexpensive.  The  line  is  the  same  with  that  marked  out  by  the  Com- 
missioners in  their  Report  on  Irish  Railways.  The  promoters  of  the  project  have 
intimated  their  intention  of  proceeding  at  a  future  period  to  Enniskillen,  if 
their  line  be  made. 

To  occupy  part  of  this  district  also,  a  Branch  from  the  Dublin  and  Drogheda 
119.  Railway 
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Railway  is  projected,  26  miles  in  length,  which,  commencing  at  Drogheda; 
passes  through  Navan,  and  terminates  at  Kells. 

The  Great  North  Western  Railway  and  the  Branch  to  Kells  must  be  considered 
as  competing  lines. 

We  have  already  ventured  to  draw  attention  to  the  fact  that  passenger  traffic 
in  Ireland  has  converged  towards  Dublin ;  goods  traffic  has  always  found  its 
way  to  the  nearest  or  to  the  most  convenient  seaport.  We  believe  that,  unless 
the  passenger  traffic  be  combined  with  the  goods  traffic,  lines  of  Railway  in 
Ireland  cannot  at  present  be  maintained  ;  and  we  may  add,  that  unless  the  goods 
traffic  be  fostered  as  much  as  possible,  Railways  in  Ireland  will  by  no  means 
effect  that  amelioration  in  the  condition  of  the  people  which  is  looked  forward  to 
as  the  result  of  well-combined  Railway  communication  in  that  country. 

In  examining  the  Irish  Railway  Commissioners'  Report,  to  which  we  have 
referred,  we  find  that  the  passengers,  by  regular  conveyances  from  Cavan,  going 
towards  Dublin,  are  not  considerable ;  at  Kells  they  increase ;  and  from  Navan 
to  Dublin  they  are  greater  still,  but  not  equal  to  the  numbers  of  those  going 
into  Dublin  by  the  main  roads  from  Drogheda,  Leixlip,  or  Naas  respectively ; 
while  the  stream  of  goods  traffic  from  Kells  and  Navan  together,  to  Drogheda  is 
greater  than  to  Dublin. 

If  the  line  through  Kells  and  Navan  to  Dublin  were  made,  the  two  former 
towns  would  be  debarred  from  access  by  Railway  to  their  nearest  sea-port ;  and 
all  external  supplies  and  internal  produce  would  necessarily  pass  through  Dublin, 
or  would  continue  to  be  carried  as  they  now  are,  by  the  carts  of  the  country, 
between  these  towns  and  Drogheda.  If  the  Branch  only  were  made,  a  reasonable 
accommodation  for  passengers  to  Dublin,  and  the  best  accommodation  for. goods 
traffic  to  the  nearest  sea-port,  would  exist. 

We  have  very  great  doubts  that  the  proposed  line  from  Dublin  to  Cavan 
would  be  at  all  remunerative.  We  think  that  the  Branch  line  from  Kells  to 
Drogheda,  in  connexion  with  the  main  line  from  Dublin  to  Drogheda,  might 
be,  to  a  certain  degree,  remunerative,  and  it  would  be  efficiently  worked. 

With  reference  to  this  subject  we  beg  to  repeat  what  we  stated  in  our  Report 
on  the  Kentish  and  South  Eastern  Railway  schemes. 

"  An  established  Company,  which  has  a  valuable  property  and  large  available 
income  independent  of  the  new  scheme,  can,  of  course,  offer  a  guarantee  for  the 
fulfilment  of  411  that  it  undertakes  to  accomplish  greatly  superior  to  that  of  any 
new  Company,  however  respectable." 

"  This  consideration  derives  great  weight  from  the  experience  which  has  been 
already  afforded  of  the  failure  of  many  new  Companies  to  accomplish  the  objects 
for  which  they  were  incorporated.  We  need  only  refer  to  the  instances  of  the 
Eastern  Counties  Company,  which  was  incorporated  as  a  line  from  London  to 
Norwich,  and  has  never  yet  been  carried  beyond  Colchester ;  of  the  Northern  and 
Eastern,  which  for  many  years  stopped  short  of  Cambridge ;  and  of  the  Great 
North  of  England,  which  abandoned  a  portion  of  its  line  between  Darlington 
and  Newcastle. 

44  The  traffic  of  a  system  of  lines  connected  with  one  another  can  always  be 
worked  more  economically  and  couveniently  under  one  uniform  management 
than  by  independent  Companies." 

"  An  established  Company  can  always,  if  so  disposed,  offer  guarantees  and 
advantages  for  a  greater  extent  of  Railway  than  the  new  Company ;  viz.  for  the 
existing  as  well  as  the  projected  lines.  When  the  existing  Company  is  already 
in  possession  of  the  principal  trunk  of  the  district,  the  advantage  of  securing  such 
guarantees  for  the  whole  system,  rather  than  for  only  a  small  portion  of  it,  is 
rendered  more  apparent." 

Though  the  Dublin  and  Drogheda  Railway  has  not  been  open  for  any  length 
of  time,  the  traffic  has  been  conducted  in  a  satisfactory  manner ;  great  accom- 
modation has  been  given  to  the  public,  and  the  fares  changed  have  been  very  low* 

A  disregard  of  the  interests  of  Railway  Companies  already  established  in 
Ireland,  and  of  the  capital  invested  in  them,  would  give  a  great  shock  to  the 
confidence  in  the  security  of  the  investment,  which  is  now  for  the  first  time 
operating  to  induce  persons  both  in  Ireland  and  England  to  embark  in  Rail- 
way projects  in  Ireland. 

We  therefore  submit  that  there  are  strong  public  grounds  for  preferring  the 
Kells  Branch  of  the  Dublin  and  Drogheda  Railway  to  the  Great  North  Western 
Railway  scheme. 
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Newry  and  Enniskillen  Railway. — Enniskillen  and  Dundalk  Railway. 

These  two  Railways  are  nearly  identical  from  Enniskillen  as  far  as  Clones, 
where  they  diverge ;  From  thence, 

1st.  The  Enniskillen  Railway  Company  propose  to  carry  their  line  through 
Monaghan  and  Armagh,  to  meet  the  Ulster  Extension  in  that  city,  and  from 
Armagh  to  continue  the  line  to  Newry.  We  may  term  this,  for  brevity  and 
distinction,  the  Newry  scheme. 

2d.  The  Enniskillen  and  Dundalk  Company  propose  to  go  in  almost  a  straight 
direction  to  Dundalk,  by  Newbliss  and  Castle  Blaney,  connecting  Monaghan  by 
a  branch  with  the  main  line  at  Castle  Blaney ;  and  this  project  we  may  call  the 
Dundalk  Scheme. 

In  judging  of  the  merits  of  these  two  schemes,  we  must  repeat,  that  through- 
out Ireland  passenger  traffic  has  converged  towards  Dublin ;  it  is  clearly  shown 
on  the  Commissioners'  traffic  map,  and  the  reason  obviously  is,  besides  that  city 
being  the  capital,  it  has  afforded  the  shortest  and  most  frequent  communication 
with  England. 

On  the  other  hand,  goods  and  produce  are  generally  sent  to  the  nearest 
seaport  for  shipment. 

While  the  map  referred  to  shows  the  passenger  traffic  between  Enniskillen 
land  Dublin  to  be  more  than  that  between  Enniskillen  and  Belfast,  and  Newry 
and  Dundalk  together,  it  also  shows  that  these  three  last-mentioned  towns  have 
drawn  all  the  goods  traffic,  within  a  reasonable  circuit,  to  themselves,  instead 
of  its  going  to  the  metropolis;  and  since  1837,  when  the  map  was  made,  this 
has  been  more  decidedly  the  case. 

The  great  object,  therefore,  to  be  attained  is  to  give  to  the  north  and  north 
west  of  Ireland  such  Railway  accommodation  as  shall,  at  the  smallest  outlay,  pro- 
vide for  the  combined  transit  of  passengers  and  goods  towards  Dublin  and 
towards  the  east  coast. 

In  considering  these  schemes  we  suppose  that  the  line  from  Cavan  to  Dubli  n 
will  not  be  made,  and  that  complete  and  direct  communication  between  Dublin, 
Dundalk,  Newry,  and  Portadown,  will  be  established  by  the  construction  of  th<6 
Dublin  and  Belfast  Junction  Railway. 

The  Newry  scheme  opens  outlets  for  the  produce  of  the  county  of  Fermanagh 
and  the  north  of  the  county  of  Monaghan,  by  the  ports  of  Belfast  and  Newry, 
and  gives  a  very  direct  communication  between  Armagh  and  Dublin  for  pas- 
sengers; but  if  it  be  carried  into  effect,  to  the  exclusion  .of  the  Dundalk 
scheme,  the  passenger  transit  of  the  North  Western  Counties  towards  Dublin 
will  be  circuitous,  and  the  county  of  Fermanagh  will  be  barred  from  its  nearest 
port,  which  is  Dundalk.. 

.  On  the  other  hand,  if  the  Dundalk  scheme  only  be  adopted,  the  produce  of 
Fermanagh  and  the  north  west  could  not  reach  Belfast  except  by  a  circuitous* 
and  therefore  expensive  route,  and  consequently  would  be  confined  to  Dundalk 
for  its  outlet;  though  passengers  towards  Dublin  would  be  carried  more  directly 
by  it  than  by  the  Newry  scheme,  which  would  necessarily  take  them  round  by 
Armagh.  The  Newry  scheme  leaves  Monaghan  without  access  to  Dundalk, 
except  by  Armagh  and  Newry,  and  the  Dundalk  scheme  cuts  it  off  from  Belfast, 
except  by  a  circuitous  route.  The  Branch  from  Monaghan  to  Castle  Blaney, 
as  proposed  by  the  Dundalk  party,  is  objectionable  from  its  direction,  because  it 
would  only  serve  the  town  of  Monaghan.  The  portion  of  the  Newry  scheme 
between  Armagh  and  Newry  is  objectionable,  as  it  would  not  only  be  difficult  of 
construction,  and  very  costly,  but  it  would  prove  a  competing  line  with  so  much 
of  the  Dublin  and  Belfast  Junction  as  will  be  made  between  Newry  and  Port- 
adown.  Moreover,  the  traffic  is  doubtful;  and  we  believe  that,  if  the  line  were 
made,  it  would  only  produce  the  effect  of  dividing  between  both  the  traffic  which 
is  not  likely  to  be  more  than  would  afford  remuneration  to  one  line  only. 

It  is  necessary  here  to  notice  the  proposal  of  the  Ulster  Railway  Company  to 
complete  their  line  from  Portadown  to  Armagh.  In  the  year  1836  they  obtained 
their  Act  for  the  whole  line  between  Belfast  and  Armagh ;  but  owing  to  circum-* 
stances  which  it  is  not  our  province  to  enter  into,  proceeded  from  Belfast  no 
further  than  to  Portadown.  A  new  survey  has  since  been  made ;  various  altera- 
tions and  improvements  have  been  effected  on  the  original  plan ;  and  as  Parlia- 
ment has  already  sanctioned  the  general  proposition  of  making  such  a  line,  we 
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cannot  doubt  that  what  the  Ulster  Company  desire  to  obtain  will  now  be 
granted. 

It  being  clear  that  these  projects  possess  within  themselves  elements  to  form  a 
comprehensive  and  complete  scheme  for  supplying  the  district  with  abundant 
Railway  communication,  by  combining  those  parts  which  are  manifestly  useful, 
to  the  exclusion  of  those  which  we  have  stated  to  be  objectionable,  we  have,  after 
much  deliberation,  decided  on  recommending  for  the  consideration  of  Parliament 
a  general  measure  which  shall  be  adapted  to  the  circumstances  of  the  district,  and 
Ht  the  same  time  be  based  on  the  best  portions  of  the  two  projects  in  question. 

In  order  to  give  to  the  inland  counties  an  access  to  the  important  town  and  port 
of  Belfast,  it  is  necessary  to  retain  so  much  of  the  Newry  scheme  as  will  accom- 
plish this  purpose ;  and  to  supply  the  means  of  transit  of  goods  and  agricultural 
produce  to  Dundalk,  as  well  as  of  passengers  to  Dublin,  it  is  necessary  to  retain 
much  of  the  Dundalk  scheme ;  while  at  the  same  time  due  regard  must  be  had  to 
the  convenience  of  the  town  of  Newry,  which,  though  situated  on  the  projected 
line  of  the  Belfast  Junction  Railway,  cannot  be  omitted  in  arrangements  which 
will  materially  affect  its  commercial  prosperity. 

We  are  therefore  of  opinion,  that  this  general  measure  might  be  carried  out  in 
the  following  manner :  — 

Both  Companies  to  combine  in  constructing,  and  afterwards  in  working,  the 
line  from  Enniskillen  to  Clones ;  but  as  the  portions  of  the  two  schemes  between 
Enniskillen  and  Clones  are  not  exactly  the  same,  that  one  of  the  two  which  on 
the  whole  appears  to  be  the  best,  to  be  selected  for  this  purpose. 

The  Newry  and  Enniskillen  Company  to  make  their  line  from  Clones 
through  Monaghan  to  Armagh,  there  to  join  the  Ulster  Extension  Railway,  and 
00  give  free  and  direct  communication  to  Belfast  from  Enniskillen  and  the  sur- 
rounding country. 

The  Enniskillen  and  Dundalk  Company  to  make  their  line  from  Clones  to 
Dundalk,  so  that  the  latter  shall  be  available  as  a  port,  and  so  that  the  passenger 
traffic  to  Dublin  from  Enniskillen,  and  places  to  the  north  and  west  of  it,  shall 
have  the  opportunity  of  coming  on  the  Belfast  Junction  Railway,  at  Dundalk, 
and  thereby  reach  Dublin, 

As  regards  the  junction  of  the  two  lines  at  Dundalk  and  access  to  the  town  of 
Newry,  such  accommodation  to  be  given  to  the  traffic  to  Newry,  both  by  the 
Belfast  Junction  Company  and  the  Enniskillen  and  Dundalk  Company,  as 
the  nature  of  the  ground  and  the  circumstances  of  the  respective  lines  may 
admit  of. 

We  do  not  think  it  would  be  prudent,  under  existing  circumstances,  to 
recommend  the  construction  of  a  greater  extent  of  Railway  than  is  comprised 
in  the  above  measure. 

The  last  scheme,  as  a  whole,  appears  to  us  to  be  the  best  which  may  be  pro- 
posed ;  and  we  have  every  reason  to  believe  that  the  different  parties  will  join 
in  carrying  it  into  effect.  We  are  of  opinion  that  these  parties  will  arrange  terms 
for  this  purpose  between  themselves  which  may  be  conducive  to  their  respective 
interests*  and  which  will  be  such  as  shall  not  militate  against  the  public  con- 
venience.   

Belfast  and  Ballymena  Railway. 

The  object  of  this  scheme  is  to  give  Railway  accommodation  between  the 
inland  town  of  Ballymena  and  the  commercial  town  and  port  of  Belfast.  It  is 
proposed  to  pass  through  the  town  of  Antrim*  and  to  communicate  by  branches 
with  Carrickfergus  and  Randalstown.  Its  length  is  32  m.  78ch. ;  the  Branch 
to  Ckrrickfergus  is  three  miles ;  and  the  Branch  to  Randalstown  is  l  m.  75ch* 
in  length.  Upon  the  whole,  the  works  are  heavy,  and  will  be  costly.  A  single 
Kne  of  Railway  only,  however*  is  intended  to  be  laid  down. 

The  Company  undertaking  this  project  have  every  appearance  of  stability ;  a 
large  proportion  of  the  shares  are  held  in  Antrim  and  Carrickfergus ;  the  state- 
ment of  traffic  which  has  been  submitted  to  the  Board  of  Trade  appears,  as  far 
as  we  can  judge,  to  be  trustworthy,  and  the  district  gives  a  reasonable  prospect  of 
Success  to  the  scheme  from  its  character  as  a  thriving  and  well-peoplea  country. 

Ballymena  is  a  large  increasing  town,  where  a  considerable  quantity  of  linen 
is  manufactured ;  and  its  neighbourhood  supplies  die  provision  market  of  Belfast 
with  corn,  pork,  butter,  &c. 
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The  Commissioners'  map  before  referred  to  shows  that  there  was  a  good  deal 
of  traffic  then  (in  1837)  between  Belfast  and  Antrim. 

We  are  of  opinion,  therefore,  that  there  are  no  public  reasons  whjrthe  proposed 
scheme  should  not  be  sanctioned. 


Londonderry  and  Enniskillen. 

The  object  of  this  line  is  to  afford  Railway  communication  between  the  town 
of  Enniskillen  and  the  city  of  Londonderry,  through  the  towns  of  Omagh  and 
Strabane,  a  distance  of  about  58  miles ;  and  to  give  a  Branch  to  Lough  Swilly 
of  nearly  eight  miles  more.  The  line  is  intended  to  be  single.  The  advantages 
to  be  obtained  in  a  national  point  of  view  present  themselves  very  forcibly.  'Die 
city  of  Londonderry  is  a  place  of  trade,  wealth,  and  importance ;  connecting  it 
with  Dublin,  with  Belfast,  Newry,  and  Dundalk,  must  be  considered  as  being 
very  desirable.  In  case  of  war,  the  rapid  means  of  conveying  intelligence  which 
Railways  afford,  between  the  great  estuaries  of  Loch  Swilly  and  Loch  Foyle, 
and  the  metropolis,  must  be  advantageous;  and,  in  a  military  point  of  view,  it 
would  be  convenient  to  place  the  garrison  towns  of  Omagh  and  Londonderry  on 
a  line  of  Railway. 

The  local  advantages  are  manifest.  Omagh  and  Strabane  would  obtain  not 
only  a  ready  access  to  their  nearest  seaport,  but  also  to  Dublin,  and  the  trade 
from  Londonderry  would  be  fed  from  the  country  intermediate  between  the  ter- 
mini. If  the  Railway  be  made  the  resources  of  the  country  will  be  developed ; 
the  industry  of  the  people  called  more  into  action  than  it  is  at  present,  and  their 
social  condition  will  be  ameliorated. 

On  the  other  hand,  the  works  on  the  proposed  line  will  be  heavy,  and  when 
the  several  projected  lines,  both  in  Ireland  and  in  Great  Britain,  likely  to 
receive  the  sanction  of  Parliament  in  this  Session,  are  in  course  of  construction, 
labour  and  materials  will  rise  in  price  far  higher  than  what  was  probably 
expected  by  the  promoters  when  they  projected  their  scheme.  It  may  therefore 
be  doubted  whether  it  be  possible  to  construct  the  works  for  so  small  a  sum  as 
that  estimated  by  the  projectors. 

With  regard  also  to  the  traffic  which  is  said  "to  be  likely  to  come  on  this  line 
if  it  be  made,  it  is  questionable  whether  it  will  amount  to  so  much  as  the 
projectors  anticipate. 

On  these  two  points  we  have  not  the  means  of  coming  to  so  decided  a  conclu- 
sion as  we  should  desire ;  but  upon  the  relative  amounts  of  eost  and  traffic  will 
the  whole  question  turn. 

In  these  circumstances,  therefore,  the  only  course  which  we  can  pursue  is  to 
direct  the  attention  of  the  Committee  on  the  Bill  to  these  points ;  and  if,  on  inves- 
tigation, they  appear  to  be  satisfactory,  we  believe  that  no  public  reasons  will 
exist  which  ought  to  be  decisive  against  this  scheme. 


Londonderry  and  Coleraine. 

The  Londonderry  and  Coleraine  scheme  appears  rn»der  an  aspect  totally 
different  from  any  other  Railway  project  which  has  yet  come  before  the -Board 
of  Trade.     The  objects  of  the  promoters  are  two : 

1.  To  bank  out  the  sea  from  the  southern  and  eastern  border  of  Loch  Foyle 
by  an  embankment  which  is  intended  to  run  for  the  most  part  at  a  distance  of 
three  miles  from  the  shore,  in  order  to  reclaim  about  20,000  acres  of  waste  land,, 
which  at  high  tide  is  co\ered  with  water. 

2.  To  make  a  Railway  32  miles  29  chains  long,  from  Londonderry  to  Cole- 
raine,  with  a  Branch  to  Newtown  Limavady  6  miles  54  chains  in  length,  a  con- 
siderable portion  of  the  main  line  to  run  along  the  embankment  above  mentioned. 
The  part  of  the  proposed  line  which  does  not  run  on  the  intended  embankment 
is  shown  by  the  section  to  involve  works  of  no  very  easy  construction,  which, 
would  certainly  be  rather  atove  than  below  an  average  cobt ;  and  the  embank- 
ments of  Loch  Foyle  in  this  project  are  intended  to  b^  19  miles  in  length* 
besides  those  of  the  rivers  which  pass  the  line. 

The  proposed  capital  is  500,000  /.,  of  which  sum  300,000/.  is  to  be  charged  on 
119.  C  the 


Digitized  by 


Google 


8  REPORT:— N.  AND  N.W.  OF  IRELAND  RAILWAYS. 

the  land ;  and  the  remaining  200,000  I.  is  to  make  the  Railway,  on  which  the 
traffic  is  to  afford  a  return  for  the  portion  so  invested. 

Now  it  is  quite  clear  that  the  existence  of  the  Railway  must  depend  on  the 
powers  which  may  be  granted  by  the  Legislature  for  the  reclamation  of  the  land. 
If  the  land  were  reclaimed,  some  opinion  might  be  formed  as  to  the  necessity 
for  a  Railway,  But  now  we  know  not  whether  even  an  Act  for  the  purpose  will 
be  passed. 

Then  the  line  must  of  necessity  run  at  a  distance  of  several  miles  from  the  pre- 
sent population:  it  will  be  some  time  before  any  population  can  creep  down  to  the 
Railway  on  one  side,  while  the  sea  must  cut  on  from  it  all  source  of  profit  on  the 
other  side.  The  intercourse  between  Coleraine  and  Londonderry  cannot  be  suf- 
ficiently great  to  maintain  a  line  of  Railway  without  any  intermediate  traffic, 
except  that  which  might  come  by  a  Branch  which  is  proposed  to  be  thrown  off 
to  Newtown  Limavady,  at  right  angles,  leaving  the  main  line  about  four  miles 
distant  from  the  shore,  and  to  be  carried  that  distance  upon  an  embankment. 
The  Commissioners  of  1837  show  that  but  little  traffic  existed  between  these 
places:  indeed,  the  rugged  country  between  Coleraine  and  Londonderry  has 
rendered  it  difficult  to  be  maintained. 

No  national  advantage  of  any  moment  appears  to  be  offered  by  this  line  ;  nor 
is  there  apparently  much  local  advantage  either.  Great  gain  may  be  shown, 
both  nationally  and  locally,  as  the  result  of  banking  out  the  sea  and  reclaiming 
the  land  ;  but  w  ith  such  an  object  this  Board  has  nothing  to  do.  If  the  embank- 
ment scheme  be  a  good  one  it  will  not  need  the  aid  of  a  Railway  project  to  help 
it  out.  If  it  be  not  a  good  one,  then  the  money  raised  for  making  the  Railway 
will  probably  be  expended  on  the  embankment.  A  great  deal  depends  on  the 
accuracy  of  estimates  in  these  cases,  and  it  is  difficult,  if  not  impossible,  to  make 
even  a  tolerable  guess  at  the  eventual  cost  of  a  sea-wall  which  is  of  a  considerable 
length  and  exposed  to  the  action  of  the  tide  and  a  river. 

Considering,  therefore,  that  the  scheme  as  a  Railway  scheme  presents  no 
national  advantage ;  that  it  shows  no  great  local  advantages ;  that  its  cost  is 
quite  problematical ;  that  the  traffic  must  be  very  small ;  that  if  sanctioned  now 
it  may  prevent  a  better  scheme  in  the  district  being  brought  forward  at  a  future 
period,  we  are  of  opinion  that  public  reasons  exist  which  ought  to  be  decisive 
against  it. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  department  upon  Railway  Schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  of  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature." 

In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  Schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

DALHOUSIE. 

C.  W.  PASLEY.  G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  Railways  projected  in  the  North  and  North  West  of  Ireland. 


Ordered,  by  The  House  of  Commons,  to  be  Printed,  13  March  1845. 


Errata : 

Page  2,  line  15,  for  u  Drogheda"  read  «  Belfast." 
Page  2,  line  46,  for  «  33"  read  "  31 1." 
Page  3,  line  36,  for  «  33"  read  "  31  J." 
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RAILWAYS. 

REPORT  of  the  Railway  Department  of  the  Board  of  Trade 
on  the  Schemes  for  extending  Railway  Communication  in  Scotland. 

Ordered,  by  The  House  of  Commons,  to  be  Printed,  13  March  1845. 


Railway  Department,  Board  of  Trade, 
Whitehall,  13  March  1846. 

THE  Board  constituted  by  Minute  of  the  Lords  of  the  Committee  of  Privy 
Council  for  Trade,  for  the  transaction  of  Railway  business,  having  had 
under  consideration  the  following  Schemes  deposited  with  the  Railway  Depart- 
ment, for  extending  Railway  Communication  in  Scotland ;  viz. 

The  Aberdeen  Railway  ; 

Caledonian ; 

Clydesdale  Junction ; 

Dundee  and  Perth ; 

Edinburgh  and  Northern ; 

Edinburgh  and  Glasgow — Stirling  Branch ; 

Edinburgh  and  Hawick ; 

Glasgow,  Barrhead,  and  Neilston ; 

Glasgow  and  Ayr — Barrhead  and  Neilston  Branch  ; 

Glasgow  and  Ayr — Cumnock  Branch ; 

Glasgow,  Dumfries,  and  Carlisle  ; 

Glasgow  Junction ; 

Glasgow  Harbour  Union ; 

Scottish  Central ; 

Scottish  Midland ; 

have  determined  on  submitting  the  following  Report  thereon  for  the  considera- 
tion of  Parliament. 

The  above  schemes  may  be  classed  according  to  the  leading  objects  which 
they  have  in  view. 

L  The  Caledonian  Railway  on  the  one  hand,  with  the  Clydesdale  and  other 
minor  Railways,  which  it  is  proposed  to  use  in  entering  Glasgow ;  and  on  the 
other  hand  the  Glasgow,  Dumfries,  and  Carlisle,  and  Edinburgh  and  Hawick,  in 
connexion  with  the  existing  Edinburgh  and  Glasgow  and  Glasgow  and  Ayr 
Railways,  and  the  North  British  Railway,  sanctioned  last  year,  may  be  con- 
sidered as  competing  schemes  for  completing  the  Railway  communication  south 
of  the  Forth  and  Clyde  between  Scotland  and  England. 

II.  The  Scottish  Central  (in  continuation  of  the  line  of  the  Caledonian  front 
Castle  Cary  on  the  Edinburgh  and  Glasgow  Railway  to  Perth) ; 

The  Scottish  Midland  (in  continuation  of  the  Scottish  Central  from  Perth  to 
Forfar) ; 

The  Edinburgh  and  Glasgow — Stirling  Branch; 

The  Edinburgh  and  Northern  (from  Burntisland  on  the  Frith  of  Forth  opposite 
to  Edinburgh,  through  Fife  to  Perth) ; 

The  Dundee  and  Perth ;  and  the  Aberdeen  (from  Friockheim,  a  point  midway 
on  the  Arbroath  and  Forfar  Railway  to  Aberdeen) ;  are  schemes  proposed  for 
extending  Railway  communication  north  of  the  Forth  and  Clyde,  or  more 
correctly  speaking,  north  of  the  line  of  the  present  Edinburgh  and  Glasgow 
Railway. 

III.  The  Glasgow,  Barrhead,  and  Neilston,  and  Glasgow  and  Ayr — Barr- 
head and  Neilston  Branch,  are  competing  schemes  for  supplying  local  accom- 
modation to  a  manufacturing  district  in  the  vicinity  of  Glasgow. 

120.  A  IV.  And 


Digitized  by 


Google 


2         REPORT  OF  THE  BOARD  OF  TRADE  ON 

IV.  And  finally,  the  Glasgow  Junction,  and  Glasgow  Harbour  Union,  are 
schemes  for  extending  existing  Railways  in  the  town  of  Glasgow,  with  a  view  to 
effect  a  junction  with  other  Railways,  and  to  obtain  a  readier  access  to  the 
river  for  coals  and  minerals.  Both  these  schemes,  however,  appear  to  depend 
so  materially  on  considerations  of  private  interest,  which  we  are  precluded  from 
entertaining,  and  on  detailed  evidence  as  to  local  circumstances,  that  we  do  not 
feel,  ourselves  justified  in  reporting  any  decided  opinion  respecting  them. 

The  other  lines  referred  to  are  delineated  on  the  map  accompanying  this  Re- 
port, a  reference  to  which  will  afford  the  readiest  explanation  of  their  respective 
objects  and  direction. 

It  is  evident  that  a  consideration  of  these  lines  raises  the  whole  question  of 
deciding  on  the  best  permanent  system  of  Railway  communications  for  Scotland 
generally.  The  sanction  of  the  North  British  Railway  from  Edinburgh  to  Ber- 
wick, last  year,  together  with  the  completion  of  the  eastern  chain  of  English 
lines  up  to  Newcastle,  warrant  us  in  assuming  as  an  admitted  fact,  that  this 
eastern  line  of  communication  from  London  to  Edinburgh  will  be  completed, 
but  with  the  exception  of  this  fact,  the  whole  question  of  Railway  communication 
for  Scotland  may  be  considered  as  an  open  one. 

In  approaching  it,  we  will  endeavour  to  consider  first,  what  are  the  cardinal 
points  to  be  attended  to,  in  laying  out  a  system  of  Railway  communications  for 
Scotland. 

Edinburgh,  Glasgow,  and  Perth,  are  evidently  the  three  points  upon  which 
we  must  fix  our  attention,  as  determining  the  direction  of  the  leading  Railways. 
Edinburgh,  as  the  capital,  and  seat  of  the  courts  of  justice  and  university,  and 
Glasgow  as  the  commercial  and  manufacturing  capital  and  city  of  largest  popu- 
lation, are  the  great  centres  to  which  the  principal  streams  of  traffic  in  Scotland 
converge,  and  from  which  the  principal  connexion  with  England  is  maintained. 

Perth  again,  from  the  natural  configuration  of  the  country  with  the  Gram- 
pians, on  the  one  hand,  and  the  estuaries  of  the  Forth  and  Tay  on  the  other,  is 
evidently  the  point  of  convergence  for  the  traffic  of  the  northern  portion  of  the 
kingdom. 

In  Railway  communication  the  preservation  of  an  entire  and  unbroken  line 
is  a  point  of  vital  importance,  and  in  our  Report  on  the  Worcester  and  Wol- 
verhampton district,  to  which  we  here  beg  to  refer,  we  have  pointed  out 
numerous  practical  instances  of  the  very  great  expense,  delay,  and  inconvenience 
which  have  been  found  to  result  from  any  break  in  this  entireness  of  communi- 
cation, occasioned  by  the  meeting  of  different  gauges.  A  break  occasioned  by 
the  intervention  of  an  arm  of  the  sea  or  wide  navigable  river  is,  of  course, 
an  evil  of  a  still  more. formidable  character.  Considered  merely  with  reference 
to  time,  a  short  ferry  would,  generally  speaking,  involve  a  delay  equivalent  to 
several  additional  miles  of  travelling  on  an  unbroken  line  of  Railway,  a  dis- 
advantage which  would  be  still  further  increased  if,  as  seems  probable,  the 
rate  of  Railway  travelling  should,  by  the  continued  improvements  in  the  con- 
struction of  the  locomotive  engine,  become  considerably  accelerated. 

For  the  conveyance  of  goods,  coals,  cattle,  agricultural  produce,  &c.  (which 
constitutes  a  most  important  portion  of  the  benefits  likely  to  result  to  the  com- 
munity from  the  introduction  of  Railways),  the  loss  of  time  represents  but  a  very 
small  portion  of  the  inconveniences  arising  from  any  break  in  the  chaia  of 
communication. 

In  fact,  the  inconvenience  to  all  traffic  of  this  description  is  so  great  as  to 
justify  us  in  assuming,  as  the  most  indispensable  point  to  be  attended  to,  ia  can* 
sidering  the  extension  of  a  trunk  line  for  the  northern  portion  of  Scotland, 
that  such  line  shall  afford  an  entire  and  unbroken  communication. 

Now  with  this  view,  Perth  and  Stirling,  which  are  the  points  at  which 
the  navigation  of  the  estuaries  of  the  Forth  and  Tay  ceases,  evidently  determine 
the  direction  of  the  trunk  line  for  the  North  of  Scotland.  A  line  through  Fife 
may  give  local  accommodation  and  be  used  for  a  portion  of  the  traffic  from  Dundee, 
and  the  towns  on  the  east  coast  to  Edinburgh ;  but  it  can  never  be  put  in  com* 
petition  with  an  unbroken  inland  line  by  Stirling  and  Perth,  as  a  trunk  line 
for  the  connexion  of  the  North  of  Scotland  with  Edinburgh,  Glasgow,  and 
England. 

The  Scottish  Central  line  appears  to  comply  with  these  conditions,  and  to  be 
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unexceptionable  in  its  direction  as  the  first  link  of  a  great  trunk  line  for  the 
North.  The  gradients  of  this  line  are,  in  parts,  rather  severe,  but  not  more  so  than 
are  perfectly  practicable  and  have  been  frequently  sanctioned,  and  as  are  neces- 
sary from  the  nature  of  the  country,  in  order  to  avoid  any  great  expense.  The 
works  are  not  on  the  whole  very  heavy,  and  the  estimates  of  traffic,  which  have 
been  carefully  prepared,  appear  to  show  a  fair  probability  of  a  sufficient  return  on 
the  capital  required. 

We  conclude^  therefore,  as  the  first  step  in  our  inquiry  into  the  question  of 
Railway  communications  for  Scotland,  that  the  Scottish  Central  line  is  one 
which,  upon  public  grounds,  appears  to  deserve  the  sanction  of  the  Legislature. 

As  a  consequence  of  this  conclusion,  it  follows  that  we  must  express  an  un- 
favourable opinion  of  the  Edinburgh  and  Glasgow  Company's  Stirling  Branch. 
This  branch  competes,  and  is  manifestly  inconsistent  with  the  southern  portion 
of  the  Scottish  Central  line;  and  although  in  itself  it  might  have  been  an 
useful  and  proper  undertaking,  it  is  clear  that  if  our  views,  already  stated,  are 
correct,  it  must  give  way  to  one  of  much  larger  scope  and  national  importance. 

We  now  come  to  the  more  difficult  question  of  Railway  communications  south 
of  Edinburgh  and  Glasgow.  > 

We  have  already  described  generally  the  two  competing  systems  proposed ; 
which,  for  the  sake  of  brevity,  we  may  designate  as  the  "  Caledonian  "  and  the 
"  Dumfries  and  Hawick  "  systems. 

The  Caledonian  line  consists  of  a  main  trunk  line  of  73  miles  in  length  from 
Carlisle,  in  the  most  direct  practicable  route,  to  a  point  near  Lanark,  where  tw* 
branches  fork  off,  one  of  27  J  miles  in  length,  to  Edinburgh,  the  other  towards 
Glasgow.  The  connexion  with  Glasgow  is  effected  bv  two  routes,  and  partly 
by  means  of  railways  already  formed.  From  the  fork  or  point  of  junction 
with  the  Edinburgh  Branch,  the  Glasgow  Branch  diverges  north-westward  till 
it  joins  the  Wishaw  and  Coltness  Railway,  which  it  uses  for  four  miles  to 
MotherwelL  At  this  point  the  proposed  Clydesdale  Railway  branches  off  to 
Glasgow,  to  the  south  side  of  tne  Clyde,  giving  an  access  to  the  quays  on  the 
south  side  of  the  river,  and  forming  a  junction  with  the  Glasgow  and  Ayr,  and 
Glasgow  and  Greenock  Railways ;  while  the  Wishaw  and  Coltness  line,  in  con- 
nexion with  the  Glasgow  and  Garnkirk,  continues  the  communication  to  the 
north  side  of  Glasgow,  and  to  a  junction  with  the  Edinburgh  and  Glasgow 
Railway.  Agreements  have  been  entered  into  between  the  Caledonian  Com- 
pany and  the  company  of  proprietors  of  the  minor  connecting  lines  above- 
mentioned,  by  which  the  latter  bind  themselves  to  adapt  their  lines  to  the 
traffic  of  the  Caledonian  Company,  and  allow  the  use  of  them  on  moderate  fixed 
terms,  giving  a  priority  to  this  traffic  over  their  own  local  traffic. 

The  Caledonian  scheme  further  comprises  a  line  from  the  Glasgow  and  Garn- 
kirk line,  a  little  beyond  Motherwell,  to  join  the  Scottish  Central  line  at  it* 
southern  terminus,  at  Castle  Cary. 

The  whole  Caledonian  scheme,  therefore,  will  consist  of  the  following  parts : 
I.  New  Railway  to  be  made — 

Miles.  Chain*. 

Caledonian  trunk  line  from  Carlisle  to  point  of  divergence  at 

Carnwath -        -         -72     55 

Point  of  divergence  to  Edinburgh     ------       27     40 

Ditto  to  Wishaw  and  Coltness  Railway      -        -        -        -        -1210 

Castle  Cary  Branch -        -        -103 

Dumfries  Branch -     .    -        -        -13     44 

Minor  Junctions,  &c.       ---------        o     65 


Total  of  Caledonian     -     -    -     136     57 
Clydesdale  Junction    -    -     -      10     56 
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II.  Existing  Railway,  forming  part  of  the  system — . 

Wishaw   and  Coltness    line,    and    portion  of   Monkland   and  Mfc*  cm*. 

Kirkintilloch       -        -        -        -        -        -        -        -  -  11  o 

Garnkirk  and  Glasgow   -        -        -        -        -  .      -        .  .  s  20 

Polloc  and  Govan  (forming  part  of  Clydesdale  line)            •  -  2  62 

Total  of  Existing  Railway       -    -  -  22  2 

Total  of  Caledonian  System    -    -  -  169  35 


This  system  would  afford  a  very  complete  Railway  communication  from 
Glasgow,  Edinburgh,  and  the  North  of  Scotland,  to  all  parts  of  England,  with 
the  exception  of  the  eastern  portion,  the  communication  with  which  may  be 
assumed  to  be  already  supplied  by  the  East  Coast  line. 

The  competing  system  proposes  to  attain  the  same  general  objects  in  the  foU 
lowing  manner : — 

1.  By  the  proposed  Glasgow,  Dumfries,  and  Carlisle  line,  in  connexion  with 
the  existing  Glasgow  and  Ayr  line,  giving  a  western  line  of  communication  from 
Glasgow  to  England. 

2.  By  a  line  from  Edinburgh  to  Hawick,  which  the  promoters  offer  to  pledge 
themselves  to  continue  to  Carlisle,  giving  a  communication  from  Edinburgh  to 
the  West  of  England  and  the  manufacturing  districts. 

3.  By  the  Glasgow  Junction  Railway,  intended  to  connect  by  an  unbroken 
communication,  the  Edinburgh  and  Glasgow,  and  Railways  north  of  the  Clyde, 
with  the  Glasgow  and  Ayr,  and  Glasgow,  Dumfries,  and  Carlisle. 

This  system  would  consist  of  the  following  parts. 

I.  New  Railway  to  be  made — 

Miles.    Chains. 

Glasgow,  Dumfries  and  Carlisle,  from  Kilmarnock  to  Carlisle      -  01       16 
Line  from  Carlisle  by  Hawick,  to  junction  with  the  Edinburgh  and 

Dalkeith  Railway,  about -  •        *  86         p 

Glasgow  Junction  -        -        -        -        -        -        -        -130 

■    U»l   ■  I— ^»— 1   1 
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II.  Existing  Railways. forming  part  of  the  system — 

Miles* 

Portion  of  Glasgow  and  Ayr  Railway,  from  Kilmarnock  to  Glasgow  34 
Edinburgh  and  Glasgow  Railway  ---.-.  43 
Edinburgh  and  Dalkeith  •-•.^.-8 

It  is  quite  clear  that  the  traffic  from  Scotland  to  the  south  would  not  be 
sufficient  at  present  to  support  two  competing  systems ;  and  that  if  the  one  be 
sanctioned,  the  other,  or  so  much  of  the  other  as  directly  competes  with  it,  must 
be  rejected.  In  this  point  of  view,  the  Caledonian,  and  the  Glasgow,  Dumfries, 
and  Carlisle  lines,  are  absolutely  inconsistent  with  each  other ;  neither  could 
the  Caledonian,  and  a  trunk  line  from  Edinburgh  to  Carlisle  by  way  of  Hawick, 
stand  together,  although  a  line  for  the  mere  purposes  of  local  accommoda- 
tion between  Edinburgh  and  Hawick,  would  not  interfere  with  the  traffic  of 
the  Caledonian  line,  and  would  not  necessarily  be  inconsistent  with  it. 

The  Clydesdale  line,  although  a  material  part  of  the  Caledonian  system,  has 
a  local  traffic  of  its  own,  and  would  not  necessarily  be  included  in  the  rejection 
of  that  system.  So  also  the  Glasgow  Junction,  although  a  part  of  the  system 
opposed  to  the  Caledonian,  might,  if  a  sufficient  case  of  public  advantage  were 
otherwise  established  to  overrule  the  objections  of  a  private  and  local  nature  to 
which  we  have  alluded,  be  sanctioned,  notwithstanding  the  rejection  of  the 
system  of  which  it  formed  a  part. 

Having  thus  explained  the  two  competing  systems,  we  proceed  to  investigate 
thojr  comparative  merits. 

The  leading  public  objects  which  it  appears  to  us  to  be  important  to  keep  in 
view  are,— 

1.  The  traffic  of  Glasgow  (including  the  district  of  which  it  is  the  centre) 
with  Liverpool,  Manchester,  London,  and  the  rest  of  England. 
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2.  The  traffic  of  Scotland,  north  of  the  Forth  and  Clyde,  with  same  places. 

3.  The  traffic  of  Edinburgh  (and  its  district)  with  Liverpool,  Manchester, 
and  the  West  of  England  (the  traffic  with  London  and  the  East  of  England  being 
assumed  to  be  sufficiently  provided  for  by  the  East  Coast  line). 

4.  The  traffic  of  Edinburgh  and  the  East  of  Scotland  with  Dumfries  and  the 
South  West. 

6.  The  local  accommodation  of  the  southern  counties  of  Scotland  not  already 
provided  with  Railway  communication  by  the  Berwick  line. 

Assuming,  for  the  sake  of  comparison,  each  system  to  be  carried  out  com- 
pletely, the  advantages  would  appear  to  be  divided. 

For  the  first  of  the  above  objects,  viz.  the  connexion  of  Glasgow  with  England, 
the  Caledonian  system  is  preferable,  as  giving  a  shorter  line  by  23  miles. 

In  order  to  obtain  this  diminution  of  distance,  the  Caledonian  line,  however, 
has  to  pass  the  range  of  hills  which  runs  across  the  south  of  Scotland  at  a  higher 
level  than  the  Dumfries  line,  and  to  attain  the  requisite  elevation  by  gradients 
of  great  severity.  It  becomes  necessary,  therefore,  to  examine  the  nature  of 
these  gradients  more  in  detail  in  order  to  ascertain  how  far  the  advantage  of  the 
Caledonian,  as  a  trunk  line,  in  actual  distance,  may  be  neutralized  by  the  cha- 
racter of  its  inclinations. 

The  principal  ascent  on  the  Caledonian  line  is  on  the  south  side  of  the  range. 
From  Beattock  to  the  summit  of  the  Clyde  pass,  the  ascent  in  13  miles  77  chains 
is  760  feet,  or  at  an  average  inclination  of  1  in  97,  which  is  surmounted  by  the 
following  gradients : — 

Miles.     Chains. 

1  in  200  for  -        -        4  5 

1  „  100  „  1  70 

1  „     80  „  2  40 

1  „     75  „  -          -          6  42 

On  the  rest  of  the  line  the  gradients,  though  in  parts  rather  severe,  are  not  of 
an  extraordinary  character,  having  nothing  steeper  than  1  in  100. 

On  the  Dumfries  lhie,  the  steepest  gradient  is  1  in  100 ;  but  at  this  inclina- 
tion there  is  a  continued  plane  of  four  miles;  and  for  16  miles  together,  in 
rising  from  Kilmarnock  to  the  summit,  the  average  inclination  is  1  in  154. 
Upon  both  lines  the  curves  are  unexceptionable. 

The  question  of  gradients  enters  so  materially  into  a  comparison  of  these  lines, 
that  we  think  it  right  to  subjoin  the  following  passage  from  one  of  our  previous 
Reports,  in  which  our  views  upon  the  subject  are  fully  stated : 

"  Gradients. — As  the  question  of  gradients  and  curves  enters  as  an  important 
element  into  the  consideration  of  these  and  many  other  schemes,  it  may  be  well 
that  we  should  here  state  the  views  by  which  we  have  been  guided  in  forming 
a  judgment. 

"  Discarding  all  merely  theoretical  considerations,  we  have  approached  the 
subject  in  a  practical  point  of  view,  referring  to  the  actual  experience  of  existing 
Railways  as  the  sole  test  of  what  is  admissible  in  regard  to  future  ones. 

"  And  first  in  regard  to  gradients. 

"  The  improvements  that  have  taken  place  in  the  construction  of  the  locomotive 
^togine  have  greatly  enlarged  the  standard  of  its  capabilities.  Not  many  years 
ago,  anything  steeper  than  1  in  200  was  looked  upon  as  a  decidedly  objection- 
able feature  in  a  line,  and  enormous  expense  was  incurred  in  avoiding  gradients 
of  steeper  inclination. 

*  "  The  difference  of  expense  in  construction  between  a  line  with  first-class 
gradients,  as  it  was  called,  i  e.  none  steeper  than  1  in  200,  and  one  with  second- 
class  gradients  ranging  up  to  1  in  100,  was  frequently  not  less  than  10,000  J., 
20,000  I.,  or  even  30,000  7.  per  mile.  The  London  and  Birmingham,  Great 
Western,  and  Brighton  lines,  for  instance,  averaging  above  50,000  L  per  mile, 
while  the  Grand  Junction  and  London  and  South  Western  did  not  exceed  from 
20,000  /.  to  25,000 1.  Experience  has  fully  proved  that  no  saving  either  in  time 
or  economy  of  working,  has  been  attained  at  all  commensurate  to  this  enormous 
additional  outlay  of  capital.  Indeed,  in  many  cases,  cheaply-constructed  lines 
have  been  worked  at  an  equal  or  less  expenditure  for  locomotive  power,  and  at  ap 
high  an  average  velocity  as  lines  constructed  at  twice  the  expense* 

"  This  is  so  universally  admitted,  that  such  gradients  as  were  formerly  thought 
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objectionable  are  now  adopted  every  day  as  a  matter  of  course,  and  as  the  capabi- 
.  lities  of  the  locomotive  have  been  enlarged,  gradients  of  a  class  which  would 
have  been  considered  a  few  years  ago  altogether  impracticable,  have  come  into 
general  use. 

"  It  is  important  to  ascertain,  by  reference  to  actual  practice,  the  results  which 
have  been  already  arrived  at,  and  which  must  be  taken  as  starting  points  to 
guide  us  in  the  consideration  of  any  new  scheme. 

"The  Lickey  incline,  on  the  Birmingham  and  Gloucester  Railway,  is  a  con- 
clusive proof  that  a  gradient  of  1  in  37  J  for  a  length  of  2  miles  3  chains  maybe 
worked  by  the  aid  of  an  engine  constructed  for  the  purpose,  without  serioos 
inconvenience  to  an  extensive  traffic.  It  is  also  a  proof  that  such  an  incline 
may  be  descended  without  danger  by  the  force  of  gravity,  regulated  by  the 
action  of  breaks. 

"  The  Sutton  incline  of  1  in  88,  on  the  Liverpool  and  Manchester  Railway,  is 
surmounted  by  the  ordinary  trains  of  that  Railway,  whose  traffic  is  of  a  very 
heavy  description,  with  a  single  locomotive  engine. 

"  On  the  Newcastle  and  Carlisle  line,  an  incline  of  1  in  106  for  4  miles  con- 
secutively, is  surmounted  by  the  ordinary  trains  without  difficulty  or  delay. 

"  The  use  of  a  stationary  engine  for  ascending  the  incline  on  the  Manchester 
and  Leeds  Railway  from  the  Victoria  station,  which  is  1  in  59  for  1,000  yards, 
and  1  in  49  for  640  yards,  has  been  in  a  great  measure  discontinued,  the 
ordinary  engines  being  found  capable  of  taking  up  it  heavy  passenger  and 
goods  trains  of  not  less  than  80  tons  weight. 

"  On  the  Edinburgh  and  Glasgow  Railway,  stationary  power  has  likewise  been 
discontinued,  the  locomotive  engine  being  found  a  more  efficient  and  economical 
substitute  on  the  Glasgow  incline  of  1  in  42  for  1  J  miles ;  and  recently  the  loco- 
motive engine  has  been  equally  substituted  for  stationary  power.upon  the  inclined 
plane  of  the  London  and  Birmingham  Railway,  from  the  Enston-square  terminus 
to  Camden-town,  parts  of  which  are  at  1  in  66  and  1  in  75. 

"  Many  other  facts  of  a  similar  nature  might  be  quoted,  but  the  above  seem 
quite  sufficient  to  establish  the  general  proposition, — 


u 


1.  That  gradients  of  from  1  in  60  to  1  in  100,  are  perfectly  practicable  to  the 
ordinary  locomotive  engine,  with  moderate  loads. 

"  2.  That  gradients  up  to  1  in  37  J  or  higher,  may  be  surmounted  by  heavy 
trains,  with  the  aid  of  an  assistant  engine  of  peculiar  construction. 

••  The  application  of  these  facts  requires  much  discrimination*  Nothing  can  be- 
more  fallacious  than  a  mere  comparison  of  gradients  upon  two  lines,  without 
reference  to  their  peculiar  circumstances. 

"  In  the  first  place,  the  distribution  of  the  gradients  is  a  fact  often  of  much 
more  importance  than  their  absolute  inclination. 

"  A  line  of  an  undulating  character,  with  steep  but  short  gradients,  alternately 
rising  and  falling,  may  be  often  worked  at  as  much  advantage  as  one  where 
the  inclines,  although  less  steep,  are  of  greater  continuance.  On  the  other 
hand,  where  the  inclination  of  the  line  is  concentrated  upon  one  or  two  gradients 
of  such  length  and  severity  that  assistant  power  is  required  at  any  rate,  it  may 
be  comparatively  unimportant  whether  such  gradients  are  a  few  feet  in  the  mile 
more  or  less.  In  this  way  lines  which  have  gradients  of  1  in  70  or  1  in  80, 
distributed  over  them  in  short  lengths,  may  be  positively  better  lines,  i.  e.  more 
susceptible  of  cheap  and  expeditious  working,  than  others  which  have  nothing 
steeper  than  1  in  100  or  1  in  120. 

u  Another  important  consideration  with  reference  to  gradients  is  the  nature  of 
the  traffic.  It  may  be  conceded  that  although  gradients  of  1  in  60  or  1  in  100 
may  be  perfectly  surmountable  by  the  locomotive  engine,  they  involve  a  cer- 
tain loss  of  power  as  compared  to  l\nes  of  less  inclination. 

"  Where  the  traffic  is  of  such  a  heavy  nature,  that  the  full,  or  nearly  the  full 
power  of  the  locomotive  engine  is  rendered  available  with  the  ordinary  trains, 
any  increase  in  the  inclination  must  require  extra  power  and  extra  expense ;  and 
therefore,  up  to  a  certain  point,  increased  original  outlay  in  improving  gradients 
may  become  productive  of  eventual  economy ;  also,  where  high  speed  and  great 
punctuality  are  very  important,  as  upon  a  long  line,  forming  a  link  in  a  very 
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extended  communication,  good  gradients,  if  attainable  at  any  moderate  outlay, 
may  be  very  desirable.  But  in  the  ordinary  circumstances  of  a  line  dependent 
not  so  much  on  a  heavy  through-traffic,  which  can  be  concentrated  upon  a  few 
trains  a  day,  as  upon  a  local  traffic,  requiring  frequent  and  light  trains  stopping 
at  numerous  stations,  it  appears  perfectly  well  establibiied  that,  in  a  commercial 
point  of  view,  it  is  unwise  to  enlarge,  beyond  a  certain  point,  the  original  outlay 
for  the  sake  of  arriving  at  perfection  in  gradients.  Such  a  small  proportion 
dnly  of  the  total  cost  of  working  is  dependent,  under  such  circumstances,  upon 
gradients,  that  the  interest  upon  any  considerable  additional  outlay  is  far  more 
than  equivalent  to  any  possible  saving  in  working  expenses.  The  interest 
upon  the  extra  cost  of  construction,  occasioned  by  a  slight  improvement  in 
gradients,  would  often  be  sufficient  to  defray  not  merely  the  additional,  but  the 
total  cost  of  locomotive  power  upon  the  line  of  inferior  gradients. 

tc  Experience  seems  also  to  establish  that  under  these  circumstances,  t.  e.  of  a 
large  local  traffic,  with  frequent  trains,  light  loads,  and  numerous  stoppages,  the 
traffic  may  be  conducted  not  only  with  far  greater  economy  to  the  Company, 
but  also  without  loss  of  speed  or  other  inconvenience  to  the  rublic.  A  remark- 
able instance  of  this  is  afforded  by  the  working  of  the  traffic  between  Oldham  and 
Manchester,  which  has  to  pass  over  inclines  of  1  in  59,  1  in  48,  and  1  in  27  for 
two  miles,  the  whole  distance  being  seven  miles,  and  the  gradient  for  the 
remaining  five  miles  1  in  150i  Ten  trains  are  run  each  way  carrying,  on 
the  average,  1,200  passengers  and  300  tons  of  goods  per  day,  at  an  average 
speed  of  22  miles  per  hour.  The  working  of  the  North  Union,  Newcastle  and 
Carlisle,  and  other  lines,  also  affords  a  proof,  that  with  light  trains  the  effect  of 
steep  gradients  on  speed  is  very  limited.  The  experience  of  the  cases  above 
quoted  appears  also  sufficient  to  show  that  gradients  ranging  from  1  in  100  up  to 
1  in  60,  or  even  a  higher  inclination,  may  be  worked  under  ordinary  circum- 
stances with  perfect  safety." 

To  apply  these  views  to  the  case  before  us :  it  is  evident  that  the  long  ascent 
on  the  Caledonian  line,  of  14  miles  at  an  average  inclination  of  1  in  97,  cannot 
be  considered  as  impracticable.  It  would,  however,  require  in  most  cases  the 
aid  of  an  assistant  engine,  in  order  to  ensure  the  passing  of  trains  with  tolerable 
speed  and  punctuality.  This  would  involve  some  expense  as  compared  with 
a  line  capable  of  being  worked  without  such  assistant  power,  and  also  some  loss 
of  time,  since  the  ascent,  even  with  the  aid  of  an  assistant  engine,  could  not  be 
expected  to  be  surmounted  at  the  average  speed  upon  a  moderate  gradient, 
nor  could  the  whole  time  lost  in  the  ascent  be  regained  in  descending  on  the 
other  side. 

The  comparison,  however,  does  not  lie  between  this  portion  of  the  Caledonian 
Railway  and  a  line  nearly  level,  for  the  Dumfries  line  has,  as  we  have  seen, . 
an  ascent  of  16  miles  at  an  average  inclination  of  1  in  154,  of  which  one  plane 
of  four  miles  is  at  1  in  100. 

It  is  probable  that  the  use  of  assistant  power  would  be  required  to  enable  trains 
to  surmount  it  with  tolerable  speed  and  punctuality,  and  would  equally  involve 
some  expense  and  loss  of  time  as  compared  with  a  level  line. 

On  the  whole,  therefore,  after  a  careful  comparison  of  the  gradients  of  the  two 
lines,  we  do  not  think  that,  supposing  passenger  trains  of  the  ordinary  weight 
drawn  by  powerful  engines  of  the  most  improved  construction,  and  assisted  in 
each  case  up  the  long  ascents  by  assistant  engines,  to  run  over  them  from  end 
to  end,  the  difference  in  the  time  of  performing  the  journey  would  be  so  much 
affected  by  the  gradients  as  to  neutralize  much  of  the  advantage  of  the  Cale- 
donian line  in  respect  of  actual  distance.  Neither  do  we  think  that  the  dif- 
ference in  working  expense  would  be  so  great  as  to  induce  the  shorter  line  to 
charge  the  public  a  higher  rate  of  mileage  than  would  be  charged  upon  the 
other  line  under  ordinary  circumstances.  This  being  the  case,  we  have  to 
repeat  our  opinion,  that  for  the  first  of  the  objects  above  enumerated,  viz.  of 
supplying  a  trunk  line  of  communication  for  Glasgow  southwards,  the  Caledo- 
nian line  is  decidedly  preferable. 

For  the  second  object,  viz.,  the  traffic  of  the  North  of  Scotland  with  England, 
the  Caledonian  is  still  more  decidedly  superior.  By  its  junction  with  the  Scot- 
tish central  line  at  Castle  Cary  it  reduces  the  distance  for  all  traffic  from  that 
point  to  Carlisle  to  105  £  miles,  while,  from  the  same  point,  the  distance,  by  way 
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of  Glasgow  and  Dumfries,  would  be  144  miles.  This  assumes,  moreover,  the 
Railway  communication  to  be  completed  by  the  construction  of  the  Glasgow 
junction  line,  which  is  strongly  opposed  on  grounds  of  local  and  private  interest. 
In  the  event  of  this  line  being  rejected,  the  "  Dumfries  line  would  fail  in  pro- 
viding an  unbroken  Railway  communication  for  the  North  of  Scotland,  since  the 
Clyde  would  intervene  between  the  proposed  Railways." 

For  the  third  and  fourth  objects,  viz.,  of  affording  a  communication  between 
Edinburgh  and  the  West  of  England  and  South  West  of  Scotland,  the  Cale- 
donian is  also  superior.  The  distance  by  it  from  Edinburgh  to  Carlisle  is  100 
miles,  while,  by  the  proposed  Hawick  line  it  would  be  about  97 ;  but  the  latter 
is  a  much  worse  line  in  respect  of  curves  and  gradients,  and  is  only  proposed  at 

E  resent  as  a  single  line,  in  fact,  the  proposed  line  between  Edinburgh  and 
[awick,  for  which  alone  plans  and  sections  are  deposited,  is  not  of  a  character 
which  could  be  readily  sanctioned  as  an  important  passenger  line,  when  one  of  a 
better  description  is  to  be  got. 

As  between  Edinburgh  and  Dumfries,  the  Caledonian  scheme  affords  a  line 
of  84  miles,  while  the  rival  system  would  only  afford  a  circuitous  line  by  way  of 
Glasgow  of  141  miles  in  length,  and  depending  for  an  unbroken  communication 
on  the  construction  of  the  Glasgow  junction  line,  or  a  line  very  circuitous  by 
Carlisle. 

On  the  other  hand,  for  the  fifth  object,  viz.,  of  local  accommodation  to  the 
Southern  Counties  of  Scotland,  the  "  Dumfries  and  Hawick"  scheme  appeals 
preferable  to  the  Caledonian. 

By  the  Dumfries  line  the  county  of  Ayr  is  accommodated,  which  is  entirely 
left  out  by  the  Caledonian  scheme ;  Paisley  and  the  county  of  Renfrew  are 
about  equally  situated,  in  respect  of  distance,  to  England,  by  the  two  schemes; 
but  being  placed  in  the  through-line  of  communication  by  the  Dumfries  line,  are, 
probably,  on  the  whole,  better  accommodated  by  it.  Dumfriesshire,  although 
much  worse  accommodated  in  respect  of  connexion  with  Edinburgh,  is  more 
directly  traversed  by  the  Dumfries  line,  and  gains  in  distance  to  England  and 
Glasgow.  It  is,  therefore,  also,  on  the  whole,  probably  interested  in  the  success 
of  that  line,  as  also,  to  a  slight  extent,  the  adjoining  counties  of  Kirkcudbright 
and  Wigton. 

The  counties  of  Roxburgh  and  Selkirk,  including  the  manufacturing  district 
of  Hawick  and  Galashiels,  are  decidedly  interested  in  the  success  of  the  Ha- 
wick line,  which  alone  proposes  to  afford  them  any  accommodation. 

On  the  other  hand,  the  Caledonian  line,  for  about  33  miles  of  its  course  from 
the  fork,  near  Lanark,  to  Beattock,  traverses  a  district  singularly  sterile  and  des- 
titute of  population  ;  and  although  the  northern  portion  of  the  line  will  be  of  con- 
siderable local  benefit  to  the  important  county  of  Lanark,  and  by  opening  up  a 
rich  coal  field  in  the  vicinity  of  Wilsontown,  will  be  of  great  use  in  affording  a 
supply  of  that  article,  and  more  especially  of  a  particular  description  of  it  used 
in  the  making  of  gas ;  yet,  considered  as  mere  local  lines  for  the  accommo- 
dation of  the  Southern  counties,  it  appears  to  us  that  the  Caledonian  would 
be  productive  of  less  benefit  than  the  two  lines  of  the  Dumfries  and  Hawick 
scheme. 

We  are,  therefore,  brought  to  consider  whether  the  larger  interests  and 
greater  amount  of  population  are  benefited  by  the  superior  advantages  of  the 
Caledonian,  or  by  those  of  the  Dumfries  and  Hawick  system.  Trying  it  by 
this  test,  we  find  that — 

Population. 
Ayr    -         -  -         -         -  -     164,350 

Roxburgh  ------       46,025 

Selkirk        •        -        •  -        -        7,990 


218,371 


have  a  strong  interest  in  the  adoption  of  the  Dumfries  and  Hawick  in  prefer- 
ence  to  the  Caledonian  scheme. 

Also, 
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Also, —  Population. 

Renfrew 155,072 

Dumfries 72,832 

Kirkcudbright      -        -        -        -         -      41,119 
Wigton 39,195 

308,216 


On  the  other  hand —  Population. 

Lanark  ....      426,972 

and  all  Scotland  north  of  the  Forth  and  Clyde  (except,  perhaps,  Fife),  containing 
a  population  of  1,200,000,  have  a  decided  interest  in  the  adoption  of  Jhe  Cale- 
donian line. 

Also  Edinburgh  and  the  adjacent  district,  population  about  250,000,  have  a 
decided,  although  not  as  strong  an  interest  the  same  way  (being  already 
supplied  by  the  East  Coast  line). 

We  can  have  no  hesitation,  therefore,  in  arriving  at  the  conclusion  that,  on 
the  whole,  a  decided  preponderance  of  advantage  to  Scotland  is  afforded  by  the 
Caledonian  scheme  in  connexion  with  the  Scottish  Central,  as  giving  better 
trunk  communication  for  all  the  most  important  streams  of  traffic ;  and  we  have 
consequently  to  report  our  opinion  that  it  deserves,  on  public  grounds,  a  prefer- 
ence over  the  competing  scheme. 

We  are  fortified  in  this  opinion  by  the  consideration  that  the  minor  local 
benefits  of  the  competing  scheme  will  probably  be  attained  by  the  gradual 
extension  of  branches  in  connexion  with  other  lines,  although  they  may  be  now 
postponed  in  order  to  secure  the  best  trunk  line  for  the  country  at  large ; 
whereas  if  an  inferior  trunk  line  be  sanctioned  for  the  sake  of  minor  local 
advantages,  it  may  not  be  so  easy  to  obtain  an  improved  one  afterwards. 

Having  arrived  at  the  conclusion  that  the  Caledonian  scheme  is  preferable, 
on  public  grounds,  we  have  now  to  inquire  how  far  this  conclusion  may  be 
affected  by  considerations  of  expense,  and  whether  the  scheme  is  likely  to  sus- 
tain itself  as  a  solvent  commercial  undertaking. 

As  compared  with  the  rival  scheme,  we  have  seen  that  the  Caledonian  involves 
the  construction  of  about  137  miles  of  new  Railway  as  against  178. 

An  examination  of  the  different  plans  and  sections  will  show  that  the  Cale- 
donian line  is,  on  the  whole,  of  a  less  difficult  and  expensive  character  than  the 
Dumfries  line  ;  while  the  Hawick  line  would  be  still  more  expensive  to  construct 
as  a  good  double  line  for  an  important  passenger  traffic.  1  he  Glasgow  Junc- 
tion, which  is  required  to  complete  this  system,  would  also  be  a  very  expensive 
work,  being  carried  partly  by  a  tunnel  below  the  town  of  Glasgow,  and  partly 
by  arches  across  the  streets  and  the  Clyde. 

On  the  whole,  therefore,  the  cost  of  construction  of  the  Dumfries  and  Hawick 
system  could  not  fail  to  be  much  higher  than  of  the  Caledonian ;  and  it 
would  require,  including  existing  lines,  about  240  miles  of  Railway  to  be 
"Worked  as  against  170  by  the  Caledonian  system,  in  order  to  accommodate  the 
same  principal  streams  of  traffic. 

Admitting,  as  we  have  done,  that  the  Dumfries  and  Hawick  scheme  would  afford 
greater  local  accommodation  to  the  Southern  Counties,  and  therefore  command 
greater  local  traffic,  we  are  not  of  opinion  that  this  additional  local  traffic  could  be 
at  all  sufficient  to  compensate  for  the  additional  cost  of  construction  and  working  ; 
and  therefore  we  think  that  if  any  scheme  for  connecting  Scotland  with  England,, 
in  addition  to  the  line  by  the  East  Coast,  can  support  itself,  the  Caledonian  is 
most  likely  to  do  so.  Upon  this  point,  we  are  aware  that  the  Commissioners 
who  reported  in  1841  on  the  best  mode  of  effecting  Railway  communications 
between  England  and  Scotland,  while  giving  a  decided  preference  to  the 
Caledonian  route  for  national  purposes,  expressed  a  somewhat  unfavourable 
opinion ;  and  we  think  it  very  probable  that  under  the  circumstances,  and 
upon  the  evidence  then  before  them,  that  opinion  was  a  sound  and  judicious 
one.  Considerable  changes  have,  however,  taken  place  since  that  period.  A 
much  greater  degree  of  economy  has  been  introduced  in  the  construction  of 
Railways  than  the  Commissioners  would  have  been  warranted  in  assuming ; 
the  cost  of  working  also  has  been  considerably  reduced ;  and,  owing  to  the? 
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improvement  of  the  locomotive  engine,  steep  gradients  have  ceased  to  be  regarded 
as  such  a  formidable  source  of  expense.  The  continuation  of  the  Western  line 
from  Lancaster  to  Carlisle,  and  the  support  given  by  the  Western  Companies 
to  the  Caledonian  line,  also  place  that  line  on  a  much  more  secure  footing 
than  it  held  when  considered  by  the  Commissioners. 

The  Traffic  Tables,  which  have  been  prepared  with  much  care,  show  an  ample 
return  on  the  estimated  capital ;  and  although  these  estimates  must  always  be,  to 
a  considerable  extent,  uncertain,  especially  where,  as  in  the  present  case,  they 
depend  a  good  deal  on  speculative  sources  of  income,  such  as  the  diversion  of 
passengers  and  merchandize  from  steam-boats  and  other  existing  modes  of  water 
communication ;  yet  still,  on  the  whole,  having  regard  to  the  above  circum- 
stances, we  see  no  sufficient  reason  why  the  Caledonian  line,  if  constructed  with 
due  regard  to  economy,  may  not  be  able  to  support  itself  as  a  fair  commercial 
undertaking  ;  and  certainly  no  such  decided  reasons  to  the  contrary,  as  should 
induce  us  to  recommend  that  the  sanction  of  the  Legislature  should  be  withheld 
from  a  line  of  so  much  national  importance* 

We  directed  our  attention  very  particularly  to  the  Edinburgh  Branch  of  the 
Caledonian  scheme,  with  a  view  to  ascertain  whether  it  promised  a  sufficient 
return  to  be  a  support  rather  than  a  burden  to  the  main  undertaking ;  and  also 
whether  the  construction  of  an  unnecessary  line  might  not  be  saved  if  this  Branch 
were  made  to  join  the  existing  Edinburgh  and  Glasgow  line  instead  of  entering 
Edinburgh  independently.  It  appeared  to  us,  however,  that  owing  to  the  differ- 
ence of  levels,  this  latter  object  could  not  be  attained  without  great  difficulty, 
while  the  advantages  of  the  separate  entrance  into  Edinburgh,  and  separate 
terminus  there  proposed  by  the  Caledonian  scheme,  were  represented  to  be  con- 
siderable ;  and  as  regards  the  Branch  generally,  we  were  satisfied  that  it  was 
likely  to  bring  a  large  accession  of  traffic,  and  to  afford  much  public  advantage, 
more  especially  from  the  supply  of  coals  which  it  would  furnish  to  all  the  towns 
and  districts  adjacent  to  the  main  line. 

On  the  whole,  therefore,  we  have  arrived  at  the  conclusion  that  the  Caledonian 
scheme  in  its  integrity  appears  to  us,  on  public  grounds,  to  be  deserving  of 
preference. 

This,  as  we  have  already  stated,  appears  to  us  to  involve  the  rejection  of  the 
Glasgow,  Dumfries,  and  Carlisle  line,  and  also  of  any  scheme  from  Edinburgh 
to  Carlisle,  proposed  as  a  competing  scheme  to  the  Caledonian.  The  Edinburgh 
and  Hawick  line,  however,  considered  simply  as  a  local  line  for  the  accommo- 
dation of  the  district,  does  not  fall  within  this  description.  It  will  unquestion- 
ably afford  considerable  local  advantage  to  the  district  traversed,  including 
the  towns  of  Hawick  and  Galashiels,  which  are  the  seats  of  a  thriving  woollen 
manufacture.  The  benefit  conferred  on  all  this  district  will  be  great,  by  lower- 
ing the  price  of  coals,  which  are  now  carted  at  a  heavy  expense  from  the  vicinity 
of  Dalkeith,  and  by  affording  a  communication  with  Edinburgh.  If  constructed 
cheaply,  the  traffic  may  be  sufficient  to  afford  a  moderate  remuneration  to  the 
North  British  Company,  by  whom  it  is  undertaken,  and  of  whose  Dalkeith  line 
it  will  be  a  feeder ;  and  although  this  is  a  point  which  we  should  have  wished  to 
investigate  more  fully  if  we  could  have  commanded  the  requisite  '  time  and  evi. 
dence,  and  to  which  we  beg  to  direct  the  attention  of  the  Committee  on  the  Bill, 
we  do  not,  as  at  present  advised,  see  any  sufficient  reasons  to  the  contrary  to 
induce  us  to  report  an  opinion  adverse  to  the  measure  upon  public  grounds. 

There  are  some  facts  connected  with  the  experience  of  existing  Railways  in 
Scotland,  which  would  make  us  hesitate  in  concluding  that  Railways,  if  con- 
structed with  economy,  may  not  be  supported  even  in  localities  where  the 
existing  traffic  appears  insufficient  for  that  purpose. 

Between  Arbroath  and  Forfar  there  was  no  public  conveyance  previous  to  the 
formation  of  Ihe  Railway ;  the  population  of  these  towns  is  only  8,707  and 
9,620  respectively ;  there  are  only  a  few  small  intermediate  villages,  and  the 
traffic  in  the  direction  of  the  line  was  quite  inconsiderable.  Now  there  are 
90,000  passengers,  in  the  course  of  the  year,  conveyed  by  the  Railway,;  and  its* 
receipts  average  from  150  L  to  200/.  per  week.  The  Dundee  and  Arbroath 
Railway,  likewise,  has  created  a  considerable  traffic;  and  although  only.  17 
xniles  in  length,  and,  therefore,  too  short  to  be  worked  with  advantage  as  an 
independent  line,  is  in  a  prosperous  condition,  paying  a  dividend  of  firom  five 
fa  six  per  cent.  . ,   . .       • 
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These  circumstances  induce  us  to  hesitate  in  recommending  the  rejection  of 
lines  proposed  to  open  out  new  districts  in  Scotland,  where  the  local  advantage 
will  be  considerable,  and  where  substantial  parties  are  ready  to  undertake  them  ; 
although  we  may  feel  doubts,  looking  at  the  existing  amount  of  traffic,  as  to  ite 
sufficiency  to  yield  a  fair  return  on  the  required  capital. 

In  such  cases  we  think  it  better  to  direct  the  attention  of  the  Committee  on 
the  Bill  for  authorizing  the  Undertaking,  specially  to  the  point  of  estimates  and 
traffic. 

Subject  to  this  reservation,  we  have  to  report  our  opinion,  that  there  are  no 
public  grounds  why  the  Edinburgh  and  Hawick  line  should  not  receive  the 
sanction  of  the  Legislature. 

The  Cumnock  Branch  of  the  Glasgow  and  Ayr  Company,  which  runs  in  the 
same  direction  as  the  Glasgow,  Dumfries,  and  Carlisle  line  for  18  miles  from 
Kilmarnock,  does  not  appear  either  to  be  necessarily  involved  in  the  fate  of  that 
undertaking.  It  will  open  up  a  rich  mineral  field,  and  afford  local  accommoda- 
tion to  a  considerable  district  in  Ayrshire ;  and  as  the  Glasgow  and  Ayr  Company 
are  desirous  of  undertaking  it  as  a  feeder  to  their  existing  line,  we  are  aware  of 
no  public  reasons  why  it  should  not  be  sanctioned. 

we  now  come  to  the  remaining  schemes  north  of  the  Forth  and  Clyde;  viz., 
the  Aberdeen,  the  Scottish  Midland,  the  Dundee  and  Perth,  and  the  Edinburgh 
and  Northern. 

We  have  already  stated  our  opinion,  that  the  Scottish  Central  line  to  Perth 
must  be  assumed  as  the  basis  of  a  system  of  Railway  communication  for  the 
northern  portion  of  Scotland. 

It  is  equally  clear  that  the  Aberdeen  line  is  a  proper  and  necessary  part  of 
such  a  system.  Aberdeen  is  a  town  of  64,000  inhabitants,  the  seat  of  con- 
siderable trade  and  manufactures,  and  the  centre  of  an  important  district. 

The  population  along  the  line,  including — 

Population. 
Stonehaven  -         -        -         -        -         -       3,012 

Brechin         -         -         -         -         -  7,560 

Montrose 15,096 

Forfar 9,620 

Arbroath       - 8,707 

in  connexion  with  Dundee,  Perth,  Edinburgh,  Glasgow,  and  England  to  the 
south,  also  appears  sufficient  to  justify  and  support  an  extension  of  Railway  com- 
munication in  this  direction,  where  it  is  ascertained  that  a  line  of  cheap  con- 
struction and  with  favourable  gradients  can  be  found  ;  nor  does  there  appear  to 
be  any  reason  why  such  a  line  might  not  afford,  as  well  as  the  Dundee  and 
Arbroath,  and  Arbroath  and  Forfar  lines,  a  moderate  return  on  the  capital 
invested.     At  the  same  time,  it  is  obviously  desirable  to  avoid  unnecessary 
expense ;  and  with  this  view,  the  termination  of  the  Aberdeen  line  at  Friockheim, 
which,  by  rendering  the  Arbroath  and  Forfar  Railway  available,  saves  the  con- 
struction of  5  J  miles  of  main  Railway,  and  four  miles  of  branches,  appears 
justifiable,  although  a  slight  shortening  of  distance  in  the  main  line  to  the 
south  might  be  attained  by  taking  the  line,  as  has  been  suggested,  straight 
to  Forfar.     By  this  latter  combination,  however,  not  only  would  increased  ex- 
pense be  incurred,  but  the  distance  of  the  town  of  Montrose  from  the  main  line 
would  be  increased,  and  all  the  traffic  of  that  town,  and  of  places  to  the  north  of 
it,  with  Arbroath,  and  with  the  large  and  important  town  of  Dundee,  would  be 
diverted  over  a  considerable  additional  length  of  Railway.     The  Aberdeen  line, 
therefore,  appears  to  us  to  be  weL  laid  out,  with  a  view  to  the  objects  which  it 
has  to  attain.     The  importance  of  this  line  is  increased,  by  the  consideration  that 
a  cheap  and  easy  line,  traversing  a  district  of  considerable  population  and  local 
traffic,  is  stated  to  have  been  surveyed  from  Aberdeen  to  Inverness*     Should 
this  be.  the  case,  it  seems  not  improbable  that  Railway  communication  to  the 
more  northern  counties  may  be  extended  in  this  direction. 

On  the  whole,  therefore,  we  have  to  report  our  opinion,  that  we  are  not  aware 
of  any  public  grounds  why  the  Aberdeen  line  should  not  be  sanctioned. 

Assuming  the  sanction  of  this  as  the  Northern,  and  of  the  Scottish  Central 
and  Caledonian  as  the  Southern  links  of  a  great  trunk  line  of  communication  for 
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Scotland,  the  question  of  supplying  the  intermediate  link  rests  between  the 
Scottish  Midland,  and  the  Dundee  and  Perth,  in  connexion  with  the  existing 
Dundee  and  Arbroath,  and  Arbroath  and  Forfar  lines.  By  the  former  the  con- 
nexion between  Perth  and  the  Aberdeen  Railway  is  effected  in  38  miles,  by 
the  latter  in  44 ;  7i  miles  of  the  Arbroath  and  Forfar  line  being  common  to 
each  combination. 

Had  the  question  simply  been,  whether  under  existing  circumstances,  and 
with  the  existing  prospects  of  traffic  upon  the  Northern  lines,  it  was  better  to 
take  a  circuit  of  6  miles,  for  the  purpose  of  placing  the  towns  of  Arbroath  and 
Dundee  in  the  main  line,  and  rendering  the  existing  Dundee  and  Arbroath 
line  available,  or  to  shorten  the  trunk  line  by  this  distance,  by  going  through 
Strathmore  to  Perth,  we  should  have  been  inclined  to  prefer  the  former  alter- 
native. But  it  appears  that  the  advantage  of  an  unbroken  locomotive  communi- 
cation cannot  be  afforded  by  the  Dundee  route,  which  is  interrupted  by  two 
gaps,  first  in  the  town  of  Dundee,  and  secondly  in  Arbroath. 

The  termini  of  the  Dundee  and  Perth,  and  Dundee  and  Arbroath  Railways  are 
more  than  half  a  mile  apart;  and  the  only  connexion  proposed  to  be  made  is, 
by  laying  down  rails  along  some  of  the  principal  quays  and  streets  of  Dundee, 
aver  which  a  limited  number  of  carriages  and  waggons  may  be  hauled  by  horse 
power.  Even  this  arrangement  will  be  subject  to  the  control  of  the  Harbour 
Commissioners,  who  have  a  power  secured  to  them  by  the  Act  of  the  Dundee  and 
Arbroath  Railway  Company,  of  buying  up  about  three  quarters  of  a  mile  of  this 
Railway,  including  its  terminus,  in  order  to  meet  the  contingency  of  the  space 
being  required  for  the  accommodation  of  the  increasing  trade  of  the  port,  or  for 
additional  dock  room. 

In  the  town  of  Arbroath  a  similar  interruption  exists,  and  the  traffic  passing 
from  the  one  Railway  to  the  other  is  drawn  by  horses  over  rails  laid  down  in  the 
streets. 

The  interruption  at  Arbroath  might  probably  be  avoided  by  effecting  a  junc- 
tion of  the  two  lines  outside  the  town,  at  a  moderate  expense ;  but  at  Dundee, 
owing  to  the  peculiar  situation  of  the  town,  which  is  confined  between  a 
steep  hill  and  the  river,  there  seerite  no  possibility  of  effecting  a  proper  junction, 
unless  at  an  expense  so  heavy  as  to  render  it  very  unlikely  that  it  will  be 
undertaken. 

The  existence  of  this  interruption  seems  to  us  conclusive  against  the  alterna- 
tive of  selecting  the  Dundee  route  as  the  sole  line  of  through  communication 
from  the  North  of  Scotland  to  the  South ;  when  by  the  Scottish  Midland  or 
Strathmore  line  we  are  offered  a  communication  5  J  miles  shorter  in  actual 
distance,  without  interruption,  and  with  excellent  gradients.  The  difference  in 
point  of  time  between  this  and  the  Dundee  route,  for  the  transmission  of  mails 
and  quick  trains,  must  necessarily  be  considerable;  and  this  great  line  of  com- 
munication could  not  properly  be  made  to  depend  on  the  exercise,  on  the  part  of 
the  Harbour  Commissioners  of  Dundee,  of  a  discretion  guided  by  circumstances 
referable  to  the  trade  of  that  port. 

The  Scottish  Midland  line  appears  thus  to  be  necessary  as  an  integral  por- 
tion of  the  Northern  line  of  communication,  and  it  moreover  will  afford  great 
accommodation  to  a  district  of  considerable  resources,  and  capable  of  much 
improvement ;  while, .  being  of  remarkably  easy  construction,  and  likely  to  be 
worked  economically  in  connexion  with  other  lines,  it  appears  to  hold  out  a 
fair  prospect  of  remuneration.  This,  however,  is  a  point  upon  which,  as  in 
the  cases  before  referred  to,  we  must  content  ourselyes  with  directing  the 
particular  attention  of  the  Committee  on  the  Bill  to  the  estimates  laid  before  them. 

The  construction  of  the  Scottish  Midland  would  tender  the  Dundee  and 
Perth  line  unnecessary  as  part  of  the  through  line  from  the  North  to  Perth. 
But  looking  at  the  importance  of  the  town  of  Dundee,  which,  as  the  seat  of 
extensive  linen  manufactures,  is  much  connected  with  Glasgow,  Liverpool,  and 
other  commercial  and  manufacturing  towns  in  England,  it  appears  to  us  very 
desirable  that  it  should  enjoy  a  connexion  with  the  general  Railway  system  of 
the  kingdom  ;  and  as  this  connexion  can  be  effected  by  a  line  of  201  miles,  the 
.estimated  ^ost  of  which  is  only  200,000/-,  and k  which  will  moreover  be  the 
means  of  introducing  coals  at  a  cheaper  rate  into  Dundee,  and  of  accommo- 
dating a  considerable  local  traffic  between  that  town  and  Perth,  we  cannot  hesi- 
tate 
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tate  to  report  our  opinion  that,  notwithstanding  the  sanction  of  the  Scottish 
Midland  as  the  preferable  line  for  through  communication  to  the  North,  the 
construction  of  the  Dundee  and  Perth  line  appears  to  us,  upon  public  grounds^ 
*o  be  justifiable. 

In  considering  this  line,  we  have  assumed  that  it  is  to  follow  the  alter- 
native line  on  the  north  bank  of  the  Tay,  and  not,  as  originally  proposed,  to 
cross  that  river  by  a  bridge  ;  such  bridge  having  been  objected  to  by  the  Lords 
Commissioners  of  the  Admiralty,  after  investigation  by  an  engineer' appointed 
by  them  for  the  purpose,  as  calculated  to  interfere  injuriously  with  the  na- 
vigation. 

For  the  same  reason,  in  considering  the  Edinburgh  and  Northern  line,  we 
equally  assume  that  it  is  to  run  to  Perth,  without  effecting  a  junction  lower 
down,  by  means  of  this  proposed  bridge,  with  the  Dundee  and  Perth  line. 

We  have  already  stated  our  opinion  that  for  the  purposes  of  a  through  line  of 
communication,  this  line,  owing  to  the  interruption  of  the  Ferry,  cannot  be 
placed  in  competition  with  the  Scottish  Central.  Considered,  however,  simply 
as  a  local  line,  it  is  calculated  to  afford  great  accommodation  to  the  county  of 
Fife,  and  also  by  opening  up  the  coal  fields  of  that  county  to  the  adjoining 
counties,  and  to  the  towns  of  Perth  and  Dundee.  The  advantage  to  the  latter 
town  will  be  somewhat  diminished  by  the  increased  distance  rendered  necessary 
by  the  circuit  by  Perth,  in  order  to  avoid  interference  with  the  navigation  of 
the  Tay.  Still  the  advantage,  from  the  introduction  of  coals  at  a  cheaper  rate, 
will  be  considerable  ;  and  having  reference  more  particularly  to  this,  we  do  not 
feel  ourselves  justified  in  reporting  unfavourably  of  the  undertaking,  unless  fully 
convinced  that  it  holds  out  no  reasonable  probability  of  being  a  solvent  com- 
mercial undertaking.  This  we  do  not  feel  to  be  the  case,  if  the  Railway  be 
constructed,  as  is  proposed,  with  a  single  line  of  rails,  and  as  cheaply  as  possible ; 
although  we  beg  to  direct  the  attention  of  the  Committee  on  the  Bill  particu- 
larly to  the  estimates,  both  of  cost  and  of  traffic.  With  this  reservation,  we 
have  to  report  that  we  are  aware  of  no  public  grounds  why  the  scheme  should 
not  be  sanctioned.  .i 

The  two  remainingrschemes,— the  Glasgow,  Barrhead,  and  Neilston  direct; 
and  Glasgow  and  Ayr,  Barrhead  and  Neilston  Branch, — have  reference  to  a  local 
question  of  competition  for  the  accommodation  of  a  manufacturing  district  in  the 
vicinity  of  Glasgow.  This  district,  comprising .  Pollockshaws,  Thornliebank, 
Barrhead,  Neilston,  and  other  manufacturing  villages,  is  evidently  of  sufficient 
importance  to  justify  the  extension  to  it  of  Railway  communication ;  and  the 
sole  question  is  between  the  independent  scheme  proposed  for  that  purpose, 
and  the  branch  proposed  by  the  Glasgow  and  Ayr  Company  from  their  existing 
line. 

The  former  is  more  direct,  giving  a  shorter  communication  to  Glasgow  by  two 
miles  upon  a  total  distance  of  nine  miles. 

It  also  accommodates  more  places,  and  a  larger  population  ;  is  more  favourably 
situated  for  extension  ;  and  is  supported  by  a  great  majority  of  the  local  interests 
concerned,  which  are  opposed  to  the  Glasgow  and  Ayr  Branch. 

The  only  point  in  which  this  branch  appears  preferable  to  the  direct  line 
is,  that  it  affords  a  shorter  communication  towards  Paisley;  but  as  the  prin- 
cipal traffic  of  the  district  is  with  Glasgow,  and  as  the  distance  from  Barr- 
head to  Paisley  is  still  very  circuitous,  being  eight  miles  by  Railway,  while 
it  is  only  three  by  the  turnpike  road,  this  advantage,  does  not  seem  of  much 
weight. 

It  has  been  objected  to  the  direct  line,  that  it  is  too  short  to  be  worked  with 
economy,  and  to  support  the  expense  of  an  independent  establishment  and  station 
in  Glasgow ;  and  as  a  general  rule  it  is  certainly  true  that  lines  of  this  short  length 
are  worked  more  advantageously  as  branches  in  connexion  with  existing  lines ; 
but  in  the  present  instance  this  objection  is  obviated  by  an  agreement  with  the 
Glasgow  and  Greenock  Railway  Company  to  work  the  line,  and  to  provide 
accommodation  at  their  own  station  in  Glasgow. 

It  appears  to  us,  therefore,  that  as  the  direct  line  offers  such  superior  advan- 
tages, this  is  not  a  case  in  which  the  Glasgow  and  Ayr  Company  can  fairly 
claim  to  be  allowed  the  privilege  of  extending  a  branch  from  their  existing 
line ;  and  we  have  therefore  to  report,  that  of  the  two  competing  schemes,  the 
Glasgow,  Barrhead,  and  Neilston  direct  appears  to  us  to  be  preferable. 
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With  reference  both  to  this  line  and  to  the  proposed  Clydesdale  Junction 
Railway,  we  beg  to  direct  the  attention  of  the  Committee  on  the  Bills,  to  the 
crossing  of  the  turnpike  road  from  Glasgow  to  Paisley  on  a  level,  by  a  portion 
of  the  rolloc  and  Govan  Railway,  over  which  some  part  of  the  traffic  of  the  lines 
in  question  may  pass. 

A  level  crossing  over  a  road  of  this  importance,  at  a  point  where  it  forms  one 
of  the  principal  outlets,  and  in  point  of  fact  may  almost  be  considered  as  one  of 
the  public  streets  of  Glasgow,  is  evidently  objectionable,  whatever  restrictions 
may  be  introduced  against  the  use  of  locomotive  engines,  or  for  regulating  the 
passing  of  waggons ;  but  the  amount  of  inconvenience,  and  the  proper  mode  of 
applying  a  remedy,  are  questions  which  depend  so  much  upon  detailed  evidence 
as  to  local  circumstances,  that  we  abstain  from  expressing  any  decided  opinion 
respecting  them. 

The  only  other  projected  lines  in  Scotland  are  certain  short  Branches  pro- 
posed by  the  Edinburgh  and  Glasgow  Railway  Company,  viz. : — 

1.  A  Branch,  three  furlongs  in  length,  to  connect  the  Edinburgh  and  Glas- 
gow Railway  with  the  Monkland  and  Kirkintilloch. 

2.  A  Branch,  five  miles  in  length,  to  the  village  of  Campsie. 

3.  A  Branch,  two  furlongs  in  length,  to  afford  access  to  additional  station- 
room  in  Glasgow. 

We  are  not  aware  of  any  objections  to  these  Branches,  on  public  grounds. 

In  conclusion,  we  beg  to  draw  attention  to  the  passage  of  the  Fifth  Report  of 
the  Select  Committee  of  last  year,  in  which  it  is  stated,  in  recommending  that 
Reports  should  be  made  to  Parliament  by  this  Department  upon  Railway  Schemes, 
"  That  no  such  Report  should  be  held  to  prejudice  the  claims  of  private  persons, 
the  examination  oi  which  should  be  altogether  reserved  to  the  Houses  of  the 
Legislature." 

'  In  submitting  to  Parliament,  in  conformity  with  the  recommendations  of  that 
Committee,  the  results  at  which  we  have  arrived,  with  a  view  to  the  information 
and  assistance  of  Parliament  in  forming  a  judgment  upon  the  Schemes  in  ques- 
tion, in  so  far  as  our  Report  may  be  available  for  that  purpose,  we  are  anxious 
that  it  should  be  distinctly  understood  that  we  have  arrived  at  these  results 
solely  upon  public  grounds,  and  to  the  exclusion  of  all  considerations  how  far 
such  results  might  require  to  be  modified  by  a  due  regard  for  private  rights  and 
interests. 

DALHOUSIE. 

C.  W.  PASLEY.        G.  R.  PORTER. 

D.  O'BRIEN.  S.  LAING. 
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